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COOPERATION IN TRANSPORTATION 
Speakers and writers on railroad subjects may and 
do divide railroad history into various numbers and kinds 
of periods to suit their particular purposes and methods 


of treatment. For our present purposes we may divide 
it into four periods. 


First, there was the period of construction, when 
the men who projected our railroad lines spent their 
energy and brains and risked their wealth to lay their 
rails over this great country, providing means of trans- 
portation and thus developing commerce and social rela- 


tions. The story of their accomplishment is an epic. 


It must be remembered, however, that they did what 
they did, not for the primary purpose of developing 
the country, commercially or socially, but for the pur- 
pose of making money. We do not say this in criticism 
but merely in the interest of truth. We are not dealing 
in poetry, but in facts. We are not sneering at or mini- 
mizing the importance of this money-making motive. 
In spite of the smoke-screen that is sometimes thrown 
out by the makers of fine phrases and the orators with 
lofty thoughts—or, rather, with no thoughts but many 
beautiful words—if we analyze the motives that have 
led to all discoveries of new lands, to all developments of 
them, we find that the desire to make money was at 
the bottom of the .enterprises—that or the desire to 
escape from tyranny, which is another way of saying that 
those who ventured sought to make themselves more 
comfortable or safe. So it is not a criticism of the rail- 
toads to say that their great construction period was 
due to selfish motives, for the desire to make money is 
Perfectly legitimate, properly controlled. At any rate, 
whatever their reasons or motives, the railroads did have 
this great period of activity in physical construction, 
aided, in some sort, it is true, by the government. 

The second period was one of speculation and ex- 
Ploitation. It was the period of stock-jobbing schemes 
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and railroad wrecking, when railroad owners, not re- 
strained either by law or by honor, milked the public 
for their own profit. It was the period also of rebates 
and all sorts of discriminations. 


The third period was one of regulation, strict and 
severe, and, in some respects, too harsh. In the effort 
to reform and control, the public went too far and 
made its restrictions onerous. It was the inevitable 
swing of the pendulum. However unjust some of the 
restrictions provided by law may have been and are, 


they were due to the faults of the men who exploited 
the public. 


Though, of course, we are not yet out of the period 
of regulation and, we hope, never shall be, we have, we 
think, reached a time of somewhat more reasonable regu- 


lation and have entered what may be called the period 
of cooperation. 


What is cooperation in transportation? Simply and 
briefly stated, it is the realization on the part of both 
the seller and the buyer of transportation that their 
interests are identical—that the shipper must have ade- 
quate service and that, in order to give him that serv- 
ice, the carrier must have adequate rates and not unrea- 
sonably burdensome regulation. It means not only the 
realization of this principle, but action in accordance 
with it. 

Up to about ten years ago there was little of this 
cooperation. The shipper thought it was his business 
to get all he could out of the railroads in the way of re- 
duced rates and liberal practices, and the Commission 
was regarded as the guardian of the shipepr, whose func- 
tion it was to see that he got what was coming to him. 
The railroad, on the other hand, regarded the shipper 
as a pest. Its feelings toward him were to be con- 
cealed, of course, as far as possible, for the sake of the 
tonnage he had to dispose of, but the shipper was al- 
ways wrong and was to be taken advantage of wherever 
possible. It was merely a question of how best to “put 
over” the things the railroads wished to accomplish, and 
not a question of how the shipper might look at it or 
how just his views might be. Both the shippers and 
the railroads were to blame and both were more or less 
excusable. It was in the nature of things that the situa- 
tion should be as it was. 

Whether or not The Traffic World has con- 
tributed to the growth of cooperation, we have at least 
kept abreast or a little ahead of it. It has been our 
dearest wish that the railroads and the shippers would 
sometime come to the fullest realization of the fact that 
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Connections 

8:00 a.m. Mon. 3:30p.m. Mon... .Lv. Bells, Tenn. L. & N. 

9:30 a.m. Mon. 4:55p.m. Mon....Lv. Jackson, Tenn. I. C.—M. & O.—N. C. & St. L. 
12:30 p.m. Mon. 7:48p.m. Mon....Lv. Middleton, Tenn. Southern 

3:35 p.m. Mon. 11:01p.m. Mon....Lv. New Albany, Miss. Sst. L. & S. F. 

7:54p.m. Mon. 3:08a.m. Tues...Ar. Mathiston, Miss. C. & G. 

4:50 a.m. Tues.11:20 a.m. Tues....Ar. Union, Miss. J. & E. 

3:30p.m. Tues. 3:30p.m. Tues....Ar. Meridian, Miss. A. G. $8.—Southern 

6:18 a.m. Tues.12:50p.m. Tues....Ar. Newton, Miss. A. & V. 
12:05 p.m. Tues.12:10 a.m. Wed....Ar. Jackson, Miss. A. & V. 

2:30p.m. Tues. 2:30 a.m. Wed....Ar. Vicksburg, Miss. V.S. & P. 

7:15 a.m. Wed. 5:30p.m. Wed....Ar. Shreveport, La. Diverging lines West 

9:30 a.m. Tues. 3:45p.m. Tues....Ar. Laurel, Miss. N. O. & N. E. for New Orleans and West 
10:00 p.m. Tues. 1:05a.m. Wed....Ar. New Orleans, La. Diverging lines West—All Steamship Lines 

2:30 a.m. Wed. 2:30a.m. Wed....Ar. Evanston, Miss. Mississippi Export 











5:15 a.m. Wed. 5:15 a.m. Wed....Ar. Mobile, Ala. L. & N.—M. & 0.—Sou.—All Steamship Lines 


Second morning arrival from Memphis, third from St. Louis, fourth from Chicago, Kansas City 
and Wichita, at Mobile and New Orleans; and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwest- 
ern and Pacific Coast territories. 


Daily Merchandise cars from Chicago, St. Louis and Memphis 
Weekly Refrigerator cars from Chicago 


to Meridian, Laurel and Mobile 


Preferred attention given to Import, Export and Intercoastal traffic via Mobile, Gulfport and New 
Orleans. 
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their interests are identical and, though they might, of 
course, still differ about business details, would, in the 
main, act aS a unit in all matters of general legislation, 
regulation, and the level of rates. A journal walking 
that path does not find it entirely lined with roses. Its 
motives are likely to be misconstrued. If, for instance, 
it finds a certain policy suggested by the railroads to be 
in the interest of sound transportation, and says so, 
there are those who brand it as “ pro railroad”—what- 
ever that is. If it points out that something the railroads 
propose is unfair or unwise, then a railroad friend rises 
up and says: “I thought you believed that the railroads 
were entitled to prosperity and fair treatment.” 

In our lexicon there is no such thing as “pro rail- 
road” or “pro shipper.” We are pro adequate trans- 
portation and sound transportation policies and we don’t 
care who proposes them or why he proposes them. If 
we think they are good we support them. If we think 
they are bad we oppose them. We care not a continental, 
for their own sake, whether the railroads make money 
orlose money. For their own sake, we care not whether 
the shippers are oppressed or whether they have the 
best of it. But we want commerce to grow and busi- 
ness to thrive. We realize that for this to be possible 
the shipper must have service and we know that for 
him to have that service the carriers must be allowed 
to prosper. 


Indications are everywhere of this growth in co- 
operation. The transportation act of 1920 is itself an 
expression of it. While it still regulates the carriers to 
a degree that many think burdensome, and while it still 
insures to the shippers exemption from discriminations 
and that the rates they pay shall be reasonable, it also 
attempts to insure to the carriers a revenue adequate 
to enable them to do the things required of them and 
leave some profit for the men whose money is invested. 
It does this, not out of love for the railroads, it may be 
pointed out,. but on the theory that profit is necessary 
if capital is to continue to interest itself in railroads and 
if adequate service is to be provided. It is true that 
the railroads have not yet been able to achieve the level 
of net return that the law and the Commission, under 
the law, say they should have, but the mere fact that the 
law says they should have it and constitutes the Com- 
mission their guardian as well as the guardian of the 
shippers, is an expression of the cooperative spirit and 
a realization of the mutual dependence of shipper and 
carrier. 

The National Industrial Traffic League, the national 
Organization of industrial traffic representatives, ten 
years ago was a fighting organization. One could hear 
any time on the floor of its conventions fierce attacks on 
the carriers and their underhanded methods of pro- 
cedure. Any advance in rates proposed was nefarious; 
any decrease proposed by the shippers was beneficent. 
How greatly this has been changed! Though the League 
and the railroads are not now always in agreement, to 
be sure, yet nowhere have the carriers received a greater 
degree of cooperation in the reconstruction period since 
the World War than from this organization of shippers, 
led, for the most part, by broad-minded, far-seeing men, 
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who take what we call the cooperative view. Even in 
details the machinery of the League is cooperative. 
It has, for instance, a special traffic committee that deals 
with a similar committee of railroad traffic executives 
on traffic matters of general interest and importance. Its 
demurrage committee deals with a similar committee of 
the carriers, and agreement between these committees, 
submitted to the Commission, has resulted in the pres- 
ent national code of demurrage rules. Examples of this 
sort of cooperation could be multiplied. 


The National Transportation Institute, which has 
failed of its purpose and lies on the ash heap because of 
extravagant ideas and selfish motives of some of those 
who were chosen to guide its destinies, though a failure, 
was still an example of the new spirit of cooperation. 
The idea of its founders was to build an institution, sup- 
ported from all sources, railroad as well as other indus- 
try, directed by men whose motives would be above 
reproach, for the purpose of gathering and publishing, 
through competent experts, facts with regard to trans- 
portation problems for the guidance and education of 
the public, which would thus get them from an unbiased 
source. It failed, as we have said, and it ought to have 
failed, as it was conducted, but the idea was a good 
one and is still a good one. Some day when the odor 
of the unfortunate fiasco has blown away someone else 
may successfully put it into effect. We speak of it 
merely as indication of the spirit of the time. 


There has been a great forward step in the effort 
to solve the transportation problem in the formation and 
activity of the shippers’ regional advisory boards, the 
idea of which originated in the brain of Donald Conn, 
who has succeeded in working out his idea. He is now 
at the head of the public relations section of the car 
service division of the American Railway Association. 
But he went to that position from the position of traffic 
manager of a large lumber concern. He brought to the 
problem the knowledge and the point of view of the 
shipper, and he has the true cooperative idea. It is 
greatly to the credit, as it is to the material benefit of 
the railroads, that they have allowed and are allowing 
him to put into effect his ideas. 


By far the greatest opportunity, in our opinion, for 
the service of bringing about proper public understand- 
ing and understanding in their own ranks of what con- 
stitute the real transportation problems and what should 
be done to solve them, is offered by the traffic clubs of 
the country, and we are glad to say that most of them 
are realizing this and are participating in the work of 
their national organization, the Associated Traffic Clubs 
of America. There have been and still are skeptics as 
to the value and propriety of this traffic club movement, 
but we believe that, gradually, their number is decreasing 
and the plan is selling itself. We believe that this agency 
is destined to become increasingly powerful in the 
work for which it was created. Thus far, its activities 
have been wisely guided and its pronouncements have 
been sound. 

But, as we said, cooperation consists not only in the 
realization and expression of the principles involved, 
but in action in accordance with those principles. Co- 
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operation is not mere conversation. The shipper who 
says the railroads should certainly have a living level 
of rates, and then always objects when his own rates are 
involved, is not cooperating; neither is the railroad that 
says the shipper should be consulted and his interests 
considered, but, when it gets a chance, “puts over,” with- 
out that consultation and consideration, some measure 
from which it expects to profit. It would seem that men 
not only need to be educated to the idea that there 
must be transportation cooperation, but also as to what 
cooperation really means. 


MONEY FOR COMMISSION 


The Traffic World Washington Bureau 


The relation of the Commission to the Bureau of the Budget 
and to Congress was discussed by Representative Newton, of 
Minnesota, a member of the House committee on interstate 
and foreign ommerce, in remarks in the House in support of 
the recommendation of the House committee on appropriations 
that $6,853,962 be appropriated for the Commission for the fiscal 
year ending June 30, 1926, as against the Budget estimate of 
$4,913,500. 

Mr. Newton brought out that the Commission, for 1926, 
estimated its needs at $7,364,496. This was the estimate the 
Commission submitted to the Budget and also to Congress in 
its last annual report. Mr. Newton said the Budget’s estimate 
amounted to only $4,913,500, or a difference of close to $2,500,000. 
He said he was glad to say, however, that the House committee 
had increased the Budget’s figures about $2,000,000, granting 
to the Commission “a sum substantially close to that which it 
requested Congress to appropriate.” 

Mr. Newton pointed out that the Commission was the agency 
to which Congress had delegated its legislative function of rate 
making, and that the Commission, when it acted, acted as the 
agent of Congress. 


In reference to those matters pertaining to appropriations 
for the carrying on of this work we ought always to bear in 
mind that it is the agent of this Congress, and that it is not 
a part of any one of the ten large departments of the govern- 


ment presided over by a cabinet officer and responsible directly 
to the President,” said he. 


The Bureau of the Budget, Mr. Newton continued, for three 
years had made more or less arbitrary and horizontal cuts in 
estimates of the departments and had done the same thing 
with the Commission’s estimates. He said the result had been 
that the Commission was seriously hampered in its work. 


With reference to the increase recommended by the appro- 
priations committee, Mr. Newton said: 


In doing so it seems to me the committee has appreciated to 
the full extent the work of the commission and the peculiar 
position that the commission occupies in our government as an 
agency of Congress for rate making and regulatory purposes. 

he Budget Bureau has not appreciated this. All of this time 
that the Budget has been cutting the commission’s appropriations 
the work of the commission has been increasing materially. I 
mention this at this time in the hope that a year from now a 
different policy will prevail in the Bureau Budget and that that 
bureau will appreciate the fact that the commission is an agency 
of the Congress, carrying out a legislative function, and that it 
will treat the estimates of that commission in that light. * * * 

Now, I would like to call attention to this particular “penny- 
wise-and-pound-foolish” policy. In the last six months there 
were 112 hearings held here in the city of Washington that 
ordinarily would have been held out in the field, and under those 
112 hearings there were brought to the city of Washington 
1,097 people, consisting of parties litigant, their counsel, and their 
witnesses, paying transportation down to Washington, putting up 
with outrageous prices for room and food, and all of that, while 
staying here; and then transportation from here back home. If 
they had six examiners out in the field, such as has been the case, 
these cases would have all been determined out in the field. These 
shippers would have been saved this expense. This sort of policy, 
let me say, just simply adds more and more to this centralization 
of everything here in Washington. Who gets the benefit of it? 
Well, the hotel keepers, the railroad companies who carry the 
parties, and the lawyers who charge good-sized fees here in 
Washington. Certainly nobody out home profits therefrom. 


DEFICIENCY BILL PASSED 


The first deficiency appropriation bill, carrying $3,000,000 
for the Inland Waterways Corporation, and $101,420 additional 
for the Commission for the current fiscal year, has been passed 
by Congress. Of the total for the Commission, $27,275 is for 
enforcement of the safety acts, $54,145 for locomotive boiler 
inspection, and $20,000 for printing and binding. The $3,000,000 
for the Inland Waterways Corporation will be used by the 
government to buy that amount of stock in the corporation and 
the corporation will use the money for new barges, tugs and 
other expenses. 
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W. T. L. RATES SUSPENDED 


The Trafic World Washington Burery 


The Commission, in I. and S. 2319, has suspended from 
January 31 and later dates until May 31 schedules filed by 
Boyd, Jones and other agents proposing changes in class rates 
between stations in Illinois and Indiana, on the one hand, and 
points in Minnesota and Wisconsin, on the other, commonly 
referred to as the Western Trunk Line increases. The gyg. 
pended tariffs also carry changes in commodity rates made jp 
relation to class rates, all supposed to be in compliance with 
the Commission’s order in formal docket No. 11388. 


Within the week protests numbering, it has been estimated, 
more than 300, have been received, from practically every oy. 
ganization and large shipper in the territory involved, againgt 
the revision, generally upward, of class rates and related com. 
modity rates, in Western Trunk Line territory, regarded as an 
outcome of the Commission’s decision in No. 11388, Public 
Service Commission of Indiana vs. Atchison, Topeka & Santa 
Fe et al.- The tariffs, as filed, are to be effective January 31, 
Under the rules of the Commission, the protests were due not 
later than January 21, ten days before the effective date of the 
tariffs. In view of the fact that the Commission had been ad. 
vised as to the character of the revision that was being pro. 
posed, it was understood the day for filing complaints arrived 
that it would be strictly enforced. Protests, therefore, were 
being received the day thereafter. 


Included in the mass of material received by the Commis- 
sion were protests and resolutions of the character referred 
to in the editorial in The Traffic World, January 17, p. 135, 
as well as objections of shippers to specific situations that 


would be created were the revision proposed allowed to go 
into operation. 


ANOTHER CONFERENCE PLANNED 


Another conference between representatives of the western 
carriers and shippers in this territory to discuss the whole 
subject of proposed rate increases will be called by the traffic 
officials of the railroads as soon as it can be arranged, accord- 
ing to President C. H. Markham, of the Illinois Central. The 
conference was decided on at a meeting of western executives, at 
Chicago, January 17, to consider what action should be taken 
with regard to resolutions adopted by about 400 shippers, Jan- 
uary 9, addressed to the presidents of the western railroads, 
inquiring into the difference between the presidents’ public 
speeches asking co-operation and the action of the railroad 
traffic officials in seeking to increase rates without, in the opin- 
ion of the shippers, sufficient time for examination and discus- 
sion of the proposals. 


The tariffs publishing the new rates are filed to go into effect 
January 31, but it is understood that the meeting will be called 
before that date to consider whether an agreement can be 
reached and to thresh out the subject in a spirit of co-operation. 


REVENUE TRAFFIC STATISTICS 


Compilations made by the Bureau of Statistics of the Com- 
mission from 162 reports representing 177 Class I roads, ex- 
clusive of switching and terminal companies, on revenue traffic 
statistics covering October, 1924 and 1923, and the ten months 
ended with October, 1924 and 1923, show the following: 


Freight revenue—$438,045,823 in October, and $440,481,822 in 
October, 1923; $3,598,328,764 in ten months ended with October, 
and $3,877,049,609 in same period of 1923. 


Revenue tons carried—216,309,000 in October, and 216,309,000 in 
October, 1923; 1,781,893,000 in ten months ended with October, and 
1,954,043,000 in same period of 1923. 


Revenue tons carried one mile—39,272,635,000 in October, and 
38,285,316,000 in October, 1923: 321,107,331,000 in ten months ended 
with October, and 348,106,773,000 in same period of 1923. 


Revenue per ton-mile—11.15 mills in October, and 11.51 mills 
in October, 1923; 11.21 mills in ten months ended with October, 
and 11.14 mills in same period of 1923. 


Revenue per ton road—$2.03 in October, and $2.03 in October, 


1923; $2.02 in ten months ended with October, and $1.98 in same 
period of 1923. 


Passenger revenue—$82,834,974 in October, and $93,798,549 in 
October, 1923; $906,366,838 in ten months ended with October, and 
$959,155,222 in same period of 1923. 


Revenue passengers carried—73,710,000 in October, and 81,- 
399,000 in October, 1923; 782,347,000 in ten months ended with 
October, and 824,946,000 in same period of 1923. 


Revenue per passenger-mile—2.987 cents in October, and 3.045 
cents in October, 1923; 2.964 cents in ten months ended with 
October, and 3.002 cents in same period of 1923. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 


under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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5 gig " 
Current Topics 
in Washington 


Talk, Talk, and Still More Talk.—It would be possible for 
anyone to search his memory for some of the ironic, sarcastic, 
sneering things that have been said about much palaver, and 
quote them in connection with the twenty hours of argument 
on the southern Class rate case. They, however, would not put 
into the consciousness of lawyers and traffic men the thoughts 
more than one commissioner had about the waste of time repre- 
gented by the devotion shown by some to the minute details 
of that case. Primarily it is the desire and aim of a man who 
talks to the Commission to persuade its members to accept his 
view as to what is the law of the matter. It is the one and 
only opportunity the advocate has of persuading the commis- 
sioners—to sell his idea to them, as the more modern phrase 
has it. Nine of the ten men on the bench in that case, broadly 
speaking, were ignorant of the case—as ignorant as men hav- 
ing a general knowledge of rates throughout the country could 
be. Commissioner Eastman alone knew details. The funda- 
mental question, the Commission probably will find, is whether 
a mileage scale should be adopted to replace a structure ad- 
admitted to be full of defects. Yet, still speaking in general 
terms, not one speaker devoted himself to broad-strokes to 
show that that should be done or should not be done. Those 
who took a stand on that proposition lugged in many particular 
situations, mentioning towns of which the commissioners knew 
nothing significant, and rates, actual or proposed, that may have 
meant much, but which the nine uninformed men had to assume 
were of some weight and cogency. In the common law, every 
case gets down to one issue, the decision of which shows what 
judgment will be entered. It is a fact that, generally, rate cases 
cannot be boiled down to a single issue. It is suggested that 
not one man who had to listen to the arguments, readily, could 
make a statement of the real issues boiled down to six thousand 
words—about four pages of this magazine. Yet the men who 
got much money to simplify the work of the commissioners 
so they would have time to devote to other matters, shoved 
at them at least 6,000 printed pages of briefs—enough to keep 
a rapid reader at work for two weeks eight hours a day, with- 
out doing anything else. The chances are that there were 
nearer 10,000 pages of “briefs” than the smaller number, the 
volumes, when stacked, making a pile thirty inches high. Com- 
missioner Eastman read more than four feet of summaries and 
explanations before he got out his proposed report. It prob- 
ably would be regarded as ill-natured, if nothing worse, were 
some commissioner to suggest that some of the lawyers and 
trafic men had the idea that they were being paid by the yard 
for their efforts. A more accurate explanation, it is believed, 
is that many who know better have been led into evil ways— 
ways that hurt their clients instead of helping them—through 
the example of men who also know better who have yielded 
to the importunities of their clients and produced “briefs” that 
touched every possible collateral issue. That, it might be sug- 
gested, is a habit not confined to the profession of the law. It 
is easier to follow a bad practice than to explain why not. The 
commissioners, it might as well be admitted, have to depend 
largely on the arguments for their knowledge of a case. It would 
be humanly impossible for them to read the record or even the 
briefs, because both have become swollen beyond even a sus- 
picion of reason. The late Chief Justice White once rebuked 
a young lawyer for insisting on telling the court every detail 
about the inter-corporate relations in a tap line case. White 
said the human mind could not make a pretense of remember- 
ing all the details the lawyer had been putting forth. The 


chief justice demanded to know if the issue was not whether - 


the little railroad that wandered out into the forest was or was 
not a common carrier. The young lawyer admitted that it was, 
but he had no answer to the question why he did not say so 
at the start. He has learned to paint a picture with broad 
strokes, but not all lawyers appearing before the Commission 
have had the good fortune to have a chief justice read them 
such a lesson. In self-protection the Commission, some day, 
May have to make rules intended to force those who address 
it to try condensation. 





_ One Minute for Shaking a Chill.—In the old days, twenty 
minutes were allowed passengeers for eating at station dining 
tooms. Chairman Aitchison has made it a rule to allow one 
minute for a lawyer appearing before the Commission to recover 
from the chill caused by the dread of addressing the body over 
which he presides this year. Whether the man who acquired 
the additional minute was pleased with what he accomplished 
is not a matter of record. C. D. Drayton, arguing for retention 
of the any-quantity basis of rates on grain and grain products 
in the south, said the ten minutes allowed him were scarcely 
flough to enable him to overcome the chill that took possession 
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of a man about to address the Commission. Chairman Aitchi- 
son, off the bat, said he would be allowed an additional minute 
for recovering from the chill. And then Drayton, who does not 
deal in minute details, as a usual thing, finished his argument 
in less than the time allowed. Another man who commented 
on the fact that he had a cold got a minute of additional time 


presumably to overcome the handicap under which he was 
starting. 





Charges for Storing Whisky.—Enforcement of the national 
prohibition law, or what the enforcement officers conceived to 
be the law, has brought at least one formal case to the Com- 
mission’s docket. It is No. 16203, Sunny Brook Distilling Com- 
pany vs. Atchison, Topeka & Santa Fe et al. The question is 
as to whether the delivering carrier is entitled to retain $4,568 
collected by it from the distillery for storing a carload of 1,000 
cases of whisky at El Paso for 912 days. In May, 1920, the 
carload was started from Louisville to a point in Mexico. It 
was consigned to the care of the collector of customs at El 
Paso, as is the rule when something is to be exported. The 
prohibition officers caused it to be seized on the ground that 
its exportation was illegal because it was not for a non-bev- 
erage use, the theory of the law being, apparently, that Mexi- 
cans may not drink whisky made in this country before the 
dry era arrived, unless they acquired it and got under the 
protection of the snake and the eagle before the era arrived. 
The liquor was held in a bonded warehouse, in a car, for 912 
days. At the end of that time the negotiations between the 
distillery and the prohibition officers ended in an agreement 
that the latter would return the whisky to the distillery ware- 
house and the consignor would pay all the expenses. The rates 
were attacked, but the large interest, according to the briefs 
in the case, is in the question as to whether the $4,568 of 
storage was applicable. There is a provision in the tariffs ex- 
empting freight from demurrage or storage when delayed by 
customs officers. The complainant makes the point that it did 
not delay the shipment and, therefore, is not chargeable with 
that bill. The railroad claims, on account of the crimes that 
are committed to obtain liquor, that the charge was no more 
than reasonable for the care it had to bestow on the shipment 
which, pre-war, would have had a value of not more than $8,000, 
but which now would have a market value of probably $50,000, 
even in carload quantities. 





Consider Commodities Clause, Says Finerty.—An invitation 
to consider the commodities clause has been given the Com- 
mission by John F. Finerty and Royal McKenna, attorneys for 
the Director-General. They think it should give thought to that 
part of the statute in connection with No. 13721, International 
Harvester Company vs. New York Central et al., in which the 
complainant is seeking to recover reparation because the Di- 
rector-General, in the period of federal control, failed to absorb 
the whole of the switching charge of the Owasco River Railway, 
an industrial road, the stock of which is controlled by the 
harvester company. The question of. the applicability of the 
commodities part of the statute was raised, for the first time, 
on argument, after rehearing, Division No. 4 having decided 
the case in favor of the complainant. At the time Mr. Finerty 
raised the question, nearly two weeks ago, it did not attract 
much attention. Since then those interested in industrial rail- 
roads have noted that, if the Commission adopts Mr. Finerty’s 
idea, they will have considerable work to do. Mr. Finerty’s 
idea, given in response to questions by Commissioner Hall, is 
that the Commission should regard the record in that case as 
inadequate and, therefore, in need of correction on the point 
that the commodities clause has not been considered. In the 
course of the argument he asserted that there was testimony 
in the record on the point. On Mr. Hall’s questioning he agreéd 
that it would be preferable to regard the record as inadequate. 
Victor A. Remy, attorney for the complainant, denied that there 
was any testimony in the record on that point. Chairman 
Aitchison asked Mr. Finerty if he thought the parties had been 
heard on the commodities clause point. Mr. Finerty said no, 
but he hoped they would be. He argued that the Commission 
could not award reparation on traffic carried in violation of 
the commodities clause, contending that the Supreme Court 
decision in the Reading case made it immaterial whether the 
railroad owned the producer of the traffic, or the other way 
about. Commissioner Hall suggested that the Commission could 
not assume violation of the commodities clause simply because 
the railroad was owned by the harvester company, any more 
than it could assume that, because a railroad published rates 
for transporting whisky, it was about to violate the Volstead 
act. Mr. Finerty thought there was enough in the record to 
show violation of the commodities clause, but he was willing 
to afford opportunity for further hearing on the point he said 
he and Mr. McKenna had been discussing for about nine months. 
Commissioner Hall suggested that the harvester company might 
not have owned any of the inbound materials carried by the 
industrial road until after they had been delivered; that it 
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divested itself of title to outbound traffic before transportation 
was begun; and that the fact of ownership of the railroad by 


the harvester company proved nothing more than that fact of 
ownership. 





Legislative Rate Making.—The bill introduced by Senator 
Butler, of Massachusetts, whether it be described as a bill abol- 
ishing differentials, ocean and rail, or port equalization, in the 
eyes of those who have had long experience with rates, is an 
appeal from the men having a technical knowledge to those 
who have the power to do what is proposed, but have little or 
no knowledge of the subject in hand. It has stirred up com- 
mercial organizations in all the ports. If the fight goes to a 
finish, it is taken to mean that Congress will be lined up, pos- 
sibly on the merits, but more likely in accordance with geo- 
graphical boundaries. It is believed that the more a man knows 
about the subject the more he shrinks from a lining up and a 
counting of noses, such as takes place in Congress, sometimes. 
The Gooding fourth section bill, it may be said, is regarded by 
many, a8 an appeal to prejudice, less harmuful, in its possibili- 
ties, than the Butler bill. The well informed know thai the 
merits in neither proposition lie all on one side. They also 
recognize that when a subject like port differentials or the 
fourth section is brought up for political action—that is, for 
action in a body in which political considerations are superior 
to any other—merits receive only minor thought, if any. There 
are so few senators and representatives who think of anything 
other than the number of votes to be had or to be lost on a 
given proposition, that consideration of any really serious thing, 
by Congress, awakens no enthusiasm among those who know 
to what a level the Jaw-makers of the country have sunk, since 
the destruction of party responsibility took place, now nearly 
fifteen years ago, on March 17, 1910, to be precise. That is the 
day the institutional organization of the House of Representa- 
tives, built up in more than a century of practice, was de- 
stroyed in the name of democracy. The House then became a 
body without responsible leadership, composed largely of men 
who did not earn as much as $7,500 a year when they were 
elected, and interested largely in watching to determine the 
direction of the currents of popular feeling, to the end that they 
might be continued in their jobs. A. &. Fi. 


SANTA FE POINTEDLY OBJECTS 


The Trafic World Washington Bureau 


The Santa Fe objects to being drawn into the Southern 
Pacifie’s Arcade station in Los Angeles. It has set forth its 
thought on the subject in somewhat picturesque language, to 
suggestions looking to that end, in exceptions to the report 
made on No. 14778, City of Los Angeles vs. Los Angeles & Salt 
Lake et al., by Examiner J. F. Eshelman. The Santa Fe com- 
pliments the examiner saying that the taking of numerous ex- 
ceptions, even if well taken, constitutes no reflection on his 
ability or industry. 

As to Eshelman’s recommendation that the .case be held 
open for 120 days in the hope that the defendants may apply for 
a certificate of convenience to join in a union station project, the 
Santa Fe says frankness compels it to say that it “is very un- 
likely to become a proselyte, still less a whirling dervish to the 
union station cult within the next four months or even four 
years.” 

“This defendant would strenuously object,” said the Santa 
Fe, continuing its brief and exceptions, “to any of these pro- 
ceedings to force it to enter the Southern Pacific Arcade station. 
The Commission has no right, in these proceedings, to consider 
such a proposition. This defendant prefers to stay where it is 
and to paddle its own canoe. It believes that it can provide, 
maintain, and operate its own facilities on its own site at less 
expense than it would be put to in using and sharing in interest 
charges and upkeep of the Arcade; and it can handle trains in 
and out of its own station as cheaply as it could in and out of 
any other possible station in the city, and probably at less cost 
than it could take them in and out of the Arcade. It has station 
grounds much larger than the Arcade and the chief requirement 
of passenger stations in Los Angeles is tracks, plenty of tracks; 
and ample exits and entrances. This defendant has never seen 
any plan looking to the use of the Arcade station, by this defend- 
ant, which did not involve abandonment by this defendant of 
about four miles of passenger main line and which did not 
involve the partial loss of the Santa Fe round house, complete 
loss of coach yard and many facilities connected therewith. The 
Arcade is a few hundred feet nearer than the Santa Fe station 
to the central part of the city; but the minute gained would be 
lost several times over in the greater time spent in getting the 
Santa Fe trains in and out of the Arcade.” 

The City of Los Angeles excepted to many findings of fact 
and. to three of the Eshelman conclusions. It excepted to the 
conclusion that the Commission was not authorized to require 
the construction of a passenger terminal as sought by it, the 
complainant; to the conclusion that at the present time and at 
this stage of the proceedings public convenience and necessity 
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did not require the construction of a union station in the Plaza 
district, which passenger terminal it said the examiner hag 
found would be in the public interest; and finally to the cop. 
clusion that if within 120 days defendants did not apply fo; 
certificates of public convenience and necessity looking towarg 
the construction of union passenger terminal facilities, the Com. 
mission should proceed to the disposition of the case. It saigq 
it desired the defendants be given a reasonable time to come 
to a conclusion on the proposition and that the Commission 
should take such time as was necessary for a final disposition 
of the proceeding. It suggested that as a substitute, Eshelman’s 
report be changed to read that if the defendants did not apply 
for a union station certificate, the Commission would then entey 
its findings and order as prayed for by the City of Los Angeles, 

The railroad commission of California has filed exceptions 
to the proposed report made by Examiner Eshelman, in No, 
14778, City of Los Angeles vs. Los Angeles Salt Lake, the Los 
Angeles station case. It asks the Commission to grant the city’s 
prayer. It took exceptions to some of the findings of fact and 
to the conclusions. It said a careful review of the proposed 
report had only served to strengthen it in its opinion that the 
relief sought by Los Angeles should be granted in its entirety 
in addittion to the denial of the carriers plans. It said that, 
in the main it was in entire agreement with the findings of fact. 


DIVISION INQUIRY MAY SPREAD 


The Traffic World Washington Bureay 


Institution of an inquiry into the divisions between eastern 
carriers by the Commission, which followed the case instituted 
as to divisions between carriers in the western and mountain. 
Pacific groups, may spread to include divisions between car- 
riers in the southern group. The proposition has been dis- 
cussed, but not definitely acted on. Another suggestion that 
has been made is that the Commission organize a bureau, the 
primary duty of which shall be to consider, as a continuing 
matter, relations between the carriers, divisions being the most 
frictional point of contact between them. 

Primarily, the inquiry into the divisions of eastern roads 
was instituted with a view to finding out how to compel, if 
possible, some of the prosperous roads not having direct con- 
nection with the New England carriers to contribute to New 
England roads some of the earnings that have come to them 
by reason of the inclusion of the investment of the New Eng- 
land roads in the total of investments by carriers in the east- 
ern group. Prosperous coal carriers, in particular, have been 
in the mind of commissioners when that point has been raised. 
The coal roads received the benefit of the total brought about 
by the inclusion of New England investment in the total for 
the eastern group, but thus far no way has been found, by 
the Commission, or by the direct connections of the New 
England roads, to make them share the money received with 
the necessitous New England roads. 

Divisions received by the Detroit, Toledo & Ironton, as 
well as that of every other road in the eastern group, will be 
open to inspection in the course of the inquiry. That fact, 
according to reports from New York, has excited unusual in- 
terest among railroad officials domiciled there. The question 
of divisions to the Detroit, Toledo & Ironton has been in the 
immediate background in every discussion of the condition of 
that road ever since if came into the possession of the auto- 
mobile manufacturer. One of the common intimations has been 
that, by reason of the fact that he is a big shipper, Mr. Ford 
has been in a position to suggest to the connections of that 
carrier that the divisions of the Ironton are so thin as to 
shame a match. There has been no suggestion that Mr. Ford, 
in person, has made any such suggestion. The thought has 
been that every word, either spoken or written by a repre 
sentative of the Ironton, about divisions, in and of itself, has 
carried with it a suggestion that, unless divisions to the Ironton 
were made “reasonable,” the Ironton could not be expected to 
route any of the tonnage received by it over the road ad- 
dressed. By some, the message conveyed has been deemed 
to be even more emphatic than that; that it really has carried 
with it the suggestion that the Ford interests could not be 
expected to think much of the connection, as a partner in 4 
transportation enterprise conducted under joint rates, that did 
did not pay good divisions. 

Intimations and insinuations of that character have beet 
coming to the Commission ever since the Ironton began show- 
ing signs of health, in its reports to the Commission. It is 
admitted that the examiner who is in charge of the case, 
W. A. Disque, has been advised about the reports and that the 
inquiry will extend to the Ford divisions if any of those wh0 
know anything about them are willing to go into the subject. 

The Commission has the power to inquire into them evel 
if the railroads supposed to have been constrained to pay divi 
sions to the Ironton larger than they would have paid to the 
Ironton if Mr. Ford were not the owner, do not care to talk. 
However, the question whether it will exercise that power, it 
is understood, has not formally arisen and, therefore, will not 
be passed upon, probably in advance of necessity therefor. 
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CATTLE INCREASES FORBIDDEN 


The Commission, in a mimeographed report, written by 
Commissioner Campbell, on I. and S. No. 2241, Live Stock from 
Southwest to Omaha, has condemned as unjustified, proposed 
increases in rates on cattle and calves, from points in New 
Mexico, Oklahoma and Texas to Omaha. It has ordered the 
schedules canceled and has discontinued the proceedings. 
Omaha interests protested and procured the suspension. Most 
of the points of origin, the Commission said, were on the lines 
of the Rock Island system, the El Paso & Southwestern and 
the New Mexico Central. 

According to the carriers their object in proposing to in- 
crease rates to Omaha was to re-establish a fair and non- 
prejudicial relationship of rates as between Omaha and Kansas 
City. The increases ranged from half a cent to 10 cents per 
100 pounds. From most of the points of origin, the differential 
proposed, said the report, was 11 cents. 

Prior to August 26, 1920, the rates from a majority of the 
points of origin, the report said, were 8 cents higher to Omaha 
than to Kansas City. The spread was not uniform, Commis- 
sioner Campbell said, but it was now taken as a basis for estab- 
lishing differences. The general increases, in 1920, Mr. Campbell 
said, increased the spread to 11 cents, but changes after 1920 
threw the adjustment out of line, the carriers said. 

Omaha said no animals would move to their market under 
the rates proposed. They said there was no substantial move- 
ment when the difference was 8 cents. They said mileage was 
generally disregardd in making cattle rates and that it would 
be unfair to take into consideration the difference in distance 
in this instance. 


CALIFORNIA SUGAR RATES 


New rates on sugar from California points to Phoenix, Ariz., 
have been ordered established not later than February 25, in 
No. 14449, Traffic Bureau of the Phoenix Chamber of Commerce 
et al. vs. Atchison, Topeka & Santa Fe et al., mimeographed. 
The Commission found the rate on sugar from California points 
to Phoenix to have been, and to be, unreasonable but not un 
justly discriminatory or unduly prejudicial. The complaint, 
filed on behalf of a number of wholesale grocers at Phoenix, 
alleged that rates on sugar, minimum 80,000 pounds from San 
Francisco and other points in California to Phoenix, are and 
since February 17, 1921, had been unreasonable, unjustly dis- 
criminatory, unduly prejudicial and in violation of the long and 
short haul part of the fourth section. 

The Commission found the rates assailed to have been, and 
to be, unreasonable to the extent they exceeded and exceed 79 
and 71 cents per 100 pounds, respectively, prior to, subsequent 
to, July 1, 1922, minimum, 60,000 pounds. It awarded reparation 
to that basis. 

Commissioner Hall, dissenting, referred to Phoenix Chamber 
of Commerce vs. Director-General, 62 I. C. C. 412 and Nevada 
Public Service Commission vs. Southern Pacific, 73 I. C. C. 240 
and said the majority did not reverse those decisions. He 
added the Commission did not show any change in circumstances 
or conditions but referred to them as having been “fully set 
out” in the first mentioned case, and yet, Mr. Hall said, the 
majority found unreasonable, rates lower than the one pre- 
scribed in that first mentioned case and awarded reparation to 
a level 17.5 cents lower than that found reasonable for a period 
which began four months before that case was decided. He 
Said the reasonableness of the basis prescribed was not self 
demonstrative, adding that the failure of demonstration was not 
supplied by the evidence of record. 


MANURE SCALE PRESCRIBED 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 14573, M. G. 
Lewis et al., doing business as Pacific Manure & Fertilizer Com- 
pany, vs. Aberdeen & Rockfish et al., mimeographed, as to rates 
and charges thereunder, on animal manure, from Perth and 
Lovelock, Nev., to eastbound transcontinental groups B to J, 
inclusive, and group M. Reasonable rates to groups F to J, in- 
clusive, and M, in accordance with a scale, were ordered to be 
Made operative not later than March 23. The scale, with a 
minimum of 60,000 pounds, in cents per net tons, is as follows: 


To Group F, 1320; Group G, 1170; Group H, 1290; Grou 990; 
Group M, 1660. ry ” tcl 


The order of May 17, 1924, has been vacated and set aside. 
The case was on further consideration, the original report 
having been made in 89 I. C. C. 508. It was reopened upon 
Petition of the complaints. They relied, for further consider- 
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ation and modification of the original report and order, on Cali- 
vada Fertilizer Co. vs. S. P., 73 I. C. C. 496, and Pacific Guano 
& Fertilizer Co. vs. S. P., 91 I. C. C. 228. The complainants 
sought the application of the Calivada case scale to arrive at 
group rates on the eastbound traffic involved, and the extension 
of the scale to cover greater distances. That is the Commission 
explained, they did not seek the application of the mileage 
scale but the application of the group rates in accordance with 
the custom on eastbound transcontinental traffic, the rate to be 
arrived at by applying the scale to the average distance to rep- 
resentative points in each group. 

Commissioner Hall dissented and was joined in his dissent 
by Chairman Aitchison, and Commissioners Esch and Lewis. 
He said there was no infirmity in the former report. He criti- 
cized the extension of an 800 mile scale prescribed in the Cali- 
vada case to cover distances clear across the continent as a 


method for making rates from two stations in Nevada, one a 
non-agency point. 


CARRIER COAL POLICY UPHELD 


The Commission has dismissed No. 14900, Manufacturers’ 
Association of Chicago Heights vs. Baltimore & Ohio et al., 
opinion No. 10057, 95 I. C. C. 83-86, finding combination rates 
applied on coal, from specified points in the Meyersdale district 
of Pennsylvania and the Fairmont district of West Virginia, to 
New Castle, Del., in October and November, 1920, when there 
was a shortage of coal, not unreasonable, unjustly discrimi- 
natory, or unduly prejudicial. Thereby it upheld the policy 
of coal carrying roads, particularly the Pennsylvania, in refus- 
ing to make joint rates, in connection with other coal-originating 
lines, to points local to their lines. 

The complaint was filed in behalf of the American Man- 
ganese Steel Company, with a plant at New Castle, Del., to 
which the steel company sent 21 carloads of soft coal over 
unusual routes. The complaint alleged the rates, which were 
various combinations, were unreasonable, unjustly discrimi- 
natory and unduly prejudicial. The Commission said it was 
asked to award reparation and to prescribe rates for the future, 
but that the complainant was primarily interested in repara- 
tion. The report said the steel company, prior to the time 
the shipments in question moved, had obtained its coal from 
mines on the Pennsylvania in the Clearfield district, and that 
it had done so since. It urged, however, that it would have 
a wider purchasing range if it were given access to Baltimore 
& Ohio mines on the same rates which it paid on coal from 
mines on the Pennsylvania. The defendants, the report said, 
contended there was ample competition among coal producers 
served by the Pennsylvania, and the Commission said there was 
no evidence to the contrary. New Castle being on the Penn- 
sylvania and.not on the Baltimore & Ohio, could obtain coal 
from mines on the last mentioned road, when the demand was 
great, only by paying the combination rates, because the Penn- 
sylvania, as before set forth, had a policy of refusing to make 
joint rates, in connection with other coal-originating roads, to 
points local to its own lines, contending that it was unable 
to find consumers on its own lines for all the coal which it 
originated, meaning, of course, the coal originated by operators 
having mines on its lines. In that respect, it said, it was like 
the Baltimore & Ohio and the Western Maryland, the roads 
on the lines of which the coal involved in this complaint origi- 
nated. The Commission said all the carriers mentioned had 
to look to connecting lines which did not serve, directly, coal- 
producing regions, to absorb their surplus. Continuing the dis- 
cussion of the policy of the Pennsylvania, and stating its own 
thoughts and conclusion on the matter, the Commission said: 


It is contended that maintenance of joint rates between lines 
which originate coal would cause crosshauling or substitution of 
two-line for one-line hauls with resulting reduction of transportation 
efficiency, which would be particularly undesirable in a time of car 
shortage such as that which existed when the shipments here con- 
sidered moved. In this connection it is shown that the cars carrying 
these shipments were in transit from 7 to 21 days, averaging 12.3 
days, while during the same period 46 cars, loaded with coal at mines 
on the Pennsylvania and destined to New Castle, were in transit 
from 3 to 13 days, an avarage of 5.4 days. As the percentage dis- 
tribution of coal cars on the Baltimore & Ohio at that time was lowsr 
than on the Pennsylvania, it is stated that every shipment consigned 
off the former line over an unusual route tended to increase the dif- 
ficulties of receivers of coal, dependent on that line, in securing 
deliveries. 

In principle, this case resembles National Fireproofiing Co. vs. 
Director General, 62 I. C. C. 49, in which we refused to condemn 
combination rates on coal shipped under abnormal conditions from 
certain Pennsylvania mines to various eastern destinations. The 
following language from that report is pertinent to the present issues: 

‘‘While it appears that the rates complained of are higher, distance 
considered, than those generally prevailing from near-by points to the 
destinations in question or to points in that vicinity, over the same 
or other routes, the question whether the rates were unreasonable 
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or unduly prejudicial can not be determined from that standpoint 
alone. Complainant was, and is, entitled to reasonable and non- 
prejudicial rates; but in determining whether the rates attacked are 
unreasonable or unduly prejudicial we must consider all the cir- 
cumstances surrounding the traffic. It is our conclusion that we 
would not be warranted in requiring defendants to establish joint 
rates on coal from and to the points in question, and upon the facts 
of record we find that the combination rates applicable to these 


shipments are not shown to have been or to be unreasonable or unduly 
prejudicial.”’ 


Upon this record we find that the rates assailed were not, and ars 


not unreasonable or otherwise unlawful. Outstanding overcharges 
and undercharges should be adjusted. 


ROCHESTER SWITCHING CASE 


In a report written by Commissioner Eastman, on No. 14453, 
Rochester Chamber of Commerce vs. New York Central et al., 
opinion No. 10053, 95 I. C. C. 30-54, the Commission condemned, 
as unreasonable and unduly prejudicial, class and commodity 
rates, switching charges and failures to absorb such charges, 
in Rochester and its environs, roughly called, for descriptive 
purposes, the Rochester switching district, and ordered the car- 
riers to revise their rates and charges. 

This complaint and a similar one filed with the Public 
Service Commission of New York, relating to like intrastate 
rates, charges and practices, were the subject of a joint hearing 
by the state and federal bodies. No intrastate question, Mr. 
Eastman said, was presented with which the federal body was 
empowered to deal. The report, he said, would be confined to 
the interstate issues. 

Describing the physical outlay, Mr. Eastman said that a 
short distance west of the Genessee river, a branch left the 
main line of the Central and extended to Charlotte, about nine 
miles, where it conhected with the Ontario division. From 
Windsor, about a mile east of Charlotte, on the other side of 
the river, which is crossed at that point by a drawbridge, the 
so-called State Street branch of the Central runs south for about 
seven miles, parallel and, for the most part, in close proximity 
to the east bank of the river. It was around that branch that 
the controversy centered, he said. For almost a third of its 
length it is outside, although very near to the city limits. The 
branch crosses the river on a high bridge just before reaching 
its terminus in the city at the State Street station, the ter- 
minus being less than 2,000 feet from the Central’s main line. 
To move traffic by rail between these two points which are 
so near to each other, Mr. Eastman says, it was necessary to 
haul it down one side of the river to the lake and up on the 
other side, a total of nearly 17 miles. Direct connection be- 
tween the two points, he says, would be possible, but owing 
to the elevation of the tracks and the condemnation of certain 
business properties, the cost would be great, estimated by the 
complainant at $350,000, an estimate too low, the Central thought. 

The greater part of what is now the State Street branch 
was built in 1883 by a belt railway, which was leased, in 1886, 
by the Rome, Watertown & Ogdensburg, the latter then oper- 
ating what is now the Ontario branch of the New York Central, 
to gain an entrance into Rochester. The belt road was merged 
with the Ogdensburg line and the two became part of the New 
York Central, by consolidation, in 1913. 

The rate adjustment in that part of the Rochester territory 
caused the filing of the complaint. The nature of the com- 
plaint may be inferred from the findings made in the head- 
notes of the decision. The findings are as follows: 


1. That the interstate class and commodity rates between points 
on defendants’ lines and industries on the State Street branch are, 
and for the future will be unreasonable and unduly prejudicial to 
the extent that they exceed the lowest corresponding rates con- 
temporaneously in effect between the same points and industries on 
the lines of the New York Central in Rochester. 

2. That the charges of the New York Central for moving car- 
load traffic, except coal and coke, in interstate commerce between 
connections in Group A and industries on the State Street branch 
or at the intermediate points of Barnard and Charlotte, and between 
Charlotte and said industries on the State Street branch, are, and 
for the future will be, unreasonable to the extent that they exceed 
certain prescribed switching charges on a basis per car; and that 
it will be unduly prejudicial to industries at Barnard and Charlotte 
and on the State Street branch if the total switching charges on in- 
terstate traffic moving between said industries and a connecting car- 
rier having a line haul on such traffic are not absorbed by such car- 
rier to the extent contemporaneously provided on traffic moving 
between such carrier and any point in Groups A to E, inclusive, of 
the New York Central. 

3. That the charges of the New York Central for moving car- 
load traffic, except coal and coke, in interstate commerce between 
industries in Groups A to E, inclusive, and industries on the State 
Street branch, and at the intermediate points of Barnard and Char- 
lotte, are, and for the future will be, unreasonable to the extent that 
they exceed certain prescribed switching charges on @ per car basis. 

4. That the record is inadequate to support a finding requiring 
additional ferry-car service to or from the State Street district, or 
the establishment of switching charges on shipments of coal or coke. 


The orders of the Commission, requiring revision of rates 
and charges and the removal of undue prejudice, not later than 
April 11, are as follows: 


1. For transporting carload traffic, except coal and coke, between 
interstate points on defendants’ lines, on the one hand, and industries 
located in Groups F, G, and H of the New York Central Railroad 
in the so-called State Street zone, Rochester, N. Y., on the other 
hand, class and commodity rates which shall not exceed the lowest 
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corresponding class or commodity rate contemporaneously in effect 
between the same interstate points and other industries on the lines 
of the New York Central in Rochester, N. Y. 

2. For moving carload traffic, except coal and coke, in interstate 
commerce between connections of the New York Central in Group 
A in Rochester, N. Y., on the one hand, and industries located jn 
Barnard, Charlotte switching district, and Groups F. G. and 
of the New York Central in the State Street zone, Rochester, N, yY,, 
on the other hand, and between connection of the New York Centra] 
at Charlotte, Rochester, N. Y., on the one hand, and industries jp 
Groups F, G, and H in said State Street zone of the New York 
Central, on the other hand, charges per car which shall not exceed 
the following: 


Between Barnard and Group A connection........ccceceecseenes $12 
Between Charlotte and Group A conmection.......ccccecceseecceees 15 
Between Groups fF, G, H, and Group A coanections.............. - 20 


Between Groups F, G, H, and Charlotte connections............... 15 

For moving carload traffic, except coal and coke, in interstate 
commerce between industries located in Barnard, Charlotte switch. 
ing district, Groups F, G, and H of the New York Central in the 
State Street zone, and Groups A, B, C, D, and E of the New York 
Central, all in Rochester, N. Y., charges per car which shall not 
exceed the following: 





and— 

—and —and groups 

Between— Barnard Charlotte F,G,H 
ET ME da pccincewcucmoesenveoes ceasuecwewiee $15 $18 $23 
MCE 6ScbGcicnive 4496 sl eewaeesiedeswoesseme z 20 25 
ITE cnduine unteecadn oslecwowoececteewre 17 20 25 
GlOGD TDD cccccccccccecs “ ' 15 18 23 
Group E ... wee Ee 15 20 
Barnard .. - 15 20 


INL Gicnicn cncinalocmvicwhtwe donee aceeutios - BB oe 18 
Groups FB, G, and EL .ccccccccccccccccscces - 20 18 oe 

And it appearing, That said division has found in said report, 
among other things, that is, and for the future will be, unduly 
prejudicial to industries located in Barnard, Charlotte switching dis- 
trict, and Groups F, G and H on the State Street branch, and un- 
duly preferential of other industries in Rochester located in Groups 

, B, C, D and E of the New York Central, if the total switching 
charges accruing on interstate traffic moving between the aforesaid 
jndustries located in Barnard, Charlotte switching district, and 
Groups F, G and H on the State Street branch, on the one hand, 
and a connecting carrier having a line haul on such traffic, on the 
other hand, are not absorbed by such line-haul carrier to the extent 
of the maximum absorption (subject to the minimum line-haul 
revenue limitations) contemporaneously provided on traffic moving 
between such line-haul carrier and any point in Groups A, B, C, D 
and E of the New York Central: 

It is further ordered, That said defendants, according as they 
participate in the transportation, be, and they are hereby, notified 
and required to cease and desist, on or before April 11, 1925, and 
thereafter to abstain, from practicing the aforesaid undue prejudice 
and undue preference found in said report to exist. 


WEIGHING CASE DISMISSED 


The Commission has dismissed No. 15150, Walsh Fire Clay 
Products Co. et al. vs. Director-General, Alton & Southern et 
al. and a sub-number thereunder, Mississippi Glass Co. vs. 
Alton & Southern, mimeographed, finding the applicable charge 
for weighing outbound carloads of freight on private track scales 
of shippers at St. Louis, Granite City, Madison and East St. 
Louis, served by the Terminal Railroad Association of St. Louis 
and its subsidiary lines, not unreasonable, unjustly discrimi- 
natory or unduly prejudicial. In disposing of the case the Com- 
mission had to determine what the applicable charges were 
and then pass upon their quality. 

Complainants, St. Louis companies, alleged the charge of 50 
cents, collected by the St. Louis Merchants’ Bridge Terminal 
Railway, for weighing, on their industry track scale, numerous 
cars of freight shipped from their plants, in and since the end 
of federal control, was and is inapplicable, unreasonable, un- 
justly discriminatory and unduly prejudicial. The East Side 
Manufacturers’ Association, representing shippers in the Illinois 
suburbs of St. Louis, intervened, seeking relief for the future 
to the same extent it might be extended to the complainants. 
The complainants asked for reparation, but the intervener did 
not. Informal complaints had been filed alleging overcharges. 

Cars constituting the cause for the complaint were weighed, 
the report said, in accordance with an agreement between the 
complainants and the Western Weighing and Inspection Bureau, 
by employes of the complainants, authorized and sworn weigh- 
masters. Prior to 1917, the report said, the charge was 25 
cents per car. Since January 1, 1917, a charge of 50 cents has 
been assessed. The carriers claim that between August 26, 1920, 
and April 2, 1922, it should have been 70 cents. Those conflict- 
ing claims forced the Commission to consider the applicable 
tariffs. It considered the terminal tariff and a Boyd agency 
tariff, which, it was contended, came into conflict. The Com- 
mission said there was no conflict. It was contended that the 
weighing was for the purpose of assessing rates and that under 
the Boyd tariff no charge was assessable. The Commission 
called attention to the fact that the agency tariff applied only 
to traffic moving under rates published in tariffs making spe- 
cific reference to the agency tariff, in which event the agency 
tariff governed. In all other instances, it said, the terminal 
tariff applied. The Commission further pointed out that the 
terminal tariff provided a charge regardless of the purpose for 
which the weighing was done. It said that under the agency 
tariff a charge was imposed if the weighing or reweighing was 
for the benefit of the shipper, and no charge if the weighing 
was for ascertaining the freight to be charged. On weights 
ascertained at the shipper’s request, it said, the charge was 
50 cents prior to August 8, 1921, 70 cents from that date to 
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June 30, 1922, and 63 cents on and after July 1, 1922. On all 
other shipments the charge was and is 50 cents, as provided 
in the terminal tariff. The Commission said the special sup- 
plement to the terminal tariff, involved in the case, did not 
make any increase in the charge of 50 cents per car. 

The Commission came to the conclusion that, although the 
complainants’ products were not sold by weight, the weights 
ascertained were for the benefit of the complainants and not 
of the carriers. It said the complainants admitted that the 
weights obtained on their scale were used for certain purposes 
in their commercial transactions; that not all their outgoing 
cars were weighed and that manifestly the terminal company 
could not know which cars to switch over the scale until com- 
plainants made known their desire in that respect. Appar- 
ently, it said, that was accomplished by furnishing the foreman 
of the switching crew a list, or so-called racket, upon entering 
the plant, each day to perform the switching. It said the rec- 
ord, as a@ Whole, warranted the conclusion that the cars were 
weighed at the complainants’ request and primarily for their 
own benefit. In conclusion the Commission said: 


We find that the applicable weighing charge was 50 cents prior to 
August 8, 1921, 70 cents from that date to June 30, 1922, and 63 
cents on and after July 1, 1922, on shipments moving under tariffs 
specifically referring to the agency tariff, and 50 cents during the 
same periods on all other shipments; and that such charges were not 
and are not unreasonable, unjustly discriminatory, or unduly 
prejudicial. The complaints will be dismissed. 


COMBINATION WAS APPLICABLE 


In a mimeographed report on No. 15617, J. W. Craig Grain 
Co. et al. vs. Galveston, Harrisburg & San Antonio et al., the 
Commission said the rates assessed on four carloads of wheat, 
shipped in July and August, 1921, from points in Oklahoma, to 
Wichita, Kans., there stored in transit and later shipped to 
Galveston for export, were not unreasonable, but unlawful to 
the extent they exceeded the Cherryvale, Kans., combination. 
It directed the parties to adjust the charges assessed and col- 
lected to the basis indicated and do it promptly. 


CASINGHEAD GASOLINE RATE 


A finding of unreasonableness, an award of reparation and 
an order to establish a rate for the future have been made in 
No. 15532, Frontier Refining Co., F. M. Luther, Jr., recéiver, 
vs. Atchison, Topeka & Santa Fe et al., mimeographed, as to 
arate of 34 cents, and the charges thereunder, on casinghead 
gasoline, shipped from Burkburnett, Tex., to Hutchinson, Kans. 
The rate was alleged to be unduly preferential of refiners at 
Wichita and Eldorado, Kans., in addition to being unreasonable. 
The Commission found it unreasonable to the extent it exceeded 
27.5 cents amd that the complainant made shipments after 
October 8, 1922. The 27.5-cent rate the Commission ordered 
established not later than March 12. The finding is without 
prejudice, the Commission said, to findings it might make in No. 
15584, Sinelair Refining Co. et al. vs. A. & W. et al., and other 
cases involving, it said, the rate structure from the midcontinent 
and other southwestern oil fields. 


FELDSPAR RATES UNREASONABLE 


A finding of unreasonableness, a contingent award of repara- 

tion and an order establishing new rates for the future have 
been made in No. 15593, Orford Soap Co. vs. Boston & Maine 
et al, mimeographed, ag to rates on feldspar, from Keene, N. H., 
to Manchester, Conn. The order prescribes a new factor from 
Willimantic, Conn., to Manchester. The complaint alleged 
that the combination rate of 28.5 cents collected on eight car- 
loads of feldspar shipped in November and Decemeber, 1922, 
was unreasonable to the extent it exceeded 19.5 cents. Owing to 
an embargo on the New Haven it was necessary to route the 
cars via Willimantic, where they were reconsigned to Manches- 
ter. The Commission found a rate of 17 cents, from Keene to 
Willimantic unreasonable to the extent it exceeded the subse- 
quently established rate of 15.5 cents equivalent to 90 per cent of 
the sixth class rate; and that the rate of 11.5 cents from Willi- 
mantic to Manchester was unreasonable to the extent it exceeded 
or may exceed 7 cents. The last mentioned rate is to be pub- 
lished not later than March 20. 
_ The Commission said the complainant submitted no evidence 
In support of its allegation that it paid and bore the freight 
charges. It said the complainant might submit a statement in 
accordance with the rules of practice as to the shipments and 
affidavits to show it paid and bore the charges, if such proce- 
dure was acceptable to the defendants, and that then an order 
of reparation would be given consideration. 


STRUCTURAL STEEL REPARATION 


_ An award of reparation has been made in No. 15782, Mc- 
Clintic Marshall Steel Supply Co. vs. Pittsburgh, Chartiers & 
Youghiogheny et al., mimeographed, on account of an unrea- 
Sonable rate on structural steel, from Carnegie, Pa., to Rich- 
Mond, Va., assessed against 11 carloads, shipped in April and 
May, 1924. A fifth class rate of 40.5 cents was applied. The 
Complaint alleged the rate subjected the shipper to undue preju- 
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dice to the extent it exceeded 38 cents, the rate in effect from 
Pittsburgh proper and points in the Pittsburgh rate group. 
That rate of 38 cents was a commodity rate. It was contended 
that, as Carnegie was in the Pittsburgh group, the application 
of the class rate therefrom was unduly prejudicial. The rate 
of 38 cents was established from Carnegie subsequent to the 
shipment. The Commission pointed out that in Newport News 
Shipbuilding & Dry Dock Co. vs. Pennsylvania, 49 I. C. C. 622, 
and Iron and Steel to Virginia Cities, 83 I. C. C. 83, it con- 
sidered the application of class rates to Virginia cities and de- 
cided against the carriers when they tried to bring rates from 
Pittsburgh to fifth class. It held the rate of 40.5 cents unrea- 
sonable to the extent it exceeded 38 cents. 


NEWSPRINT REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15472, Oklahoma Publishing Co. et al. 
vs. A. T. & S. F. et al., mimeographed, as to the rates and 
charges thereunder on newsprint paper, and other specified 
paper articles, from mill points in Wisconsin, Michigan, Minne- 
sota and Missouri, to Oklahoma City and Guthrie, Okla., be- 
tween July 9, 1920, and August 10, 1922. The report also 
covers No. 15473, Oklahoma Leader Co. vs. Same. The Com- 
mission said: 


Based upon the Minnesota & Ontario case and the record in 
these cases, we find that the rates charged were unreasonable to 
the extent that they exceeded the following: 82 cents per 100 pounds 
on the shipments of napkins from Stevens Point and Green Bay; 
68 cents per 100 pounds on the shipments of boxes from Minnesota 
Transfer, minimum weight 40,000; 40 cents per 100 pounds on the 
shipments of newsprint from Kansas City; 59.5 cents per 100 pounds 
on the shipments of tablets from St. Joseph, minimum weight of 
36,000 pounds; 46 cents per 100 pounds on the shipments of news- 
print from Merrill prior to August 26, 1920, and 62 cents per 100 
pounds on the shipments from that point thereafter, subject to a 
minimum of 40,000 pounds; and 64 cents per 100 pounds on the ship- 
ments of newsprint from Groos, subject to a minimum of 40,000 
pounds; that complainant made shipments as described, and paid 
and bore the charges thereon; that they have been damaged in the 
amount of the difference between the charges paid and those that 
would have accrued at the rates herein found reasonable; and that 
they are entitled to reparation with interest. Complainants should 
comply with Rule V of the Rules of Practice. 


WROUGHT IRON PIPE RATES 


New rates on wrought iron pipe are to be established, not 
later than March 18, in accordance with an order in No. 14756, 
Humble Oil & Refining Co. vs. Dayton-Goose Creek et al., mime- 
ographed. The Commission found rates on the commodity 
mentioned, from Goose Creek and Docbrown, Tex., to Olivier, 
La., and from Goose Creek to Anse La Butte, La., unreasonable 
to the extent they exceeded 54.5 and 49 cents respectively, 
before and after July 1, 1922, and that the rates assailed are 
and for the future will be unreasonable to the extent they exceed, 
or may exceed, 32 cents from Docbrown to Olivier, and 37 cents 
from Goose Creek to Anse La Butte and Olivier. Charges were 
collected, the report said, at the applicable fifth class rates of 
76.5, 65.5 and 69 cents. The fifth class rating, it said, was not 
questioned. The complaint, it said, was directed against the 
maintenance of rates eastbound, which were, and are, higher 
than the contemporaneous rates of 36.5 before and 33 cents 
after July 1, 1922. The complainant asked for the establishment 
of the last mentioned rate for the future. 


WRAPPING PAPER RATES 


The applicable rate on wrapping paper, in carloads, from 
Orange, Tex., to Hutchinson, Kans., has been found unreason- 
able in No. 15594, Hutchinson Paper Co. vs. Texas & New Or- 
leans et al., mimeographed. The carriers are to establish a 
rate of not more than 66 cents not later than March 7, 40,000 
pounds minimum. The complaint alleged a rate of 66 cents 
imposed on a carload shipped in January, 1924, was unreasonable, 
It contended a rate of 47.5 cents would have been reasonable. 
The rate of 66 cents was a combination based on Wichita. The 
Commission said the applicable rate was a joint rate of $1.145 
and that, therefore, the shipment was undercharged The com- 
plainant arrived at a rate of 47.5 cents as reasonable by pointing 
out that in Memphis-Southwestern Investigation, 55 I. C. C. 515, 
the Commission found that rates on numerous commodities from 
New Orleans to Hutchinson should not exceed 110 per cent of 
the rate to Kansas City. It said that 47.5 cents would be 110 
per cent of the rate from Orange to Kansas City. The carriers 
said that that rate of 43 cents was erroneous and would be 
cancelled. 


RATE NOT UNREASONABLE 

The Commission has dismissed No. 15789, National Supply 
Company vs. New York Central et al., mimeographed, finding 
the applicable class A rate of $3.035, assessed on a carload 
of oil well supplies, shipped June 9, 1922, from Toledo, O., to 
Bakersfield, Calif., not unreasonable or unjustly discriminatory. 
A lower rate applied via other routes and later the rate over 
the route used by the shipment in this case was reduced. The 
Commission said the complainant submitted no statements in 
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support of its complaint other than those contained in its peti- 
tion. The Commission said it had repeatedly found that the 
existence of a lower rate over other routes and the subsequent 
reduction of the rate over a particular route of movement were 
not sufficient to establish the unreasonableness of the previous 
rate. 


LUMBER CASE DISMISSED 


An order of dismissal has been entered in No. 16328, Lib- 
erty Cooperage & Lumber Company vs. Chicago, Indianapolis 
& Louisville et al., on a finding that the combination rate of 
44 cents on one carload of lumber from Delphi, Ind., via Bay 
City, Mich., to Corry, Pa., shipped in September 1923 was ap- 
plicable. The car was reconsigned from Bay City after place- 
ment. The complainant contended that as there was no re- 
striction of routing the rate from Delphi to Corry was ap- 
plicable although the car maved over the circuitous route 
through Bay City. The Commission said there was no allega- 
tion that the reconsignment charge under rule 12 or $6.30, 
was unreasonable, when added to the combination. The Com- 
mission, in prior cases, had found the assessment of the recon- 
signment charge, in addition to the combination, was unrea- 
sonable. 


REPARATION ON COAL 


The Commission, in a mimeographed report on No. 15458, 
National Supply Company vs. Director General, found the ap- 
plicable rates on coal, from Marshall, Colo., to Stanhope, Ia., 
and from Frederick, Colo., to Fredericksburg, Ia., in August, 
1918, unreasonable, and awarded reparation by authorizing the 
waiver of undercharges. It found the rates were unreasonable 
to the extent they exceeded $5.23 per net ton from Marshall to 
Stanhope and $5.49 from Frederick to Fredericksburg. In addi- 
tion to authorizing waiver of undercharges it made a definite 
award in one instance. 


REDUCED RATES JUSTIFIED 


A finding of non-justification, except as to the reduced rates, 
has been made in I. and S. No. 2258, pig iron from Illinois to 
Iowa points, mimeographed, as to the proposed changes, con- 
sisting of increases and reductions, in rates on pig iron and iron 
briquettes from Chicago, St. Louis, and points grouped there- 
with, to destinations in Iowa, Cedar Rapids, among others. A 
producer of pig iron at Granite City, Ill, in the St. Louis 
switching district, opposed increases from that point. Alterna- 
tive rates, somewhat lower than the existing ones, subject to a 
minimum of 60,000 pounds, marked capacity to govern in event 
cars of lower minimum capacity were offered, were also pro- 
posed, the other minimum being 49,280 pounds. 

The Commission said the record did not show that the pro- 
posed alternative reduced rates, subject to the minimum of 60,- 
000 pounds, were in any way related to or connected with thé 
proposed increased rates. It said they were to apply to different 
destinations. It said no good reason appeared why they should 
not be allowed to become effective. It conditioned its finding 
of non-justification so that the reduced rates might be published. 


MISROUTING REPARATION 

A finding of misrouting and an award of reparation have 
been made in No. 15492, McGowin-Foshee Lumber Company vs. 
Andalusia, Florida & Gulf et al., mimeographed, as to shipments 
of lumber from Falco, Ala., to Manitou Beach and Northville, 
Mich., in September and October, 1921. No routing was speci- 
fied, the Commission said, to East St. Louis, the first junction 
point named in the billing. The complaint alleged the charges 
were unreasonable and based upon inapplicable rates. The 
Commission said the basis upon which charges amounting to 
$450, on two carloads, were collected was not clear. The car- 
riers contended that the cars were sent over routes to which 
the rates claimed were not applicable. The Commission said 
that it had long followed the rule, in tariff construction, that 
if carriers participated in a tariff carrying rates to apply over 
certain routes which they did not intend to be used they had 
to restrict their use by proper notation in the tariff. Failure 
to restrict routing, the Commission said, left all routes open to 
shippers desiring to use them. The rate to Louisville, it said, 
nnt being restricted to the more direct route through Cincin- 


nati, was applicable via East St. Louis, as contended for by the 
complainant. 


CANCELLATION FOUND UNJUSTIFIED 


The Commission, in a mimeographed report in I. and S. 
No. 2256, cotton factory products between Shreveport and 
Southern territory, has found not justified the proposed can- 
cellation of proportional commodity rates on cotton factory 
products from Natchez and Vicksburg, Miss., and Baton Rouge, 
La., to destinations in western Louisiana. It ordered the sus- 
= schedules to be canceled and discontinued the proceed- 
ngs. 


Subsequent to the hearing the carriers, with the permission 
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of the Commission, filed a supplement cancelling their pro. 
posed cancellation of joint commodity rates from Carolina ter. 
ritory to Shreveport, so that the only issue in the case wag 
the reasonableness of the proportional commodity rates under 
suspension from the Mississippi River crossings to western 
Louisiana. 

A witness for the carriers directed attention to the fact 
that the third class rate which would apply if the suspended 
schedules were allowed to become effective was that which 
was authorized in the Memphis-Southwestern investigation as 
reasonable upon cotton factory products moving in that ter. 
ritory. The Commission, however, directed attention to the 
fact that in that investigation it made no findings in respect 
of proportional rates, the kind involved in this proceeding. 


CHARCOAL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15785, American Sumatra Tobacco Com. 
pany vs. Atlantic Coast Line et al., mimeographed, as to the 
rate of $95 per car on two carloads of charcoal shipped from 
Savannah, Ga., to Havana, Fla., in May and June, 1922. The 
Commission said the rate was unreasonable to the extent it 


exceeded 28 cents per 100 pounds and awarded reparation to 
that basis. 


INCREASED MINIMUM JUSTIFIED 


In a mimeographed report on I. and S. No. 2203, minimum 
weight on cotton sweepings from and to southern points, the 
Commission has found justified a proposed increase of the 
carload minimum weight, from 15,000 to 20,000 pounds, on cot- 
ton factory sweepings, motes, and card strippings in connec- 
tion with rates from and to various points in Southeastern 
Carolina, Trunk Line and New England territories. The report 
said the protestants did not deny that some standard cars could 
be loaded in excess of the proposed minimum of 20,000 when 
uniform bales, compressed by power, were shipped. Their 
position, it said, was that the shipments of cotton factory 
sweepings in the south Atlantic states generally consisted of 
bales which varied widely in their dimensions and in their 
cubic density. The establishment of uniform balers, they said, 
was impracticable on account of the extremely low value of 
these waste commodities. It said they asserted that it was 
physically impossible to load standard cars with the diversified 
sizes of bales comprised in the usual movements, especially 


from the smaller mills, and that only two of the mills in Georgia 
had power presses. 


WAREHOUSE COMPLAINT DISMISSED 


The Commission, in a mimeographed report, written by 
Commissioner Meyer, has dismissed No. 15445, McCormick 
Warehouse Company vs. Pennsylvania et al., finding that the 
practice of the defendants, in employing certain warehouse 
companies to perform their terminal services in connection with 
the loading and unloading of carload package freight at Balti- 
more and refusing to employ other warehouse companies to 
perform similar service was not unjustly discriminatory, unduly 
preferential or unduly prejudicial. 

This case was presented in accordance with the modified 
procedure. The case was argued before the examiner, but it 
was not briefed. Exceptions were filed by the complainant and 
the case was argued. The decision was made by division No. 
4, composed of Commissioners Meyer, Eastman and Potter. It 
was unanimous, although the issue was as to the lawfulness of 
the favorable position in which a warehouse company finds itself 
when it is hired by a carrier to perform terminal services for 
the carrier, for the performing of services for shippers and 
receivers of freight. 

Under tariff authority, written contracts or verbal agree 
ments the defendants pay to designated warehouse companies 
in Baltimore 35 cents per ton for services rendered in connec- 
tion with the loading and unloading of carload package freight, 
except on flour, the measure of the charge on which varies. 
The complaining warehouse corporation alleged that the failure 
or refusal of the defendants to accord equal treatment to it iD 
respect of like and contemporaneous service in the transporta- 
tion of like kind of traffic under substantially similar circum- 
stances and conditions, which might be done either by making 
an allowance to complainant similar to that made to warehouses 
referred to, or by withdrawing the allowance to the latter, re- 
sulted in unjust discrimination against the complainant and 
is undue and unreasonable preference to the warehouses with 
which complainant competed, and to the traffic handled at and 
through its warehouse to undue and unreasonable prejudice and 
disadvantage; and that the defendants’ practice in handling traf- 
fic through the warehouses and according the facilities in connec- 
tion therewith were in violation of section 6. The Commission, 
the report said, was asked to require the defendants to make the 
same allowances to the complainant or to discontinue allowances 
to its competitors at Baltimore. 

The Baltimore Chamber of Commerce intervened for thé 
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maintenance of the present arrangement whereby carload freight 
js unloaded and loaded through the public warehouses and 
public stations in Baltimore. It said it was not opposed to a 
like arrangement being accorded to complainant, but expressed 
the view that, as to hay and flour, it would tend to decentralize 
the present system of inspection, which, it said, would be un- 
desirable. The intervener was also opposed to a discontinuance 
of the present allowances to the warehouse companies for han- 
dling carload package freight. 

The practice of loading and unloading carload freight by 
the carrier, the report said, had been in effect in Baltimore for 
many years. It was originally established by the rail lines to 
meet the competition of the steamship lines operating from, to 
or between Atlantic ports, and had been extended largely on 
account of limited team tracks. When the volume of business 
increased, the report said, the carriers found it to their ad- 
vantage to employ facilities through which freight could be han- 
died to supplement their public freight stations and platforms. 
The Pennsylvania employs the facilities of the Terminal Ware- 
house Company, one-third of the stock of which is controlled 
by the carrier, and the remainder by 65 or 70 stockholders, no 
one of which uses the terminal warehouses on a very consid- 
erable amount of traffic. The Baltimore & Ohio employs the 
Camden Warehouses, Inc., and the Western Maryland employs 
the Baltimore Fidelity Warehouse Company, the capital stock 
of the companies being owned by the carriers. 


The contract warehouses, the report said, handled a sub- 
stantial number of pool cars in which were loaded varying 
quantities of merchandise of a number of owners. The com- 
plainant also handles pool cars and there is keen competition 
between it and the warehouse having contracts with the rail- 
roads for such traffic and also for the storage of non-hazardous 
package merchandise that may or may not be shipped over 
the lines of the defendants. The complaint contends that the 
arrangements between the warehouses having contracts with 
the carriers and the carriers place such contract warehouses in a 
position to obtain more than their just portion of the storage 
business; that such advantage is attributable, largely, if not 
entirely, to the alleged undue preference. It says that in the 
forty-eight hours of free time the contract warehouses can and 
do perform services other than mere holding, such as separating 
and grading, according to marks and description, and prepar- 
ing for shipment to other places, such services being for the 
owners of the packages and paid for by them. 


The carriers, Commissioner Meyer said, denied any respon- 
sibility for, and claimed to have no interest in, the services 
performed by the contract warehouses while acting for, and as 
agents of shippers in separating, marking, preparing for re- 
shipment or placing in storage of any of the freight that had 
been unloaded by such warehoses while acting as their agents. 
Mr. Meyer said they emphasized their right to employ such 
agencies—not shippers—as they desired and refuse to employ 
other agencies to perform services provided by their tariffs. 
In discussing the case, Mr. Meyer said, in part, as follows: 


In this connection complainant urges that the warehouse com- 
panies can not lawfully be agents of the shippers and agents of the 
carriers in respect of the same transaction and at the same time. 
Here, however, the agency is for a_ different transaction. The 
agency for the railroad includes unloading, sending of notices, col- 
lection of freight charges, etc.; that for the shipper storage after 
free time, separation of traffic, etc. In Interstate Comm. Comm. vs. 
Diffenbaugh, 222 U. S. 42, the court held that it was not unlawful 
for a carrier to make an allowance to a shipper for performing for 
it a service in the elevation of grain, even though at the same time 
the shipper has “the opportunity to perform other services to the 
grain in the way of treatment, or cleaning, clipping and mixing the 
grain, which, although not included under the term elevation or paid 
for by the railroad, it is an advantage to them to be able to per- 
form at the same time.’”’ The fact that in that case the allowance 
was made to the owner of the property transported and that in this 
case the allowance is made to an agent does not differentiate the 
Situations. It is undisputed that the arrangement by which the 
contract warehouses act as the terminal agents of defendants gives 
to such warehouses an advantage over other warehouses competing 
for the storage of merchandise in Baltimore, but the only question 
here presented, is whether such advantage is obtained through any 
Violation of the interstate commerce act. Complainant’s primary 
business is that of a public storage warehouse and its only purpose in 
seeking removal of the alleged undue preference is to make more 
profit out of its warehouse business. It admits that the allowance 
made by defendants to the alleged preferred warehouses is less than 
the actual cost of the services performed by them, but urges that as 
a result of the allowances paid such warehouses they are able to 
make more profit than is complainant in the handling of the mer- 
chandise. On inbound traffic the contract warehouse stations are 
open to all shippers alike, regardless of whether they uSe the ware- 
houses for storage or not. With the exception of shipments through 
the warehouses of the Fidelity on the Western Maryland, outbound 
shipments are not accepted by the warehouse companies unless some 
Service is also performed by the warehouse companies as agents 
for the owner of the property. If these warehouses discontinued 
loading and unloading carload package freight and performing the 
ordinary station agent duties in connection therewith for defend- 
ants, such freight could be handled through the public freight sta- 
tions or over the platforms of defendants and no charge could be 
assessed against the shipper for the handling. The defendants, how- 
ever, would not perform the incidental services in connection with 
Pool cars that are now performed by the contract warehouses while 
acting as the agents of the owners of merchandise. | ’ 

Complainant made an effort to show that shippers using the 
contract warehouses might be accorded more free time within which 
to take possession of their shipments handled through such ware- 
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houses than if unloaded and handled through complainant’s ware- 
houses. When cars are unloaded by defendants over the platforms 
of the contract warehouses, the free time does not begin to run 
until the first 7 a. m. after notice has been sent to the shipper 
that the freight is held for delivery. If the consignee of freight 
does not take possession of it within the forty-eight hours free 
time authorized by defendants’ tariffs, it is transferred from_ the 
platforms of the warehouses to the storage rooms and handling 
charges are assessed by the warehouse against the consignee. All 
shippers using the contract warehouses are treated identically in this 
respect and no shipper who uses complainant’s warehouses has com- 
plained that any other shipper using the contract warehouses is 
accorded free time in excess of that authorized by the tariff, nor 
has any such instance been shown to exist. 

Complainant asserts that in the practice followed in connection 
with movements through the contract warehouses, there is an un- 
lawful extension of credit in violation of Section 3 of the act. Our 
regulations, prescribed under this section, require the payment of 
freight charges within ninety-six hours after the receipt at destina- 
tion. The Terminal warehouse is made the agent of the railroad for 
the collection of freight charges, and payment is made to the rail. 
road on the fifth day of each month, Its representative admits that 
it does not always collect freight charges from consignees on arrival, 
and in the event that the charges remain unpaid on shipments placed 
in storage advances the charges to the railroad. If a violation of law 
exists, the practice should be at once corrected, but this affords no 
basis for a finding that the entire arrangement must be condemned 
as unduly prejudicial. 

Complainant’s allegation of a violation of Section 2 of the act 
is predicated upon the fact that in some instances the contract 
warehouses are the consignees of shipments and that in such in- 
stances the allowances are unlawful. In this connection cases are 
cited holding that the carriers are not concerned with the question 
of title but must treat forwarders as shippers. Even considered in 
this light, an allowance to a shipper or receiver of freight for serv- 
ices rendered in connection with the transportation is not unlawful 
provided the allowance therefor is not more than just and reason- 
able. It has been definitely stated on behalf of complainant that it 
is not in any sense a shipper or receiver of traffic unless inad- 
vertently it may be named as consignee or appear as_ consignor. 
Nor does the record show that any shipper or receiver of freight at 
Baltimore is unduly prejudiced by the refusal of defendants to make 
an allowance for a similar service in connection with transportation 
under the same circumstances and conditions. No freight is con- 
signed to the Baltimore Fidelity Warehouse Company, employed as 
the agent of the Western Maryland. 

If, as the record indicates is the case in some instances, allow- 
ances are made to the contract warehouses for unloading shipments 
of which they are the consignees or for loading shipments of which 
they are the consignors, such allowances must be published and filed 
with us and made available to all shippers furnishing a like facility 
or performing a like service of transportation in connection with 
their traffic. 

Complainant does not dispute the right of the carrier to make 
an exclusive contract for the furnishing of facilities of transporta- 
tion, but contends that this may not be done in such a manner as 
to result in discrimination against it or against the traffic handled 
through its warehouse. In this connection it is urged that, in con- 
sequence of the allowance made to the Terminal warehouse, divi- 
dends received by the stockholders thereof who may also be ship- 
pers are in effect concessions from the published rates. 

When consideration is given to the assertion of complainant 
that it is not a shipper or receiver of freight, the conclusion must be 
reached that it has no relation with a common carrier which could 
result in a discrimination against it in violation of the interstate 
commerce act. The discrimination there forbidden is in respect of 
transportation. Pittwood vs. N. P. Ry. Co., 51 I. Cc. C. 535. No 
unjust discrimination or undue prejudice of the traffic handled 
through complainant’s warehouses has been shown to exist. 

We are of the opinion and find that the practices of the defend- 
ants with respect to the traffic here under consideration have not 
on this record been shown to subject complainant to unjust dis- 
crimination or undue prejudice. 


RATES ON WOODEN HOOPS 


The Commission, in I. and S. 2254 (mimeographed), has 
found increased rates on wooden hoops from transcontinental 
group C points to Pacific coast destinations not justified. The 
increases were to have been accomplished by reducing the 
minima and raising the rates per hundred pounds. The find- 
ing is without prejudice to the filing of rates and minima in 
accordance with the Ozark Cooperage case (91 I. C. C. $29). 


FIBRE CONTAINER PENALTY RULE 


The Commission has dismissed No. 15726, American Licorice 
Company vs. Chicago, Milwaukee & St. Paul et al., mimeo- 
graphed, holding that the failure of tariffs to impose upon the 
initial carrier the duty of directing the shipper’s attention to 
a tariff requirement that a certificate be made on the Dill of 
lading that the containers used conform to the, classification 
requirement, is not unreasonable. A penalty of 25 per cent was 
imposed on the shipper for failing to note, on the bill of 
lading covering a shipment of stick licorice, from Healy, IIl., 
to Los Angeles, in February, 1922, that the containers used 
were in conformity with the classification requirements. 

This finding, the Commission was at pains to point out, was 
not to be construed as determining the reasonableness of the 
penalty, or the reasonableness of assessing any penalty, for 
the omission of the certificate. Specifically, the Commission, 
speaking through division No. 4, said: 





, We are of the opinion, and find, that the failure of the tariffs to 
impose upon the initial carrier’s agent the duty of calling the 
shipper’s attention to the certificate required does not establish 
the unreasonableness of the charges collected. 
upon the penalty as such. Our findings herein are therefore not to 
be construed as determining the reasonableness of the penalty or 
the reasonableness of assessing any penalty for the omission of the 
certificate. 


No attack is made 


The failure to make the certificate was due to inadvertence 
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on the part of the shipper. It had run out of the printed bill of 
lading forms containing the certificate and the clerk failed to 
stamp in the certificate. His failure was not noted until after 
the shipment was on its way. At Los Angeles the carload com- 
modity rate was inflated by adding 69 cents per 100 pounds to a 
rate of $2.755. The complainant contended, the Commission 
said, the charges were unreasonable. It contended the liability 
of the carrier was not increased by reason of the failure to 
make the certificate and that the Western Classification rule 
requiring the certificate was unreasonable in that it did not im- 
pose upon the initial carrier’s agent, the duty of calling the ship- 
per’s attention to the certificate required. The complainant re- 
ferred to the Sea Gull Specialty case, 27 I. C. C., 267, in which 
the Commission said the duty should be placed upon the car- 
fers’ agent to notify shippers whenever their containers did not 
ezomply with specifications. 

The defendants quoted the Pridham case, 30 I. C. C., 117, in 
which the Commission said that only by the rigid enforcement 
of the requirement about the certificate could the classification 
rule about containers be enforced. They also relied upon L. & 
N: vs. Maxwell, 237 U. S., 94, the Good-Hopkins case, 51 I. C. C., 
99, while the Commission, citing Poor Grain case, 12 I. C. C., 
said that not only was the shipper chargeable with knowledge 
of the rates, but that in this case the complainant admitted that 
it knew the rates and provisions of the tariffs applicable thereto. 


COMMISSION ORDERS 


The Commission has modified its orders in No. 12358 (and 
consolidated cases), Texas Livestock Shippers’ Protective 
League et al. vs. Director-General, A. & S. Ry. et al., so that 
they will become effective on April 20 instead of on February 
20, as originally ordered, and the proceeding has been reopened 
for further hearing with respect to reparation. 

Upon the motion of the Director-General, the Commission 
has dismissed the complaint in No. 16488, E. H. Edwards vs. 
Director-General, E. J. & E. Ry. et al. 

The Commission has amended its report in No. 15213, F. B. 
Rand & Company vs. L. & N. W. R. R. et al., on page 724 
thereof, by eliminating the words “St. Louis & Southwestern 
Railway Company” and substituting therefor the words “Lou- 
isiana & North West Railroad Company.” 

The Southwestern Interstate Coal Operators’ Association 
has been authorized by the Commission to intervene in the 
following cases: No. 16398, Illinois Coal Traffic Bureau vs. 
Santa Fe et al.; No. 16423, Illinois Third Vein Coal Company 
et al. vs. Ill. Cent. R. R. et al.; and No. 16436, C. F. Bunte 
oak. va. CC: RL & P. Ry. et.al. 

The St. Louis Independent Packing Company has been per- 
mitted to intervene in No. 16285, White Provision Company vs. 
A. B. & A. Ry. et al. 

Swift & Company and the Western Meat Company have 
been permitted to intervene in No. 16300 (and Sub-No. 1), 
Armstrong Packing Company vs. Abilene & Southern Ry. et al. 

The Woodland Box Company has been authorized to inter- 
vene in No. 16370, Central Wisconsin Traffic Association et al. 
vs. C. & N. W. Ry. et al. 

Penick & Ford, Ltd., Inc., has been authorized by the Com- 
mission to intervene in No. 16432, Cairo Syrup Company vs. 
Indiana Harbor Belt R. R. et al. 

The Atlas Portland Cement Company and the Atlas Port- 
land Cement Company (of Kansas) have each been permitted 
to intervene in No. 16536, Lehigh Portland Cement Company 
et al. vs. Big Fork & International Falls Ry.. et al. 

The Western Union Telegraph Company has been per- 
mitted to intervene in the proceeding in Valuation Docket No. 
395, in re Dunfith and Dubuque Bridge Company. 

The town of Newbury, Mass., has been authorized to inter- 
vene in Finance No. 4477, in re application of B. & M. R. R. 
for certificate permitting abandonment .of its Newburyport 
branch. 

The Southwestern Interstate Coal Operator’ Association and 
the Traffic Bureau of the Davenport Chamber of Commerce, 
Davenport, Ia.. have been authorized by the Commission to 
intervene in No. 16340, Illinois Coal Traffic Bureau vs. Alton 
& Southern R. R. et al. The Southwestern Interstate Coal 
Operators’ Association has also been permitted to intervene in 
No. 16340, Sub-No. 1, Race Creek Coal Company et al. vs. L. 
H. & St. L. Ry. et al. 


The Commission has further modified its order of March 
7, 1924, in No. 13026, Wichita Motors Company vs. A. & V. Ry. 
et al., so as to make it effective on March 27, 1925. 

The Kosmos Portland Cement Company has been permitted 
to intervene in No. 15900, Security Cement & Lime Company 
vs. Aberdeen & Rockfish R. R. et al. 

The New Orleans Joint Traffic Bureau has been authorized 
to intervene in No. 16385, the Mobile Chamber of Commerce 
and Business League vs. A. & V. Ry. et al., and in No. 16476, 
Manget Brothers Company vs. Atlantic City Railroad et al. 

Swift & Company has been permitted to intervene in No. 
16480, J. S. Robinson, doing business as the Norfolk Hide & 
Metal Company, vs. Santa Fe et al. 
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The Commission has reopened its proceeding in No. 13514, 
Blackshear Manufacturing Company vs. A. C. L. R. R. et al, 
for further hearing solely upon the allegations of undue preju- 
dice made in the complaint. 


SUSPENDED TARIFFS 


In I. and S. No. 2317, the Commission has suspended from 
January 22 until May 22, schedules as published in supplement 
No. 2 to New York, Chicago & St. Louis I. C. C. No. 4594. The 
suspended schedules propose to restrict the proportional raies 
on anthracite coal and coal briquettes, carloads, from Brocton, 
Buffalo and Buffalo Jct., N. Y., and Erie, Pa., to East Burlington, 
Ill., at present applicable on traffic to all points west thereof 
to which no through rates are published, so that it would be 
inapplicable on traffic to certain of such points, thereby resulting 
in increased rates. 

The Commission, in I. and S. 2320, has suspended reduced 
rates on potatoes and onions from western Colorado points 
to California points from January 23 for the statutory period. 
Senator Shortridge and Representative Curry, of California, and 
Representative Sabath, of Illinois, an onion grower, protested 
that Colorado products were not needed in California. Sena- 
tor Phipps and Representative Taylor, of Colorado, asked that 
supplements to Gomph’s I. C. C. 672, naming the lower rates, 
be allowed to become operative. 





PETITIONS FOR REHEARING, ETC. 


The defendants in No. 14204, John M. Buckland, trading as 
National Slag Company, vs. Atlantic City R. R. et al., have filed 
a petition with the Commission requesting further consideration 
and a modification of the order entered therein. 

The Mississippi Central Railroad Company has asked the 
Commission to reopen its proceeding in Finance No. 3229, in 
re acquisition of line by the Bonhomie & Hattiesburg Southern 
Railway. 

The complainants and interveners in No. 12358 (and con- 
solidated cases) horse and mule rates in the southwest, 1924, 
have petitioned the Commission to grant a rehearing and make 
certain modifications in its report. 

The Chicago, Rock Island & Pacific Railway Company and 
Chicago, Burlington & Quincy Railroad Company have jointly 
requested a further hearing in No. 14534 (and consolidated 
cases), In re rates, regulations and practices of Peoria & Pekin 
Union Railway Company and connections at Peoria, Ill., and 
nearby points. 

The complainant in No. 15065, Lafayette Box Board & Paper 
Company vs. C. C. C. & St. L. Ry. et al., has asked the Commis- 
sion to grant rehearing and reargument therein. 


SPRING ASSEMBLIES RATING 


The Traffic World Washington Bureau 


The Commission, in an informal ruling on informal com- 
plaint No. 97937, filed by the Associateed Traffic Bureau in 
behalf of the D’Arcy Spring Company and the Murphy Chair 
Company, has agreed with the complainants, that spring assem- 
blies, when both framed and mounted on supports and then 
inverted, one within the other, are interlaced within the mean- 
ing of the language of the current Official Classification, and, 
therefore, are entitled to the third class rating, in less than 
carloads, as provided in item No. 1, page 384. The complaint 
was that the application of the double first class rating resulted 
in unreasonable charges on shipments from Kalamazoo, Mich., 
to Owensboro, Ky., in 1921 and 1922. 


The question was taken up with W. E. Chambers, general 
freight agent of the Louisville, Hendefson & St. Louis, the 
inspection and weighing bureau contending that the springs 
did not come within the meaning of the item giving third class 
on less-than-carload shipments of spring assemblies, cushion 
or seat, interlaced. A quetsion in the case was as to the 
meaning of the word interlaced. The Commission, in its cor- 
respondence with Mr. Chambers, quoted the dictionary to show 
that interlaced, interlocked, interwoven, locked, embraced, united 
and joined were treated as either synonyms or as explanatory. 
one of the other. The Commission also corresponded with G. H. 
Kelland, of the Official Classification committee, and adhered 
to its ruling that. the spring assemblies were entitled to the 
ratings shown under item No. 1, page 384, of the current Official 
Classification. Copies of the informal ruling were sent to 
Chairmen Fyfe and Dulaney of the Western and Southern 
Classification committees. 

The effect, if the railroads obey the ruling without com- 
pelling the Commission to treat the matter formally, is to re- 
duce the rating on the less-than-carload shipments from double 
first class to third class. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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FUEL OIL DIFFERENTIAL CASE 


Application of the principle laid down by the Commission 
in Midcontinent Oil Rates, 36 I. C. C. 109, has been recom- 
mended by Examiner Paul O. Carter, in No. 15968, Kansas City 
Brick Company vs. Atchison, Topeka & Santa Fe et al., to 
rates on fuel oil from Argentine, Wichita, Hutchinson and 
Arkansas City, Kan., to Vale, Mo. He said the Commission 
should find rates on fuel oil, the same as those on refined oil, 
unreasonable and unduly prejudicial because, among other 
things, the carriers made no distinction in rate on fuel and 
refined oils. He considered the ton-mile and other factors in 
the judging of the reasonableness of rates, as well as the 
absence of a difference. The complaint alleged the rate on 
fuel oil unreasonable and unduly prejudicial since May 23, 1922. 
In a table, the rates on fuel oil and gasoline, from group 2 
points in Kansas to Vale, were shown to be the same, 17.5 
cents. The examiner said the complainant asked for a rate 
of 11.5 cents for the future and reparation on that basis on 
shipments on and after July 1, 1922, and on a basis of a 12.5 
cent rate prior to July 1, 1922, from Arkansas City, Wichita 
and Hutchinson. It asked, the examiner said, for a future 
rate of 8 cents from Argentine and reparation to that basis 
on shipments on and after July, 1922, and reparation on ship- 
ments prior to July 1, 1922, on a basis of 9 cents. 

Carter said the carriers urged that if the rates on fuel 
oil were found unlawful because they were the same as on 
refined oils they should be permitted to correct the situation 
under an alternative order, because the rates on refined oils 
were low. He pointed out, however, that the 17.5 cent rate 
from group 2 points in Kansas was the 10 cent rate prescribed 
therefrom in the Midcontinent case, inflated and deflated in 
accordance with the rules in general cases since then. He said 
that in instances where the carriers had not made a distinction 
in rates between fuel and refined oil, to points other than St. 
Louis and Chicago, the Commission, on complaint, had pre- 
scribed rates on low grade oils less than those on refined oils, 
pursuant to its decision in the Midcontinent case. He said 
the Commission should find the rates assailed had been, since 
May 28, 1922, are and for the future would be unreasonable 
and unduly prejudicial to the extent they exceeded 12.5 cents 
prior to July 1, 1922, and 11.5 cents thereafter, from Arkansas 
City, Wichita and Hutchinson, Kan., to Vale, Mo., and 9 cents 
prior to July 1, 1922, and 8 cents thereafter from Argentine, 
Kan., and that the complainant was entitled to reparation. 


COMMISSION SHOULD AFFIRM 


A recommendation that the Commission affirm its original 
finding that the Pittsburgh & Ohio Valley is a common carrier 
subject to the interstate commerce act, has been made by 
Examiner Myron Witters, in No. 11275, Carnegie Steel Company 
vs. Director-General et al. The original report is in 80 I. C. C. 
269. Witters’ report is made on further hearing. In that report 
the assessment of demurrage on cars delivered or placed for 
loading at the complaint’s plant by the trunk line connections 
of the Valley was found unlawful. The rates from and to the 
Carnegie plant were found unreasonable and unduly prejudicial. 

All the defendants other than the Valley asked for and 
obtained a further hearing. At that further hearing the defend- 
ants contended the Valley was not a common carrier engaged in 
interstate commerce; that the demurrage assessed was not 
unlawful; and that the rates were not in any way unlawful. 
They said the conditions and circumstances affecting the Valley 
had materially changed since the original hearing in April, 
1920, in that since that time the ordnance plant of the war 
department situated upon the line of the Valley, had been 
abandoned and that the contracting firms engaged in the con- 
struction of a dam in the Ohio river, and in other work, had 
completed their contracts and ceased to be shippers. The 
examiner, however, said it appeared the Valley, continuously, 
had operated since 1920, although the Carnegie blast furnace, 
the principal shipper, was idle a large part of 1921 and 1922. 
He included a table showing that in the first ten months of 
1924 the road had handled 426664 tons of traffic, of which 
only 3,692 was for shippers other than the Carnegie company 
and all of the shipments for other shippers were intrastate. 
The shippers, other than the proprietary interest, the examiner 
said, were the Ohio Valley Water company, truck gardners, 
the Bell Telephone company, the goverenment and the con- 
tractors. He said that in 25 years since the establishment of 
the Valley there had been practically no development, indus- 
trially, along its tracks. The prospect of increasing the non- 
proprietary traffic, he said, was very remote. 

“The extent of the interstate traffic handled for shippers 
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other than the complainant is not controlling,” said the examiner. 
“It sufficiently appears that interstate shipments have been and 
are transported and that the facilities of the Valley are open 
to the public. Following the Tap Line Cases, 234 U. S. 1, the 
Commission should affirm its former finding that the Valley is 
a common carrier engaged in interstate commerce subject to 
the interstate commerce act.” 

At the first hearing, the examiner said, the basis for charges 
for car detention could not be prescribed, the record being in- 
sufficient. The Valley, he said, did not ask the Commission for 
further hearing to fix a basis for reasonable charges for car 
detention. He said it proposed to negotiate with the defendants 
for a settlement of the charges in accordance with the principles 
laid down in Birmingham Southern vs. Director-General, 61 
I. ©. €.. 65%. 

The Carnegie plant and the railroads are on Neville Island, 
in the Ohio River, a few miles from Pittsburgh. The rates to 
and from the island are, in many instances, the same as to 
Pittsburgh. The service performed by the Valley, the examiner 
said, in speaking about iron ore rates, was essentially a spot- 
ting service. As to rates, his recommendation was as follows: 


The commission should find that the rates in effect intrastate 
over defendants lines other than the Valley, from February 28, 
1918, to February 29, 1920, both inclusive, on all traffic except 
ex-lake iron ore, and except on local movements in connection 
with defendant trunk lines at switching rates, moving to, or from 
points of interchange with the Valley, were unreasonable to the 
extent that they were not reduced by a reasonable absorption of 
the switching charges of the Valley; that the rates assailed 
interstate on and after February 28,1918, on all traffic, except ex- 
lake iron ore, and except on local movement in connection with 
defendant trunk lines at switching rates, were, are, and for the 
future will be unreasonable and unduly prejudicial to the extent 
that they exceeded or may exceed the rates contemporaneously in 
effect on lake traffic to and from Neville Island; that rates on ex- 
lake iron ore were and are not unreasonable or unduly prejudicial; 
that complainant made the shipments as described and paid and 
bore thereon either the total freight charges or the charges of 
the Valley; that on interstate shipments it has been damaged and 
is entitled to reparation with interest. The proof of payment 
and bearing of the charges on intrastate shipment is unsufficient 
to warrant an order of reparation. Complainant should comply 
with rule V of the Rules of Practice. 


SLIGO RULE APPLIED 


Application of the rule for making rates by combination, 
laid down by the Commission in the Sligo case, 62 I. C. C. 648, 
has been recommended by Examiner Bronson Jewell, to traffic 
involved in No. 15249, California Cotton & Factorage Co. vs. 
Director-General, as to shipments of cotton, in bales, from 
Blythe, Calif., to Memphis, Tenn., South Providence, R. I., and 
New Bedford and Watuppa, Mass. He said the Commission 
should find the shipments were overcharged where rates were 
assessed in excess of the sum of the applicable rates to and 
from Rice (Blythe Junction) Calif., increased according to the 
combination rules provided in the tariffs. He said reparation 
should be awarded to that basis. 

The question having arisen in this case because carriers 
not under federal control participated in the transportation, he 
said the Commission should hold that its jurisdiction over the 
combinations of local rates applicable to shipments moving in- 
the period of federal control, entirely intrastate, from Blythe 
on an independent line not under control was restricted to the 
factor applicable over the federally controlled line. He said 
the factor involved had not been shown to have been unrea- 
sonable or otherwise unlawful. 

This report also embraces No. 15249 (Sub-No. 1) Edward 
M. Fowler, an individual doing business under the fictitious 
name and style of “Edward M. Fowler & Co.” vs. Director-Gen- 
eral, as Agent, California Southern Railway Company et al.; 
No. 15439, Edward M. Fowler, an individual doing business 
under the fictitious firm name and style of “Edward M. Fowler 
& Company” vs. California Southern Railway Company, Di- 
rector-General, as Agent et al.; and No. 15439 (Sub-No. 1), Ed- 
ward M. Fowler, an individual doing business under the ficti- 
tious firm name and style of “Edward M. Fowler & Co.” vs. 
California Southern Railway Company, Director-General, as 
Agent, et al. 


ROAD NOT SOUNDLY PLANNED 


Asserting that the record did not indicate that the project 
had been planned competently or that it would be financed 
soundly, Examiner H. C. Davis, in a report on finance docket 
No. 3424, Proposed Construction of Line by Colorado, Columbus 
& Mexican, has advised the Commission to find that the public 
convenience and necessity had not been shown to require the 
construction of the proposed line in McKinley and San Juan 
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counties, New Mexico, from Gallup, northerly to Farmington, a 
distance of approximately 129 miles. The New Mexico com- 
mission, the examiner said, participated in the proceedings. No 
objections were made. 

The line, Davis said, was intended to provide a southern 
outlet to the San Juan basin, the Denver & Rio Grande Western's 
narrow gauge line being its northern outlet. The projectors 
said the better markets for the basin lay to the south and west. 
They suggested tonnage from oil wells, a few of which have 
been drilled but are capped, coal, and products of agriculture. 
Davis said the amount of oil to be obtained was speculative; 
that the irrigation project which would bring the basin into 
cultivation was only in the preliminary examination stage; and 
that the coal would have to come into competition with higher 
grade coal in markets that could not absorb what could be pro- 
duced by mines in operation. He said the cost of construction 
was estimated at $33,000 a mile, apparently exclusive of depots 
and operating equipment. The financing, he said, was to be 
done by an issue of $5,000,000 20-year first mortgage 5 per cent 
bonds and $1,000,000 of capital stock, the latter to provide for 


all unforeseen contingencies, the bonds being expected to pay 
the cost of construction. 


COPPER AND BRASS RATES 


Attorney-Examiner W. B. Hunter has advised the Commis- 
sion to dismiss No. 15786, Taunton-New Bedford Copper Co. 
vs. New York, New Haven & Hartford et al., on a finding that 
rates on copper, brass and bronze sheets, plates, rods and rolls, 
in carloads, and in less than carloads, from Taunton and New 
Bedford, Mass., to destjnations in all states, except Wisconsin, 
lying east of the Mississippi river and north of the Ohio and 
Potomac rivers, are not unreasonable. The complaint alleged 
they were unjust, unreasonable, discriminatory and prejudicial. 
Lawful rates and reparation for the future were asked. 

The examiner, immediately after stating the allegation, 
said the complaint did not comply with requirements of the 
rules of practice of the Commission, particularly Rule III, para- 
graphs “I” and “m” and consequently did not raise any issue 
under the second and third sections. 

Hunter said New York was the only destination in New 
England and Trunk Line territories, for which the record com- 
pared the rates from the complainants’ points with those from 
New England points at which its competitors were located. 
The table of comparisons shows that from Taunton and New 
Bedford the rates are 38 cents for three kinds of delivery in 
New York, that is, to lighterage, to Brooklyn and New York 
stations, and Harlem river points, while from points in Con- 
necticut, where the brass industry is concentrated, rates be- 
ginning with 24 cents and running down to as low as 16 cents 
were shown, there being variations, downward, in favor of 
New York and Brooklyn station and Harlem river deliveries. 

The railroads contended that the rates were not unrea- 
sonable and that any violation of section 3 should be removed 
by cancellation of all commodity rates between and within 
New England and Trunk Line territories. Hunter said that 
because of the meager evidence and the absence of a section 
3 issue, the merits of the rate structure between and within 
New England and Trunk Line territories could not be deter- 
mined in this proceeding. 


PIG IRON CASE DISMISSED 

Examiner Frederick M. Dolan has recommended the dis- 
missal of No. 15885, Hunt-Spiller Manufacturing Corporation vs. 
Director-General, on a finding that the rate of $4.40 on pig iron, 
from Everett and Earlston, Pa., to Boston, between November 
21, 1918, and January 14, 1920, was not unreasonable or other- 
wise unlawful. The case was informally presented but not set- 
tled. Dolan said the complainant offered practically no evi- 
dence at the formal hearing, evidently relying upon the informal 
proceedings. He said the Commission, on this record, should 
make the finding hereinbefore mentioned. 





BURLAP BAG REPARATION 


A finding of unreasonableness and an award of reparation 
have been suggested by Examiner Myron Witters, in No. 15857, 
Arthur H. Bryant vs. Pennsylvania et al., as to rates on burlap 
bags, in carloads and less than carloads, from New York, Philadel- 
phia and Baltimore, and points taking the same rates, to Alexan- 
dria. Va. The complaint alleged the rates were unjust, unreason- 
able and unduly prejudicial. The rates were reduced after some of 
the shipments involved were made. The carriers contended that 
subsequent reduction did not show that the prior rates were 
unreasonable. Witters said the Commission should say that 
voluntary reduction, while not sufficient to establish unreason- 
ableness, was evidence to be considered along with other proof. 
He said the Commission should find the rates were unjust and 
unreasonable to the extent they exceeded or might exceed 27 
cents, any quantity, from New York and Philadelphia and points 
taking the same rates and 22 cents, in less than carloads, from 
Baltimore and points taking the same rates and award repara- 
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tion to that basis. He said fourth section relief should be 
denied. . 


CLEAN RICE RATES 


A finding of unreasonableness, an award of reparation and 
an order for the future establishing lower rates have been recom- 
mended by Examiner F. W. McM. Woodrow in No. 15179, Sea- 
board Rice Milling Company vs. Alabama Great Southern et al, 
as to rates on clean rice, from Galveston, Tex., to Bluefield, 
W. Va. The complainant alleged the rates were unreasonable, 
unduly prejudicial and unduly preferential of its competitors 
at Lake Charles and New Orleans. The complainant asked for 
reparation on all shipments since March 26, 1921. Woodrow said 
that of the many shipments of record only two were from Gal- 
veston. The complaint, he said, did not put in issue, the ratese 
from point of origin in Texas, but said the record showed they 
were granted transit at Galveston. 

He said the Commission should find there was an outstand- 
ing overcharge on the two shipments of $102.90; that the rate 
of $1.01 was unreasonable to the extent it exceeded 90.5 cents; 
and that the present rate of 96 cents is unreasonable to the 
extent it exceeds 81.5 cents. He said that that last mentioned 
rate should be established for the future. He said there was no 
showing of damage as a result of the undue prejudice alleged 
and that no finding should be made in respect thereto. 


MARINE ENGINE PART RATES 


Examiner W. M. Cheseldine has recommended the dismissal 
of No. 15735, Moore Shipbuilding Company vs. Cincinnati, Indi- 
anapolis & Western et al., on a finding that rates charged on 
marine engine parts, carloads, from Hamilton, Ohio, to Oakland, 
Calif., between July 15 and October 15, 1921, were applicable and 
not shown to have been unreasonable. A joint class A rate of 
$3.035 was applied. It was contended that was inapplicable on 
account of a lower combination, or, that if applicable, it was 
unreasonable to the extent it exceeded $2.96. The question was 
as to the applicability of an item, of $1.65, from Mississippi river 
points to Salt Lake City, to machinery and machines. The ex- 
aminer said the Commission should find that that rate was not 
applicable to the shipments in question. 


COAL RATE TOO HIGH 


Examiner Frederick M. Dolan, in No. 16027, Rhode Island 
Malleable Iron Works vs. New York, New Haven & Hartford, 
said the Commission should find the sixth class rate of $2.80 per 
long ton, applied on two carloads of soft coal, shipped April 30, 
1923, from Boston, to Hills Grove, R. I., unreasonable to the 
extent it exceeded $1.85 and award reparation to that basis. The 
complaint alleged unreasonableness and undue prejudice. Dolan 
compared the rate of $2.80 with rates on coal from Boston to 
points in Massachusetts, ranging from $1.44 to $2.08, for hauls 
ranging from 65 to 120 miles and said that that comparison 
tended to show the $2.80 rate was unreasonably high. The com- 
plainant’s coal was hauled 53 miles. It said the $2.80 rate was 
unreasonable to the extent it exceeded $1.85 and Dolan said the 
Commission should agree with it. 





IRON SOIL PIPE RATES 


Assistant Chief Examiner Charles F. Gerry has recom- 
mended the dismissal of No. 16174, Somerville Iron Works vs. 
Long Island et al., on a finding that rates on cast iron soil pipe, 
from Somerville, N. J., to points on the Long Island railroad on 
Long Island, N. Y., are not unjust, unreasonable, unjustly dis- 
criminatory or unduly prejudicial, as alleged. The rates were 
alleged to be unduly prejudicial in comparison with rates on like 
traffic from Hainesport and Bridgeton, N. J., Norristown, Pa., and 
Baltimore, the allegation being that there was undue prejudice 
in the rates maintained by the Pennsylvania system lines in 
that they were higher, mile for mile, than the rates maintained 
by the Jersey Central and the Long Island. Gerry said the 
allegation of undue prejudice, primarily, was based on the fact 
that the Pennsylvania controlled the Long Island. Gerry pointed 
out, however, that the Long Island’s divisions were the same 
regardless of whether the traffic came from the Pennsylvania 
or some other originating line. 


GASOLINE CASE DISMISSED 


Examiner Leo J. Flynn has recommended the dismissal of 
No. 14953, A. B. A. Independent Oil & Gasoline Company et al. 
vs. Atchison, Topeka, & Santa Fe et al., on a finding that rates 
on gasoline, kerosene and distillate, in tank carloads, from Kan- 
sas City, Mo-Kans., and from points in Kansas and Oklahoma to 
destinations in Nebraska, such as Fairbury, Grand Island and 
Gothenburg, were and are not unreasonable. 


AGRICULTURAL LIME RATES 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 15909, Riverton Lime Company et al. vs. Aberdeen & 
Rockfish et al., on a finding that the rates on agricultural lime 
from Virginia kilns, generally west of the Blue Ridge mountains, 
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io destinations in. North and South Carolina are not unjust, un- 
reasonable, or in comparison with rates on ground limestone, 
from Mascot, Tenn., to the same or similar destinations, are not 
unduly prejudicial. Smith said the complainants did not wish 
the rates on ground limestone, competitive with agricultural 
lime, increased. They desired, he said, rates on agricultural 
lime as low as those on ground limestone, forgetting, he said, 
the well established fact that one ton of lime, was the equiva- 
jent, for the correction of soil acidity, to two or two and a half 
times the weight in limestone ground. 


GASOLINE TO COLORADO 


Examiner J. Leo Flynn has recommended the dismissal of 
No. 14121, Jewel Company, Inc., vs. Atchison, Topeka & Santa 
Fe et al., on a finding that the rates on gasoline, from Eldorado, 
Kans., Yale and Grandfield, Okla., to Canon City, Colo., are not 
unreasonable or unduly prejudicial. Flynn said the carriers ob- 
jected to the extension of the Colorado common-point basis to 
Canon City on gasoline on account of the ill effect such exten- 
sion would have upon other rates. The complainant is a cor- 
poration selling oil and gasoline. Its complaint alleged the rates, 
between March 1, 1920, and March 7, 1921, were unreasonable 
and unduly prejudicial. 


BARREL MATERIAL REPARATION 

Reparation, based upon a finding of unreasonableness, has 
been recommended by Examiner Burton Fuller, in No. 16044, 
Bolz Cooperage Corporation vs. Director-General, as to rates on 
barrel material, in January and February, 1920, from Lake Vil- 
lage, West Memphis, Helena and McGehee, Ark., and Pensacola, 
Fla., to Key West, Fla., for export. He said the Commission 
should find the rates imposed unreasonable to the extent they 
exceed 39, 32, 35, 37 and 36 cents, from Lake Village, West 
Memphis, Helena, McGehee and Pensacola, respectively, and 
award reparation to that basis. The railroads contended that 
the lower export rates from Memphis to Key West, were de- 
pressed and could not be used as a gauge for reasonable maxi- 
mum rates via Memphis to Key West during the period covered 
by the complaint. The examiner said the controlling inquiry 
was as to the reasonableness of the through rates and that the 
complainant was entitled, as a matter of reasonableness, to the 
same consideration, in respect of export rates to Key West, as 
was accorded to shippers generally in the southeast. 


TENTATIVE VALUATION REPORT 
In a tentative valuation report covering the property of 
the Uintah Railway Company, as of June 30, 1919, the Com- 
mission has found the final value of the property of the Uintah 


to be $1,010,200. The line extends from Mack, Colo., to Wat- 
son, Utah. 


NATCHEZ ROUTE CASE 


The Traffic World Washington Bureau 


The Mississippi Central has asked the Commission to reopen 

finance docket No. 3229, acquisition of line by Bonhomis & Hat- 
tiesburg Southern, with a view to having the Commission take 
more testimony and give further consideration of the conditions 
under the Natchez route, as defined in the decision looking io its 
maintenance, may be maintained. The applicant asserts, flatly, 
that under the conditions prescribed the route cannot be main- 
tained. It declares that with only trackage rights for itself 
the route to Mobile cannot be kept open with the Mississippi 
Central as a party. 
_ As interpreted by the applicant, the Commission’s permis- 
sion provides for two operating organizations to handle the 
traffic over the branch of the Gulf, Mobile & Northern which 
that road had sold to the carrier organized by the Tatum lum- 
ber interest. The Mississippi Central contends that there is 
not enough traffic to do more than keep up one organization. 
It says it cannot and will not continue as a participant in 
the Natchez route under present rates, with only a trackage right 
from Hattiesburg to Beaumont. It pointéd out that it was in 
possession of the branch by lease and that that lease had been 
approved by the Commission. It said it was prepared, upon 
rehearing, to demonstrate the correctness of its position. 

A lease of the branch line to the Mississippi Central, that 
carrier. said, was the only practical solution of the condition 
that the Natchez route be maintained. Authority to the Missis- 
Sippi Central to lease it was requested in an application filed 
concurrently with this application for further hearing and 
consideration. The applicant said that negotiations conducted 
Since the announcement of the Commission’s decision on Jan- 
uary 5 made it apparent that no arrangement could be agreed 
upon between the parties that woould preserve the Natchez 
route. Therefore it said the Commission should reopen the case 
and fix the terms and conditions of the maintenance of the route. 

After setting forth that it was in lawful possession of the 
branch, the Mississippi Central said the purchase of the branch 
by the Tatum Lumber Company was made in the course of 
negotiations looking to a renewal of the leasing arrangement 
that had been approved by the Commission. The purpose of the 
acquisition of the line by the Tatum Lumber Company was to 
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accomplish the movement of its logs to Hattiesburg and the 
desire of the Gulf, Mobile & Northern that the lumber from such 
timber be returned to it for the haul of the finished product, it 
declared. Under a trackage arrangement, the Central said, 
it would have to lose not only the local tonnage of the branch but 
also the trackage of the lumber companies, which was the real 
nucleus upon which it had been possible to build up the Natchez 
route. Without the trackage of the lumber companies or the 
local tonnage of the branch, the Central declared it would be 
unable to operate the line east of Hattiesburg. It said that the 
arrangement proposed would cost it $125,000 a year. 

“This is the penalty which it igs required to pay under the 
interpretation placed upon the certificate of the Commission by 
the applicant, for the single and sole purpose of permitting the 
Tatum Lumber Company to operate its log trains without cost to 
it, and to make a profit out of what should be an expense 
of the operation of its lumber business,” said the Mississippi 
Central. In addition it said a large part of an addition of $1,000,- 
000 to its investment, made with a view to keeping the Natchez 
route open, would be lost, without benefit to the public by reason 
of the incurring of the expense. It declared that the conditional 
certificate of the Commission would accomplish two things, 
namely, the wrecking of the Natchez route and the burdening 
of the public with security issues for which there was no need, 
neither of which, it said, was anticipated by the majority of 
the Commission when it made its report. 


UNCONTESTED FINANCE CASES 


The Gulf, Mobile & Northern has been authorized to pro- 
cure authentication and delivery of $2,000,000 of first mortgage 
gold bonds of 1950, to be held subject to the further order of 
the Commission. 

The Southern Pacific Company has been authorized to as- 
sume obligation and liability in respect of $815,500 of first mort- 
gage bonds of the Los Angeles Public Market Company. 

The Leavenworth & Topeka Railroad Company has been 
authorized to issue $64,000 of first mortgage 6 per cent bonds, 
$48,000 of said bonds to be sold at par and the proceeds used 
for retiring a like amount of first mortgage 7 per cent bonds 
called for redemption February 1. The remainder of the bonds 
will be deposited with the Central Trust Company of Topeka, 
Kan., for the purpose of creating a sinking fund, as required 
by the laws of Kansas. 

The Seaboard Air Line has been authorized to assume 
obligation and liability in respect of $3,390,000 of its equip- 
ment trust certificates and $87,745 of its deferred equipment 
trust certificates, to be issued by the Bankers Trust Company, 
$3,390,000 of said certificates to be sold at not less than 98.25 
per cent of par and accrued dividends, and $87,745 deferred 
certificates to be sold at par, in connection with the procure- 
ment of equipment. 

The Great Northern has been authorized to assume, jointly 
and severally with the Western Fruit Express Company, obli- 
gation and liability, as guarantor, in respect of $1,960,000 of 
Western Fruit Express Company equipment trust certificates, 


to be issued by the First National Bank of the City of New 
York. 


FINANCE APPLICATIONS 


The Boston & Maine has applied for authority to abandon 
two additional branches, the South Reading branch from Wake- 
field Center to Peabody, Mass., a distance of 8 miles, and the 
Lawrence branch, from Danvers to North Andover, Mass., a 
distance of 15 miles. 

The Chicago, Indianapolis & Louisville has applied for au- 
thority to execute a joint supplemental lease between the Chi- 
cago & Western Indiana and its five proprietary tenants whereby 
the tenants assume liability as lessees for $27,755,000 of first 
and refunding bonds of the Chicago & Western Indiana and 
agree to pay as rental interest on the bonds at 5% per cent. 

The Chicago & Eastern Illinois has applied for authority 
to execute a lease between the Chicago & Western Indiana and 
its proprietary tenants. 

The Pere Marquette has applied to the Commission for 
authority to issue and sell and or pledge and repledge from 
time to time $7,814,000 of first mortgage 5 per cent gold bonds 
and to use the proceeds therefrom to reimburse the treasury 
of the company on account of expenditures for additions and 
betterments and other lawful purposes. 


BOND ISSUE AUTHORIZED 


The Kansas City Southern has been authorized to issue 
$3,000,000 bonds under its refunding and improvement mortgage 
to cover expenditures for additions and betterments which have 
not yet been capitalized. The company said it had made such 
improvements and betterments at a cost of $3,101,597, for which 
no capital issue had been made. There were no objections to 
the issue, which has been contracted for sale to Ladenburg, 
Thalman & Co. of New York at 86 per cent of par and accrued 
interest. At that price, the Commission said, the cost to the 
railroad would be on the basis of an interest rate of 6.1 per 
cent, the bonds bearing a rate of 5 per cent. 
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DIRECTOR GENERAL’S REPORT 


The Traffic World Washington Bureau 


James C. Davis, Director General of Railroads, has submitted 
to the President his report for the year ended December 31, 
1924, and, in addition, a final report as to the adjustment of the 
claims of all carriers whose property was taken over and actually 
operated by the government in the twenty-six months of federal 
control, which began December 31, 1917, and ended February 


29, 1920. A summary of the final report, prepared by Mr. Davis, 
follows: 


This adjustment represents a final settlement with every carrier 
whose property was actually taken over, except two small affiliated 
companies in Colorado. Their properties are’ in receivership, and 
cannot be adjusted with by the government pending the conclusion 
of differences that have arisen between them. As this affiliated prop- 
erty is indebted to the government, there will be no further liability 
or yey ate because of same. ‘ 

This adjustment was one of the most important and perplexing 
problems requiring solution by the government as a result of the 
World War. It is undoubtedly the largest liquidation involving a 
single commercial interest ever undertaken. 

On the 31st of December, 1917, the government, under proclama- 
tion of President Wilson, as a war measure, took over the entire 
transportation system of the United States (exclusive of some 855 
short line railroads). This comprised 532 separate railroad properties, 
twenty-five coastwise and inland steamship lines, the Pullman car 
lines, private car companies, floating equipment used in rivers and 
harbors, elevators owned by railroads, and all other properties essen- 
tial to national railroad operation. . 

Including main line, passing tracks and terminals, there were 
366,197 miles of road; 2,408,518 freight cars, 66,070 locomotives, and 
55,939 passenger cars. The tentative value placed upon this property 
by the Interstate Commerce Commission, for rate making purposes, 
at the end of federal control, was about $19,000,000,000. 

For the year immediately preceding federal control (1917) the 
gross earnings of the property were in excess of $4,000,000,000, and 
the net earnings in excess of $975,000,000. There were nearly 2,000,000 
employes, and about the same number of bond and stockholders. 

As a part of the property taken over, there was more than _ $530,- 
000,000 of materials and supplies, distributed over the entire mileage, 
in warehouses, storerooms, shops, depots and on line, and the gov- 


ernment took over cash working capital of the carriers aggregating 
$300,324,633. 62. 


The compensation or rent for which the government was liable 
for the use of this property for the twenty-six months aggregated 
— _ $2,000,000,000, or about $80,000,000 for each month of federal 
control. 

The exigencies of war required the taking over of this system 
of transportation on the part of the government arbitrarily, and 
without notice. No preliminary examination or record of the physical 
condition of the property at the time it was taken over was made, 
and no inventories were taken. No intelligent survey was attempted 
that might be the basis of a future comparison as to the condition 
of this plant at the time of the taking and the time of its return. 

At the end of federal control, after twenty-six months of govern- 
ment operation, the separate transportation lines were returned to 
their respective owners with an obligation on the part of the govern- 
ment to see that when returned reasonable compensation for the 
use of this property was made, and, further, that the property was 


‘in as good repair and as complete equipment as when taken over 
by the government.” 


The President of the United States was authorized by Congress, 
at the end of federal control, to ‘‘as soon as practicable after the 
termination of federal control, adjust, settle, liquidate, and wind 
up all matters, including compensation, and all questions and disputes 
of whatsoever nature, arising out of or incident to federal control.” 


Two appropriations, aggregating some $500,000,000 were made for the 
purpose of liquidation. 


At the end of federal control the government owed the carriers 
a balance due on compensation for use of their property aggregating 
over $860,000,000. During federal control the government had advanced 
to the various carriers, for additions and betterments including 
allocated equipment, a total sum of $1,157,540,178.65. $380,036,122.94 
of this total amount represented the cost of 2,000 locomotives and 
100,000 freight cars bought by the Director General during the period 
of federal control and allocated to the various carriers. This equip- 
ment was largely paid for by equipment trust certificates executed 
by the carriers, payable to the Director General, and secured by a 
lien on the equipment, 


Federal control ended February 29, 1920. In the latter part of 
that year the carriers began filing their claims against the govern- 
ment for the balance claimed to be due them on account of the use 
and operation of their property during federal control, and other 
claims based upon an undermaintenance of the property while the 
government operated same. The principal items involved in the 
latter claims were maintenance of way and structures, maintenance 
of equipment, depreciation, replacements, and the like. 

The original claims filed by the carriers against the Railroad Ad- 
ministration growing out of federal control, for the items above 
enumerated, totaled $1,013,389,502.12. These claims were subsequently 
revised so that the amount of the claims actually the subject of 
liquidation, presented by the carriers, aggregated $768,003,274.23. 


The Railroad Administration, on its part, set up tentative claims 
against the carriers aggregating a balance of $438,130,811.74. 

These balances represented the disputed items respectively con- 
tended for by the carriers and the Railroad Administration. Included 
in the carriers’ claims were items for undermaintenance of way and 
structures aggregating $341,825,409.62, and for undermaintenance of 
equipment $335,685,197.38. 

In the Railroad Administration claims against the carriers there 
was a total claim for excess maintenance expenses, including both 
way and structures and equipment, of $309,614,100.24. These items or 
maintenance were the most important and the largest involved in 
the controversies arising in the liquidation. 

The adjustment required separate settlements with 371 systems, 
many systems representing more than one independent company. In 
making these adjustments the Director General allowed the creditor 
lines $243.647,196.91, and there was collected from the debtor lines 
by the Railroad Administration $195,072,295.17. The excess allowed 
over amounts collected was $48,574,901.74, or slightly in excess of 
6 per cent of the carriers’ claims as finally presented. 

The adjustment was completed without litigation. It was con- 
cluded in about four years, and it was made within the appropriations 
originally granted by Congress for that purpose. : 

The financial operations of the Railroad Administration disclose 
an unusual situation for a government Bureau. The Railroad Admin- 
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istration, as a result of federal control, took from the carriers defini- 
tive obligations consisting of funding notes, bonds, and_ equipment 
trust certificates, aggregating $629,202,550. The Director Genera! has 
collected or sold of these obligations, sales carne, made without 
recourse on the government, a total of $454,513,750. This amouni has 
been paid into the United States Treasury. Exclusive of some mis- 
cellaneous assets in the field, the Railroad Administration still holds 
definitive obligations of the carriers aggresating $174,688,800. — 

The present assets of the Railroad Administration, exclusive of 
some miscellaneous items, consist of: 


Unexpended appropriations to its credit........-...+6e. $491,814,473.73 
Definitive obligations Of CATTIOTS. 2... .ccccvecescseser?ewes 174,688 800.90 
Ev oivbidicln chcncanceooceectieeseostsseman eves meee ane $666,503, 273.73 


The obligations of the carriers held by the Railroad Administration 
all bear 6 per cent interest, and the annual interest on this indebted. 
ness will more than provide funds to complete the remaining unad- 
justed items in this liquidation, so that the Railroad Administration 
is now and will be in the future an income producing asset of the 
government rather than a liability, and the big question as to what 
the government owed the railroads for the use of their property after 
the war is definitely ended, and the debt paid. 

In addition to the claims of the carriers whose property was taken 
over, there are a considerable number of claims of third persons, 
such as fires, personal injuries, claims of short line railroads, Minne- 
sota forest fire claims, some 6,000 or 7,000 law suits pending, and some 
assets of the government in the field which are still to be collected. 
While these separate controversies are small in comparison with the 
settlements that have been heretofore made, the aggregate of same 
runs into some millions of dollars. It will take a reasonable time, 
with a greatly reduced overhead, to finally close up all of these 
controversies. : 

In this connection, it may be of interest to state the entire cost 
to the government for the period of federal control and the six months 
guaranty period immediately following federal control: 

The loss of the government during the period of federal a 
control aggregated ........ eee sesceeeeeee see eeeseenenes $1,123,500,000 
The expenses of the guaranty period are estimated by the 


Interstate Commerce Commission at.......e-seeeesees 536,000,000 
Amount required to reimburse small deficit roads (short 

lines), under the provisions of Section 204 of the 

Transportation Act, estimated by the Interstate Com- 

merce Commission at......+-..- ne bactue Snes esas enena® 15,000,000 


This makes a grand total of the loss and expenses of 
the government during the 26 months of federal ; 
control and the six months guaranty period, of...$1,674,500,000 
The foregoing indicates that the great adventure of the govern- 
ment in the field of government operation of the railroads, as a war 
measure, is about concluded, and that the liabilities have been 
practically all paid. 


A spokesman for the President at the White House January 
20 said the President was gratified over the report submitted 
to him by Director-General Davis, of the Railroad Administra- 
tion, showing that settlements had been effected with the rail- 
roads for the period of federal control without litigation. 


SUCCESSOR TO POTTER 


The Traffic World Washington Bureau 


The Wall Street Journal, in a recent issue, said that “what 
seems to be a well-grounded report is current, if perhaps 
premature, that the President is considering the appointment 
of Thomas F. Woodlock to succeed Mark W. Potter on the 
Interstate Commerce Commission. The appointment would be 
so ideal from every point of view that some of us may well 
fear that it is too good to be true. There is absolutely no one 
else in the United States with Mr. Woodlock’s qualifications 
for the office.” It added that this was a case of the office seek- 
ing the man, adding that certainly a salary of $12,000 a year 
for an unexpired term was no serious inducement to an expert 
whose value in the business world might easily be three times 
that sum. 

Mr. Woodlock came to this country in 1892 and soon there- 
after, according to the same source of information, he pub- 
lished his “Anatomy of a Railroad Report,” which after thirty 
years, it said, was still a textbook on the subject. His “Studies 
in Value,” which appeared in the Wall Street Journal, that 
publication said, was a revelation to stockholders and railroad 
managers alike. In relation to American railroads, it asserted, 
he occupied a position analogous to that of Sir William M. 
Acworth in England. 

At the White House, when the report from New York was 
inquired about, it was said it was understood the names of 
two’ New York men had been suggested to the President. The 
White House staff declined to make public the names of the 
men who had been suggested to the President. 

The American Association of Engineers has submitted to 
President Coolidge the names of Daniel Lawrence Turner and 
William John Wilgus, of New York, and William David Pence, 
of Chicago, for consideration in connection with the vacancy 
on the Commission when Commissioner Potter quits. Mr. 
Wilgus is a former official of the New York Central. Mr. 
Pence was formerly connected with the valuation bureau of 
the Commission. Senators Underwood and Heflin, of Alabama, 
have indorsed M. M. Caskie, of Montgomery, Ala., for appoiut- 
ment. It is understood that Commissioner Potter plans t0 
quit about February 1. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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HEARINGS ON GOODING BILL 


The Traffic World Washington Bureau 


The House committee on interstate and foreign commerce 
began its hearings January 20 on the Gooding bill (S. 2327) 
amending the fourth section of the interstate commerce act. 
Representative French, of Idaho, introduced W. S. McCarthy, 
president of the Intermediate Rate Association, as the first wit- 
ness. Mr. McCarthy also appeared for the Chamber of Com- 
merce of Salt Lake City. 

The position of the intermountain country with respect to. 
departures from the fourth section was outlined by Mr. Mc- 
Carthy, who said the railroads were trying to destroy Panama 
Canal competition. He declared that if the nine rail lines reach- 
ing Pacific coast terminals had had all the Panama Canal traf- 
fic in 1923, they would have had only 2% per cent more traffic 
than they did have in that year, and asked how that volume of 
traffic could have added to their net revenues. 

Mr. McCarthy asserted that opposition to the Gooding bill 
was based on misrepresentation of the facts. 

“In connection with their opposition to and their bombard- 
ment of Congress regarding this bill by the National Industrial 
Traffic League, the location of its headquarters is significant,” 
said he, referring to Chicago. 

Analysis of the “Chicago Declaration of Principles,” he con- 
tinued, disclosed, “behind a thin disguise of specious argument, 
a bold, selfish purpose to monopolize the trade of the West to 
the exclusion of manufacturers in Indiana, Michigan, Ohio, 
Pennsylvania, New York and all eastern territory, and in the 
accomplishment of that end they appear to have the official 
support of the League without regard to the interests of its 
eastern membership.” 

Referring to a letter written to members of Congress by 
the executive secretary of the League, Mr. McCarthy said the 
letter clearly indicated that, either the secretary did not under- 
stand the proposed amendment and the reasons the West needed 
it or was misstating the facts. 

The witness said there was no fourth section relief in ef- 
fect now to the Pacific coast and had not been since 1918, add- 
ing that the railroads were not wrecked and that the dire effects 
predicted if the Gooding bill were passed were not noticeable. 
He said the reason the intermountain interests wished the 
present situation made permanent by law was that without the 
proposed amendment the railroads could renew their applica- 
tions to the Commission every two years and thus keep the 
business interests of the intermountain country in an unsettled 
state. He referred to one manufacturer who said he would 
move to the Pacific coast if the bill were not passed. 

Referring again to the “Chicago Declaration of Principles,” 
the witness said the subscribers thereto and the railroads were 
working together in their own selfish interests and that accom- 
plishment of their purpose was designed to handicap the terri- 
tory east of Chicago in its efforts to compete for western busi- 
ness and that its effect would be to hamstring the intermoun- 
tain territory. He declared Chicago and allied interests were 
asking for an artificial rate structure to enable them to take 
from the East the western business enjoyed by reason of the 
East’s natural advantage of location on or adjacent to the At- 
lantic ocean. 

Mr. McCarthy read a letter which he said was sent by the 
secretary of the Illinois Manufacturers’ Association to the Beall 
Tool Company of East Alton, IIl., saying that the Gooding bill 
deprived the Commission of the power to suspend the long-and- 
short-haul clause and that the intermediate jobbers contended 
that the rates to their territory should be lower than the rates 
to the Pacific coast. Mr. McCarthy said the statements were not 
true. He referred to other alleged misstatements in ‘“Manufac- 
turers’ News” and said attempts to have them corrected were 
hot successful. He asserted that he believed there was a de- 
liberate effort of misrepresentation to stampede the members 
of the committee. He said the “rawest kind of misrepresenta- 
tion” was being resorted to by opponents of the bill. 

Representative Hoch, of Kansas, said no statement of the 
present law nor of the bill had been.made and asked several 
questions to clear up the record in that respect. 

Mr. Hoch asked whether it was true that the bill would 
take away from the Commission authority to authorize depar- 
tures based on water competition. 

“Is that a correct statement?” asked Mr. Hoch. 

“T think it is,” replied Mr. McCarthy. 

Mr. McCarthy read into the record the letter written by 
W. P. Kenney, vice-president and director of traffic of the Great 
Northern, in 1921, as to the wisdom of the transcontinental 
lines pushing fourth section applications at that time. This 
letter was printed in The Traffic World when the hearings were 
held, last spring, on the Gooding bill, before the Senate inter- 
State commerce committee. This letter, marked personal, was 
obtained as the result of the Commission’s investigation of the 
administration of the fourth section. Representative Newton, 
of Minnesota, brought out that Mr. Kenney had testified against 
the Gooding bill at the hearing before the Senate committee 
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last spring. Mr. McCarthy thought Mr. McKenney might have 
expressed his personal views in the letter written in 1921 but 
that as a witness before the committee in 1924 he might have 
been carrying out the company’s policy. Mr. Newton said Mr. 
McKenney had not publicly taken the position attributed to 
him in the letter. 

In reply to a question from Representative Burtness, of 
North Dakota, as to whether passage of the Gooding bill would 
affect rates in the eastern part of the Dakotas, Nebraska, etc., 
Mr. McCarthy said he could not see how rates in that territory 
would be disturbed. In reply to questions by Representative 
Barkley, of Kentucky, Mr. McCarthy said he thought the result 
of passage of the bill, as to intermountain country, would be t¢ 
make the rates at the Pacific terminals the maximum rates at 
the intermediate points. He said he thought it was true that 
the rates at the terminals would be to some extent controlled 
by water competition, indicating that it was his view that the 
railroads could afford to apply the terminal rates to interme- 
diate points. 

The committee decided to hold only morning sessions, ad- 
journing each day at noon. 

The committee decided January 21 to give an additional 
day each to the proponents and opponents of the bill, making 
four days for each side instead of three, as originally planned. 
This decision by the committee followed a statement by Alfred 
P. Thom, general counsel of the Association of Railway Exec- 
utives, as to the number of witnesses that desired to be heard 
in opposition to the measure. He said the several transcon- 
tinental railroads, representatives of the east and southeast, of 
New England interests, of New Orleans interests, of Pacific 
coast cities, of the National Industrial Traffic League, of the 
Southern Traffic League, of the Illinois Manufacturers’ Asso- 
ciation and of the St. Paul association wished time. He said 
the Pacific coast interests desired six hours, which was all the 
time that had been allotted for the opponents. 

Mr. Thom said the bill presented a nation-wide economic 
question and that the committee should have the views of those 
affected by the bill. 

Representative Rayburn, of Texas, announcing that he was 
opposed to an extension of time, said the proponents should 
confine their statements to just what the bill would do and 
that general statements should be avoided as much as possible. 
His view was that if the hearings were to be extended for a 
considerable period the committee might as well stop the 
hearings at once, because no action could be taken at this ses- 
sion if the hearings were prolonged. As it was, he said, the 
hearings would not be finished until early in February. The 
committee then decided to consider the matter in executive 
session. This was done and the decision to give each side one 
additional day was reached. 

Witnesses heard January 21 were James A. Ford, secretary 
of the Intermediate Rate Association, and Frank Lyon, attorney 
for the Luckenbach Steamship Company. : 


Mr. Ford said the Gooding bill was not an absolute fourth 
section bill. All that the bill did, he said, was to prohibit 
fourth section departures to meet water competition. He de- 
nied that the bill prevented the railroads from meeting water 
competition, as he said had been charged. He said what the 
bill said was that the railroads should not meet water compe- 
tition at the expense of the intermediate points. 

The Gooding bill is not a rate-making bill, Mr. Ford said, 
adding that the bill was “a policy bill.” He said the measure 
was in support of the declared policy of Congress to develop 
water transportation. Under existing practice, he said, Con- 
gress favored development of water transportation, but at the 
same time the railroads might obtain permission to meet and 
destroy water competition at the expense of the intermediate 
country. He said the bill would not affect the vast majority 
of rates in the country—that it was not a disturbing piece of 
proposed legislation. He said it was an insurance policy to 
carry out Congress’ declaration in section 500 of the transporta- 
tion act with reference to development of water transportation. 
He gave illustrations of violations of the fourth section that 
were in effect prior to 1918 to support his contention that the 
same thing might happen again unless the bill were passed. He 
also referred to the pending fourth section applications of the 
transcontinental lines and to rates proposed therein. He said 
the Commission’s examiner had recommended a report in favor 
of the intermountain country in the pending case, but that if 
the case were won, the railroads could renew the applications. 
He said it had been one battle after another and that it ap- 
peared sometimes as if the railroads were “trying to wear us 
out.” 

Mr. Ford submitted a map illustrating how eastern points 
would be treated if the situation as to intermountain country 
were reversed and applied to the eastern points. On the basis 
of 1923 tonnage, he said, the transcontinental lines would have 
increased their traffic by eighty-five one-hundredths of one per 
cent if they had had all the traffic that moved via the Panama 
Canal. He said the railroads could not have found the result- 
ing increased revenue if they had had that additional traffic. 








224 Ci THE TRAFFIC WORLD 


He said the Monongahela river carried five times as much 
traffic as the Panama Canal, but that it was not discriminated 
against. He said the reason might be that the state of Penn- 
sylvania had an absolute fourth section law. He said there was 
nothing to the empty car movement plea as a reason for fourth 
section violations. He declared that he did not represent a 
single jobber—that it was a consumer’s proposition. 

Representatives Hawes, of Missouri, asked whether the dill 
would take from the Commission the discretion to decide the 
pending applications. Mr. Ford said that was correct, although 
he said the proposed legislation had nothing to do with those 
applications—that the battle for such legislation had been going 
on for years—that it just happened that the demand for the 
legislation and the applications came at the same time. Mr. 
Hawes asked why a committee of Congress should be better 
qualified to pass on such a question than a body of experts such 
as the Commission. Mr. Ford again said the bill involved a 
question of policy and not rate making. He said the question 
was whether Congress was going to permit a system of rebating 
as to communities as in the past had existed as to individuals. 
Mr. Hawes asked whether it was not in the final analysis a 
question as to whether Congress or the Commission should pass 
on the matter. Mr. Ford said he thought Congress had at- 
tempted to do it, but that the railroads were contending that 
it had not done so. He said the Commission had also inter- 
preted the law as meaning that Congress intended to forbid de- 
partures as to water competition. He said the bill would ac- 
complish what Congress intended to accomplish in 1920 when 
it amended the fourth section. Mr. Hawes asked why an act 
of Congress would have more of a stabilizing effect than an 
order of the Commission. Mr. Ford replied that an order of 
the Commission was open to interpretation any day. 

Representative Rayburn asked whether it was not a fact 
that the only reason the Commission had had authority to 
permit departures was because of the proviso to the absolute 
part of the fourth section. Mr. Ford said that was correct. 

Representative Newton, of Minnesota, said he took it that 
what the railroads desired was permission to meet water com- 
petition, and asked if the witness did not think they should 
be permitted to meet such competition. 

“They should be allowed to meet competition, but not at 
our expense,” replied Mr. Ford. 

If departures were permitted, the witness said, the inter- 
mountain people would be penalized for their investment in 
the Panama Canal, and that what they wanted was the benefit 
from that investment. Asked by Mr. Newton as to whether 
he believed in a rigid fourth section, Mr. Ford said that he did 
—that he thought it was about time to quit hauling around 
Robinhood’s barn. 

Mr. Newton then called attention to the fact that rates on 
potatoes from Minnesota points to Fort Worth, Tex., and from 
Idaho points to the same destination, were practically the same, 
although the haul from Idaho was about 500 miles longer than 
from Minnesota. He asked whether the witness thought that 
practice should continue. Mr. Ford said that was not based 
on water competition and later added he was not qualified to 
answer. Mr. Newton indicated he thought the basic principle 
was the same as that involved in fourth section departures to 
the coast. 

Mr. Lyon opened his remarks by saying that he did not 
treat the Commission with the sanctity that some members of 
the committee appeared to treat it. He said the Commission 
made mistakes and that too much power had been conferred 
on it so far as the interests he represented were concerned. 
He reviewed at length the history of the fourth section with 
comment from his viewpoint on the subject. He said if Con- 
gress would pass the Gooding bill or if the Commission would 
deny all applications and make clear its purpose not to hinder, 
discourage and retard water transportation, the coastwise mer- 
chant marine of the country would develop as it never had 
developed, and that the commerce of the country would flow 
pe aga the natural channels of commerce. In conclusion, he 
said: 


It is the judgment of the steamship companies that the railroads 
should not be permitted or authorized to charge less than reasonable 
rates. The steamships of necessity must charge reasonable rates for 
their service or cease to operate, as they have no interior business 
upon which they may live as do the railroads. With reasonable rates 
thus established and maintained by both water and rail routes, the 
country will have the benefit of a normal development of transpor- 
tation agencies, developed on the basis of reasonable charges to the 
public and a reasonable return to investors. 


If Congress will pass the Gooding bill and any other legislation 
that will limit transportation charges to a reasonable basis, the coun- 
try will see its merchant marine regain its ascendancy and in the 
event of another foreign war will not be subjected to the humuliation 
of having over 50 per cent of its soldiers, and 75 per cent of its sup- 
plies transported under foreign flags. If railroads were restricted to 
reasonable rates in competition with water lines, the development of 
the steamship business along the ten thousand miles of Atlantic and 
Pacific seaboard and the thousands upon thousands of miles of 
rivers and lakes upon the interior would be beyond the dreams of 
the most optimistic lover of the sea. 


Members of the committee questioned Mr. Lyon at the hear- 
ing January 22. In reply to questions by Representative New- 
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ton, of Minnesota, Mr. Lyon admitted that passage of the Good. 
ing bill would give the boat lines the traffic that could be 
moved by water in the intercoastal trade, asserting that that 
would be as it should be because that was the most economical 
way to handle that business. The question of what Congress 


meant by the words “reasonably compensatory” was discussed,- 


Mr. Lyon said he did not think Congress meant anything by 
those words when it put them in the fourth section. 
Questioned by Representative Merritt, of Connecticut, and 
Representative Wyant, of Pennsylvania, as to whether or not 
the water rates should be regulated by the government, Mr. 
Lyon said it was his personal opinion that the questions of 
regulating motor traucks on the higways and vessels on the 
high seas were serious ones, expressing doubt as to the wisdom 
of providing for such regulation. He said he did not think the 
large steamship companies would object to regulation because he 
said regulation would shut out the small lines, give the business 
to a few big companies and that the differences between the 


railroads and the boat lines would be settled in conference by 
them. 


Representative Winslow, chairman of the committee, de 
veloped by questions that there had been a substantial in- 
crease in the number of ships plying between the coasts since 
the war, and that this increase occurred under the existing 
law. By a number of questions he attempted to get at the 
question of whether or not the intercoastal lines were being 
oppressed by existing law and practice. Mr. Lyon said some 
of the lines were in the hands of receivers and that one line 
that had been in the “red” was showing a profit. Mr. Winslow 
said what he desired to ascertain was whether the intercoastal 
shipping industry was being oppressed so that it could not 
earn a fair return on its investment after meeting the neces- 
sary charges. Mr. Lyon insisted that the present law was a 
threat to the industry, and that it had an adverse effect on 
investment in the business. He said if the Commission would 
apply the fourth section as it had in certain cases, there would 
be no occasion for passing the Gooding bill but he said it made 
exceptions that were injurious to the water lines. 


A. J. McGehee, of Jackson, Tenn., secretary of the Southern 
Interior Traffic Association, appearing in support of the bill, 
said the people of the interior South had been suffering all their 
lives and were still suffering because of the freight rates ap- 
plied to them. He went into great detail as to the efforts 
made by his organization and others to get the rates readjusted, 
and said but little relief had been obtained. He said that was 
the reason he was urging enactment of the Gooding bill. He 
said the fourth section violations constituted a black spot 
that should be wiped out by Congress and that the long-and- 


short-haul clause was a great curse to the transportation of the 
country. 


Representative Parker, of New York, asked whether the 
effect of passage of the Gooding bill would not be to increase 
the rail rates at the intermediate points, because additional rev- 
enue would have to be obtained to meet the loss of traffic to 
the water lines. 


Mr. McGehee replied that the railroads could not be driven 
out of business. He said the people did not want transportation 
by water—that it was not popular and was not “safe and sure 
transportation.” At the same time, he said, in the course of 
his testimony, that the barge lines on the Mississippi could 
never be a success if the railroads could violate the fourth 
section. He indicated approval of violations on account of 
circuity by rail lines, but, in reply to questions by Representa- 
tive Newton, could see no analogy between such violations and 
violations because of competition between boats and railroads. 

Statements in support of the bill were filed by Joseph 


Decker, of the Salt Lake City Chamber of Commerce; Repre- 
sentative Sinclair, of North Dakota, in behalf of Frank Milhol- 
land, of the North Dakota commission; Roland Johnson, traffic 
manager of the Phoenix (Ariz.) Chamber of Commerce; and 
O. C. Garlington, traffic manager of the Missoula Mercantile 
Company, of Missoula, Mont., representing various Montana in- 
terests in favor of the bill. 


—_ 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 1-8 was 280,666 as compared with 266,252 cars in the 
preceding period, while the average daily shortage was 139 cars, 
according to the car service division of the American Railway 
Association. 

The surplus was made up as follows: Box, 113,842; ventilated 
box, 661; auto and furniture, 16,416, total box, 130,919; flat, 
9,563; gondola, 46,200; hopper, 60,787; total coal, 106,987; coke, 
1,585; S. D. stock, 14,560; D. D. stock, 2,100; refrigerator, 13, 
332; tank, 96; miscellaneous, 1,124; total, 280,666. 

The shortage was made up of 51 box, 38 gondola, 27 hopper 
and 23 D. D. stock cars. 

Canadian roads reported a surplus of 29,100 cars, made uD 
of 24,700 box, 2,800 flat, 300 gondola, 1,100 S. D. stock and 200 
refrigerator cars. No shortage was reported. 
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SOUTHERN CLASS RATE CASE 


The Trafic World Washington Bureau 


On the second day of the argument in the southern class 
rate case, eastern railroads, through F. R. Cross, their spokes- 
man, pointed out what they considered the inconsistencies in the 
proposed settlement of southern class rate problems contained in 
the Eastman report. They had particular objection to the de- 
flation of their mileages and the relation of their all-rail rates 
to the rail-and-water rates. As to the last mentioned objec- 
tion, they said the rail-and-water rates should be related to 
the all-rail. Commissioner Eastman suggested that the all-rail 
rates to the southeast had always been related to the rail-and- 
water because the railroads had to take what they could get in 
competition with the Atlantic coast steamships. 

As to the distance deflation rule, the one that provides for 
the use of 90 per cent of the actual mileage in arriving at the 
distances on which the rates are to be computed, Mr. Cross 
pointed out that Rochester was about thirty miles farther from 
Memphis, over the shortest route than Hagerstown, Md. Yet, 
by applying the 90 per cent rule, he said, Hagerstown would 
have to pay on a distance thirty miles greater than that of 
Rochester. He said that Cumberland, Md., was 886 miles from 
Memphis and Rochester 973. Using the mileage scale, without 
applying another limitation recommended by Mr. Eastman, he 
said, gave Rochester a first class rate of $2.05 and Cumberland 
a first class rate of $1.99. But by applying the 83% per cent 
limitation, also recommended by Mr. Eastman, Mr. Cross said, 
the Rochester rate was brought down to $1.83 and the ‘Cum- 
berland rate to $1.91. He advocated the adoption of the carrier 
proposals as better suited to the needs of the shippers than 
those of the commissioner. 

C. R. Marshall and Mason Manghum, in behalf of Virginia 
shippers and the Virginia Traffic League, pointed out what they 
called the inconsistencies that would be produced by the use 
of the Eastman solution and asked for the continuance of the 
Virginia Cities group and the Carolina territory groups. AS 
to Commission Eastman’s suggestion that the existence of the 
Virginia Cities group and the boundaries of the Virginia-Carolina 
territory was based on nothing better than custom, Mr. Mar- 
shall said their creation and continuance were due to the most 
compelling reason known to man, competition. He said the 
Virginia cities, hot rivals toward each other, knew that they 
needed to be in one group to meet competition from other points 
and that the Carolina territory was maintained for the same 
potent reason. Norfolk, he suggested, would be in a bad state 
were the mileage scale adopted because it cannot market to 
the eastward in the Atlantic Ocean and in every other direc- 
tion she would have to meet the competition of points hav- 
ing shorter distances and therefore lower rates. He suggested 
that, instead of maintenance of the groups being left permissive, 
as suggested in the Eastman report, it be made mandatory. 
Commissioner Eastman inquired whether Mr. Marshall thought 
the Commission could compel the maintenance of the groups. 
Mr. Marshall said it might not issue an order, in specific terms 
directing their continuance, but that, inasmuch as they were 
in existence, the Commission could look at any proposal to 
change or abolish them in such a way as to keep the railroads 
from doing so. 


Mr. Manghum presented what he said would be rate situa- 
tions growing out of the use of the Eastman plan to illustrate 
the allegation made by Mr. Marshall that the Eastman plan 
was radical and would cause great disturbances. In one illustra- 
tion, he said, the spread on southbound traffic would be 16 
cents and on northbound it would be 60. He said he could not 
see how any man in this world could suggest that if 16 cents 
would be reasonable in one direction 60 would be reasonable in 
the opposite direction. 

Shipper opposition to the Eastman proposal, at the end of 
the second day of argument, was a considerable trickle, but it 
increased perceptibly in the course of the second day and be- 
came extremely pointed on the third day. Edgar Moulton, 
speaking for the New Orleans Joint Traffic Bureau, on January 
16, said he did not approve any part of the Eastman report. 

At the end of the second day, J. R. Allen, for the Philip 
Carey Company, pointed out objections to the adjustment across 
the Ohio river, and was followed by J. V. Norman, who favored 
the continuance of the combination basis on manufactured 
goods. He pointed out that, as a rule, they had to be handled 
at the river and that the combination of rates of two independ- 
ent sets of carriers was the natural way to make the rates. His 
argument was on behalf of the interests at the Ohio river cross- 
ings. 

Mr. Norman said that if the proposal of the carriers 
— the Ohio river cities, the Eastman proposal destroyed 
them. 

Mr. Moulton upheld the Pitt adjustment to the Mississippi 
valley groups. The railroads, he said, were entitled to make 
the rates and that the Commission was entitled to say wherein 
they infringed upon the law. Specifically he advocated allowing 
the carrier proposals to go into effect, so that they might be 
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tried, the Commission confining itself to the making of modifica- 
tions which testimony showed should be made to avoid things 
that would be almost obviously wrong. His protest was chiefly 
against the destruction of groups which had existed for a long 
time, without, as he contended, good reason for the destruction 
and of the relationships that had grown up under the grouping. 

J. O. Hendley, the rate man for the Tennessee commission, 
said the state would be crushed by the carrier proposals if per- 
mitted to go into effect. Harmony between the interstate and 
state rates, he said, could not be worked out under them. He 
said the Eastman report was entirely satisfactory, in justifica- 
tion of the 90 per cent rule, saying that the testimony showing 
Florida carriers entitled to a higher level of rates than other 
parts of the territory because there was no overhead traffic 
showed that Tennessee was entitled to a lower level because 
there was much overhead traffic in the state for which he was 
speaking. 

Immediately following that Tennessee quasi-official approval 
of the Eastman report, came Tennessee shipper disapproval of 
it, voiced by J. S. Fletcher, speaking for Chattanooga and Nash- 
ville, and C. R. Moffett for Knoxville jobbers. Mr. Fletcher 
spoke for both cities because T. M. Henderson thought it better 
to combine the argument of Nashville and Chattanooga and sur- 
rendered his time toi Mr. Fletcher. The latter said the Tennes- 
see cities viewed, with concern, a proposal to disrupt conditions 
under which they had prospered. He objected to the applica- 
tion cf the Eastman long mileage scale because, as he said, it 
destroyed groups and group relationships. He also objected to 
constructive mileage. At the request of Mr. Henderson he asked 
for a specific ruling on the proposal to give Paducah, Ky., lower 
rates from the eastern cities than Nashville, although rates 
from the east applied via Nashville to the Kentucky point. The 
Tennessee cities, speaking through Mr. Fletcher, said they pre- 
ferred the group system to the Eastman proposal. 

Mr. Moffett compared the railroad and the Eastman pro- 
posals and then brought them into comparison with the eastern 
trunk line class rate proposal to show that Charlotte, N. C., and 
points in Virginia, if the eastern class rate proposal were 
adopted, as he suggested it would be in so far as it related to 
points such as Roanoke and Norton because it would give much 
lower rates to Knoxville’s competitors, to show that Knoxville 
jobbers would be at a disadvantage of as much as 37 cents for 
a short difference in the distance. 

Announcing that he was an agnostic on the subject of how 
the situation in the south should be handled, R. W. Ropiequet, 
for East St. Louis and roofing interests, said there could be no 
doubt about the power of the Commission to deal with it in the 
way proposed in the Eastman report, that declaration being in 
answer to the contention that had been made that the record 
in the case did not warrant what the Commissioner had pro- 
posed. He quoted, with appearance of approval, what Mr. East- 
man had said about the relationship between St. Louis, on the 
one hand, and the Ohio river cities, on the other. In justifica- 
tion of the Eastman proposition to make a completely new 
structure, he quoted the Bible about a tailor not putting new 
cloth in with old lest the rent be made worse, and also the 
Biblical conclusion that no sane man put new wine into old 
bettles. His suggestion was that the issue was as to which of 
the proposals, the railroad or the Eastman, was the better, with 
no real question as to the power of the Commission to act. 


C. F. Orr, speaking for Kentucky, suggested that the pro- 
posed scale be applied to definitely delimited zones, as was done 
by the Commission in prescribing scales for Central Freight 
Associatqion and New England territories. He contrasted the 
rates resulting from the use of the 90 per cent rule, the rates in 
zone A of the Central Freight Association territory, and the 
rates proposed in Table 1, in the pending eastern trunk line class 
rate case, which is also to be conducted by Commissioner East- 
man. 

The Virginia cities-Carolina territory relationship phase of 
the case received the bulk of the attention at the afternoon ses- 
sion of Jan. 16, the Mississippi Valley and the rail-water rates 
constituting the other phases. A. E. Beck, of Baltimore, pointed 
cut that rail-and-water rates proposed were low and he suggested 
that they might be so low as to cripple the water service on Ches- 
apeake bay. 

A. J. Maxwell and E. E. Clark, in behalf of North Carolina, 
advocated a scheme of rates for Carolina territory 30 cents over 
the Virginia cities rates. Mr. Clark closed the argument by say- 
ing that the railroads, as for many years, were claiming in this 
case that the Virginia cities rates were very low and were not to 
be used as a measure for anything. He said the interests he rep- 
resented had shown that, for equal distances, the Virginia cities 
rates were higher than those in Central Freight Association terri- 
tory and that the claim of their being low was not to be regarded 
as so serious as the railroads wished the Commission to infer. 

B. F. Martin, in behalf of the Mississippi, said the Mississippi 
commission, two years ago, had adopted a scale of class rates not 
differing greatly, he said, from the Eastman proposal, which had 
proved satisfactory. He said the Commission should not permit 
or require the cancellation of less than carload commodity rates, 
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suggested as one of the methods whereby the carriers could re- 
coup themselves, until further investigation had been made. He 
said he thought the Pitt adjustment put too much of a burden on 
Mississippi but. admitted, when questioned by Commissioner Hall, 
that it was better than the other adjustment. He advocated appli- 
cation of the mileage scale from Chicago, St. Louis and C. F. A. 
and the making of combinations of local rates on a 75 per cent 
instead of an 831-3 per cent basis. 

C. D. Drayton, in behalf of millers of grain and dealers in 
grain and grain products, objected to the elimination of any- 
quantity rates, he reading-the Eastman report as favoring elimi- 
nation. He said the Commission, in a dozen cases, had upheld 
the any-quantity basis of making rates when it was attacked by 
millers and dealers in territory outside that covered intra-terri- 
torially in this case, as being for the well-being of the people. He 
said $57,000,000 was the investment in flour mills in the south 
and all needed the any-quantity basis to preserve their business. 

In behalf of Spartanburg, S. C., W. H. Hendley proposed the 
making of rates via the short route. Specifically he said that in 
instances where Charlotte was on the short route, it should have 
12 cents under Spartanburg, and where Spartanburg was on the 
short route it should be 12 cents under Charlotte. He said the 
carriers continued to ignore the short route of the Carolina, 
Clinchfield & Ohio through the only gap in the mountains between 
Atlanta and Roanoke, on traffic from C. F. A. Spartanburg, for 
nearly forty years, had been striving for a correction of the ad- 
justment, he said, and that one of the cases mentioned in the sec- 
ond volume.of the Commission’s reports was a Spartanburg case. 

Strong support for the Eastman report was given by Edgar 
Watkins, J. C. Colquitt and C. E.: Cotterill, speaking for the 
Southern Traffic Leaghe. They did not pretend to approve it in 
detail, but, according to Mr. Watkins, it furnished a foundation 
upon which to build. He suggested that it would be just as easy 
to harmonize a stately church, equipped with a great pipe crgan 
and adorned with paintings by the old masters, with a jazz or- 
chestra, in a restaurant splotched with cubist and neo-impression- 
ist daubs, as it would be to harmonize intrastate rates with the 
system proposed by the carriers. He said the evil to be corrected 
was that flowing from a chaotic condition which could not be 
justified by “historical tradition” or “existing adjustments.” The 
condition, he said, had produced much litigation and had no jus- 
tification other than age and no explanation other than the inhi- 
bitions of the intellect for what was different. If age established 
the correctness of a custom, he said, the cave man would be the 
only carrier. 


Mr. Watkins suggested that further consideration of the 
grain and grain products phase of the subject be postponed. He 
said that 30 per cent of the loss claimed by the railroads arose 
from that part of the case. As additional reason for deferring 
that part of the case he said that many of the grain men did not 
know or realize that their rates were involved. The 90 per cent 
rule he regarded as unnecessary and unworkable. 


Class rate percentage relationships, the less-than-carload com- 
modity rates and classification exceptions were the parts of the 
subject assigned to Mr. Colquitt, admitted to be important but 
somewhat dry and technical, except when applied to specified 
traffic. He gave general support to the proposals in the report 
and especially to the percentage relationships, based, as they 
were on a ten-class scale proposed by the league but modified by 
Mr. Eastman when he proposed a twelve-class scale. Mr. Colquitt 
favored the twelve-class scale and postponement of the grain 
rates because they were peculiarly affected thereby. 


Inter-territorial rates and traffic, particularly the rail-and 
water rates from eastern cities to the southeast, were discussed 
by Mr, Cotterill. He contended that the rail-and-water routes be- 
tween the east and the southeast should be recognized, as pro- 
posed in the report, as the short ones, and that rates from the 
south Atlantic ports should be graded back so that the farther 
the traffic moved inland the higher rate it would pay. Norfolk, 
he suggested, should increase its facilities by investing money in 
boats to ply between it and south Atlantic ports and not stand 
for the system of a short water haul from the east to Norfolk 
and then a long rail haul into the southeast, as resired, he said, 
by the southern railroads. Mr. Eastman’s proposal to recognize 
the long water and short rail haul routes as the controlling ones 
he regarded as reasonable and a great invitation to capital ta 
get into the water transportation business, now largely con- 
trolled, he said, in the interest of the railroads. 

Adoption of the Eastman report, T. B. Guthrie said, would 
take Jacksonville, for which he was speaking, away from the 
ocean. The revenue of which the carriers would be deprived on 
high class traffic southbound, he suggested, would be a serious 
matter. Florida, he said, needed lower rates on fruits and vege- 
tables and canned goods. As between the Eastman proposal and 
the railroad proposal, he said, he preferred the latter. 

A specific suggestion made by him was that the present rates 
on import, export and coastwise traffic be continued, if the East- 
man rates were made effective, as proportionals. He also sug- 
gested the exemption of Florida from the eastern all-water, rail- 
and-water, and rail-water-rail adjustment. 

The case was submitted at the afternoon session of January 
17, J. P. Haynes, for Central Freight Association shippers; BP. B. 
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Gaines, Savannah interests; S. S. Bridgers, for southern Ohio 
groups; A. J. McGehee, for Jackson, Tenn.; G. L. Tillery, for 
Hebard Cypress Company and other lumber interests; C. W. Hay. 
ward, for Meridian, Miss., shippers, and C. J. Rixey, in concly- 
sion, for the railroads, addressing the Commission. Mr. Haynes 
flatly approved the application of the mileage scales proposed by 
Mr. Eastman. The southern Ohio groups suggested a border 
adjustment for themselves and a recognition, as they said, of 
their closer proximity to Carolina territory in comparison with 
the points of origin with which they are grouped in the pro. 
posed report. 

Mr. McGehee said he would have liked to have made the 
speech that was made by Mr. Watkins. In addition, he said that 
multiplying the result of a traffic test made in April by twelve 
was not to be taken seriously. His idea was that applying the rates 
for a whole year would show a smaller loss if nota positive gain 
in revenues. Mr. Hayward approved what Mr. McGehee said and 
said that Meridian and the Mississippi Valley now had one of the 
best adjustments they had ever had. Application of the mileage 
scales to the long hauls, he said, would not hurt Meridian much 
but that, in principle, he did not approve mileage for long hauls, 
As to short hauls, he said it would not do. He also objected to 
the 90 per cent rule, suggesting there could not be such differ. 
ences in conditions between Tennessee and northern Mississippi 
as to warrant a shrinkage in mileage in Tennessee and the use 
of actual mileage in Mississippi. 

Mr. Tillery discussed the whole subject on broad lines, sug- 
gesting that the view of Chicago, of New York, or the Ohio river 
cities could not be as broad as the one taken by the examining 
Commissioner, and that until some better plan could be devised 
— was the best foundation on which to build a rate struc- 

ure. 

In closing, Mr. Rixey insisted that the effect of the revision 
would be to reduce the revenues of the carriers and that reduc- 
tions were proposed for rates that were admittedly low, particu- 
larly the adjustment from Virginia cities to Carolina territory. 
That, he said, was not only a group adjustment but one in which 
mileage was used for short distances the effect of which was to 
reduce the group rates to a still lower level. He said the car- 
riers confidently committed the case to the Commission, hoping 


for a solution that would be reasonably satisfactory to all would 
be found. 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Associa- 
tion for the week ending January 17 from 371 of the chief 
commercial sawmills of the country indicated general increases 
in production, shipments and new business in the lumber in- 
dustry over the preceding week. As compared with that week 
a year ago the condition of the lumber movement shows some 
improvement in shipments, no appreciable change in produc- 
tion, and a marked falling off in new business. 


The report from the Southern Pine Association on unfilled 
orders was not received in time for publication; but 118 West 
Coast mills reported unfilled orders of 404,768,659 feet at the 


end of last week, as against 428,480,693 feet for the same 
number of mills the week before. 


Altogether the 371 comparably reporting mills had _ sghip- 
ments 108 per cent and orders 106 per cent of actual produc- 
tion. For the Southern Pine mills these percentages were, re- 


— 90 and 105; and for the West Coast mills 113 and 


Of the comparably reporting mills, 345 (having a normal 
production for the week of 213,910,760 feet) reported produc- 
tion 96 per cent of normal, shipments 104 per cent, and orders 
103 per cent thereof. 

The following table compares the -national lumber move- 
ment as reflected by the reporting mills of seven regional 
associations for the three weeks indicated: 


Corresponding Preceding Week 


: Past Week Week 1924 1925, Revised 
(1 Se eens Senna eee et 371 374 371 
RVOGMCUOR  oéicecssecvid 218,203,299 221,361,006 211,583,692 
ee 234, 927, 812 222,659,239 199,174,162 
Orders (New Bus.)....... 230,258,944 281,570,285 195,810,951 


The following revised figures compare the lumber move- 


eg Al the first three weeks of 1925 with the same period 
oO 


Production Shipments Orders 
BOD | Scie ceelde cess ccwentinesoe we 560,624,489 592,237,879 566,284,834 
NITE Solute 4 ceed war alotnon te nae 560,705,866 599,866,306 724,446,319 
TEGO BOCTORNS oidc ck ceesecscosces 81,377 7,628,427 158,161,485 


The mills of the California White & Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mlils. Consequently, the former are not represented in any 
of the foregoing figures. Eleven of these mills reported a cut 
of 5,308,000 feet last week, shipments 8,484,000 feet, and orders 
8,339,000. The reported cut represents 28 per cent of the total 
of the California Pine region. 
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Industrial Traffic Departments 


Seventh of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


Another clearly defined type of industrial traffic depart- 
ment organization is the centralized type, in which the traffic 
work is concentrated in a single concentrated traffic depart- 
ment. In some cases the entire organization is located at the 
plant while, in other cases, the traffic manager and his sub- 
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igure No. 3 


ordinate clerical staff are at the general offices of the company, 
while the shipping and receiving forces are located at the 
plant, but all are responsible to the traffic manager for the 
performance of their work. When such a separation exists be- 
tween the clerical and operating traffic forces, special circum- 
stances are usually found to have caused the situation. Typical 
organizations of each type are shown herewith. 


A typical department with a centralized type of organiza- 
tion and a separation between the offices of the traffic manager 
and the plant traffic forces is shown in Figure No. 3. In this 
instance the traffic manager, the assistant traffic manager, and 
the clerical force are located in the general corporation offices 
at a large eastern city, while the chief clerks in charge of 
shipping and receiving are at the plant, thirty miles away. 
Close connection is maintained by telephone calls and visits, 
So that the advantages gained by close contact with the pur- 
chasing and sales departments of the company and with the 
general offices of the carriers serving the plant are not dis- 
counted by the lack of contact between members of the traffic 
department. 


The traffic manager reports directly to the president of the 
corporation and all traffic and transportation matters are con- 
centrated in the hands of the former. He is responsible for the 
results obtained by the department as a whole and interprets 
questions of policy for the guidance of his subordinates. Stand- 
ing orders are issued setting forth the required standards from 
time to time. Cases before railroad and shipping committees, 
regulatory commissions, and other transportation bodies are 
handled by the traffic manager. Advice as to legal phases of 
this work is obtained from the legal department when neces- 
Sary. The final authority in routing freight and other depart- 
Mental questions is exercised by the traffic manager. 


The assistant traffic manager assists the traffic manager in 
the general executive control of the department and consults 
with him in deciding the more important problems of the de- 
partment. In addition to these executive duties, the assistant 
traffic manager supervises the preparaton and collection of 
overcharge, loss, and damage claims. Instructions to the ship- 
ping and receiving sub-departments at the plant are given either 
by the traffic manager or by the assistant. The rate work of 
the department, including the quotation of rates, the compila- 
tion of rate data, and the auditing of freight bills, is performed 
under the direct supervision of the assistant traffic manager. 
Freight tariffs are obtained from the carriers and the neces- 
sary tariff files are maintained under his supervision. Ex- 
pediting urgently needed shipments and tracing overdue ones 
also are a part of the employee’s numerous duties. 

Assistance to the purchasing agent and sales manager is 
given by the traffic manager or his assistant as occasion arises. 
A close watch is kept by both of transportation rate and service 
conditions so that the company may be quick to take advantage 
of changed conditions. 

The chief clerk in charge of the shipping room at the plant 
receives his instructions as to the shipments to be made from 
the traffic department headquarters. Outbound tonnage is en- 
tirely under this employee’s jurisdiction. Billing instructions 
are issued by him to the bill of lading clerk, classification 
ratings are confirmed, packing specifications interpreted for 
the guidance of subordinates, shipping lists are prepared, and 
records of outbound shipments kept. 

Subordinate to the chief clerk is a shipping foreman who 
supervises the actual shipping work. He controls the work of 
the loading foreman and their gangs of loaders. These work- 
men do the physical labor required in preparing the cars, for 
shipment, including the loading, bracing, and blocking of ‘the 
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material within the cars. Crane operators with gangs of “chain 
men” put skids and crane chains under and around the heavy 
pieces to be loaded. The heavy plates and shapes are often 
moved by traveling cranes from the saws to the loading wharf 
where the empty cars are placed for loading. When engaged 
in this service the same operators and their laboring gangs 
are responsible to the shipping foreman. 

The shipping lists, showing the numbers of pieces, sizes, 
piece numbers, and marks, prepared in the chief shipping clerk’s 
office, are passed to the “counters” who check the outbound 
shipments against these lists to verify the correctness as to 
number of pieces and shipping instructions.. 





A copy of the shipping list is also passed to the “size- 
checkers” who see that the correct sizes are loaded. With 
this double check on the outgoing tonnage, mistakes are min- 
imized and the shipping foreman is in position to make the 
affadavit as to the number of pieces, sizes, and weights of ma- 
terial shipped in case of loss or damage by carriers or claims as 
to correctness of shipments by consignees. 

After the goods are loaded and checked by the “counters” 

and “size checkers,” the shipping lists are sent to the bill of 
lading clerk, who draws up the bill of lading covering each indi- 
vidual shipment, whether carload or less than carload. Less 
than carload shipments are loaded into trap cars at the plant 
and shipments destined to points in the same general direction 
are loaded into the same car. A record of the car each ship- 
ment is loaded into is made on the bill of lading. 
The receiving of inbound shipments is supervised by a 
chief receiving clerk, subordinate to the traffic manager and 
assistant traffic manager. Arrival notices from the carriers an- 
nouncing the arrival of shipments and arrangements for the 
receipt of less carload goods by ferry cars and for the placement 
of carload shipments on the industry’s sidings are made by his 
office. All freight bills for inbound shipments are received in 
this office and a daily statement made of all freight charges 
due the cariers. These statements are audited by the assistant 
traffic manager and orders are issued on the treasurer to pay 
the statements daily. 

The receiving department is responsible for the record 
of the time of placement of cars. These records are used in 
checking demurrage statements. This office also verifies the 
inbound items on the demurrage bills and the shipping de- 
partment checks the outbound charges. Through the assistant 
traffic manager the chief receiving clerk is informed of pur- 
chase orders and dates of shipments made against such orders, 
so that the arrival of goods may be anticipated. Shipments not 
received within reasonable time are reported to the assistant 
traffic manager so that they may be expedited. The receiving 
clerks, under the supervision of the chief clerk, check inbound 
shipments against the purchase orders and freight billings. Over, 
short, or damage reports are made so that appropriate claims 
may be prepared. 

A receiving foreman supervises the work of the unloaders, 
reports damages and shortages to the chief clerk, and orders 
ears shifted to the place at which they are to be unloaded. 
He is responsible for the allocation of his available labor to 
the work 6f unloading cars and for the work of gangs in gen- 
eral. The foreman receives orders as to the cars to be unloaded 
and the order of unloading from the chief clerk. The goal 
toward which he strives is the unloading of all cars within 
forty-eight hours after placement, so that demurrage charges 
may be avoided. The “checkers,” under the receiving foreman 
as well as the unloaders, are constantly on the qui vive for 
damage goods so that the chief clerk’s office may have com- 
plete details of all damages and shortages. 

The services of the crane operators and chain gangs are 
sometimes required to unload heavy articles. In such cases 
the operators and gangs are subordinate to the orders of the 
receiving foreman, just as, in case of work in connection with 
outbound shipments, they are responsible to the shipping fore- 
man. This practice of interchanging labor between the receiv- 
ing or shipping departments, as needed, is noted also in con- 
nection with the shifting of loading and unloading gangs to 
the most urgent work. Normally, certain laborers are desig- 
nated as “loaders” or “unloaders” and report regularly to the 
loading or receiving foremen. If the shipping work is unusually 
heavy as compared to the receiving work, members of the un- 
loading gangs are detailed to the work. This flexibility makes 
for efficiency and enables a considerable volume of tonnage 
to be handled with a small labor force. 


; The detailed outline of this traffic department organization 
is shown in Figure No. 4. 


FUNCTION OF THE TRAFFIC MANAGER 


William R. Moore, traffic manager of the traffic bureau of the 
Eastern Manufacturers of Confectionery and Chocolate, New 
York, has written the following letter to Frank W. Noxon, secre- 
tary of the Railway Business Association, commenting on a 


pamphlet issued by that association concerning the proceedings 
of its annual meeting: 


I have read with interest President Johnson’s tribute to traffic 
managers and the Traffic League, but regret that we must take 
exceptions to one statement by Mr. Johnson, page 5, reading as follows: 
Formerly, the traffic men were selected and employed for only 
one purpose: that was to get lower rates from the railroad, along 
with constantly improving service.” 
his statement may have been of fact prior to 1906. In that year, 
as no doubt you are aware, an amendment to the Act to Regulate 
Commerce (the Hepburn Amendment) became effective, which gave 
to shippers and carriers new privileges and new responsibilities. 
Penalties, in doses of $5,000 or more for each offense, was one of the 
obligations placed upon shippers and carriers for disregarding the act, 
whether through ignorance or by design. Tariffs were published, 
which were understood by representatives of the carriers (their own 
traffic managers) but many shippers not familiar with rate making, 
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or the art of transportation, found it to their advantage to employ 
trained and practical men, as in my case, many railroad men went 
into this new field of endeavor. 

It cannot be denied that the intricacies surrounding the assemb]j 
and distribution of goods are numerous and varied, and so interspergeq 
with legal technicalities and obligations that it is clearly beyond the 
scope of the uninitiated to deal with them, This would indicate that 
industries employed traffic managers for the same reason that the 
carriers originated that office. I may add here that in many instances 
the traffic managers of the commercial organization aided carriers 
to a large degree in eliminating discriminations, in rate adjustments 
and prevented their violation of certain sections of the Act to Regulate 
Commerce, so that we do not concur that the traffic men were selected 
and employed for one one purpose (to get lower rates from the 
railroads). 

The predominating qualification at all times of the commercja} 
traffic manager is the mental equipment of the individual. An efficient 
traffic manager is the product of intensified training, or technica] 
education, and his education is really never completed, as he must 
continually study and analyze the new problems that are continually 
arriving. 

The commercial traffic manager must have an intimate knowledge 
of manufacturing costs, manufacturing processes, commercial geogra- 
phy and trade customs throughout the world. He must be familiar 
to some extent, with legal procedure, since many legal provisions 
regarding transportation of goods are becoming more and more per- 
plexing to the shipping public, and the obligations of carriers and 
shippers are becoming more and more stringently drawn, and sub- 
stantial penalties follow their non-observance, 


He must have an intimate knowledge of rates and tariff construc- 
tion, the application of freight schedules, the principles underlying 
rate construction, and classification procedure, since to a large extent 
these are the trade tools. Above all he must have the ability to 
make a survey of the firm’s output from a transportation standpoint, 
to discover existing discriminations, and to eliminate them through 
the application of the principles of correct traffic procedure, reducing 
to a minimum the industry’s transportation costs, both on inbound 
and outbound tonnage. 


The traffic manager must be broad enough to meet with the 
manager and heads of other departments in his business and _ to 
counsel with and advise them of transportation matters concerning 
the business. He must keep in close touch particularly with the 
managers of the order department, the purchasing department, the 
sales department and the production department, as well as the stock 
department, informing them of adverse transportation conditions, such 
as slow movement, congestion, etc. 


Many railway traffic managers have a one-sided vision; that is, 
they do not appreciate the shippers’ point of view and this creates 
antagonism, because they look only to the railroad’s earning and this 
is sometime’s detrimental to the shipper, resulting in countless cases 
before the Commission that could otherwise be settled by arbitration, 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal this week ended January 10 
was the largest in any week since December, 1920,” the Geolog- 


ical Survey says in its current weekly coal report which, in 
part, follows: 


The total output, including lignite, coal coked, mine fuel and 
local sales, is now estimated at 12,555,000 net tons. This was an 
increase, when compared with the preceding holiday week, of 1,750,000 
tons, and it was within 800,000 tons of the highest output on record 
obtained in the week ended October 25, 1919. Examination of the 
individual railroad returns shows that the improvement was practically 
country-wide, and most of the carriers contributed increased ship- 
ments. 

The average rate of output per working day was 2,092,000 tons. 
Preliminary telegraphic reports of the number of cars loaded on the 
Monday and Tuesday of the week January 12 to 17 were but slightly 
less than on the corresponding days of the week before, indicating 
the probability of another high weekly record. 

he production of anthracite recovered promptly after the holiday 
season to approximately the pre-holiday rate. The total estimated 
output in the week ended January 10, is placed at 1,785,000 net tons, 
an increase of 530,000 tons. Compared with the most recent week of 
full-time operation—that ended December 20—there was a decrease 
of 82,000 tons. Production during the present coal year to date— 
April 1 to January 10—stands at approximately 68,701,000 tons, a 
decrease of 2,142,000 tons from the figure for the corresponding period 
of the coal year 1923-24. 

Incomplete reports from the carriers of coal across the Hudson 
into eastern New York and New England indicate a sharp increase 
in the movement into that territory in the week ended January 10. 
Estimates based on reports from roads that forwarded approximately 
80 per cent of the tonnage handled in the week ended January 3 show 
an increase of about 20 per cent in the number of cars of/bituminous 
coal forwarded and 30 per cent in the number of cars of anthracite. 

Tidewater business in bituminous coal at Hampton Roads was 
somewhat improved in the week ended January 10, but failed to reach 
the pre-holiday level. The total quantity handled was 336,011 net tons, 
an increase of about 10 per cent. Compared with the week ended 
December 13, 1924, there was a decrease of 77,986 tons. The principal 
factors in the improvement were increases of 21,390 and 10,636 tons, 
respectively, in ‘‘other coastwise’’ shipments and foreign bunker coal. 
Cargoes consigned to New England increased slightly, and exports 
were somewhat less than in the week before. 

Under the stimulus of improved foreign demand, tidewater ship- 
ments of bituminous coal in December established a new high monthly 
record for the year 1924, The total quantity dumped over the piers 
at the five Atlantic coal ports was 3,149,911 net tons, an increase of 
445,142 tons, or 16 per cent. The largest single gain was that of 
159,983 tons in exports. Shipments to New England were nearly 10 
per cent larger in December than in November and totaled 1,162,215 
tons, the highest monthly record for the year. 

As shown in the following table [omitted], the December dumpings 
carried the total for the year to 33,216,754 tons. Compared with 
dumpings in 1923, this was a decrease of approximately 11 per cent. 
With the single exception of 1922, when the tidewater trade was 
curtailed by the miners’ strike, the record for 1924 was the lowest in 
the last eight years. 


Of the total dumpings in 1924, 18,094,078 tons, or 54 per cent, were 
handled at Hampton Roads. Compared with 1923, this was an increase 
of 709,594 tons, or 4 per cent. Relatively, the dumpings at Hampton 
Roads showed an increase over 1923 of eight per cent, Dumpings at 
New York were next in importance and totaled slightly over 9,000,000 
tons, as against 10,800,000 in 1923. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Contract to Deliver Car for Interstate Shipment on Certain 

Date Held Void: 

(Supreme Court of Tennessee.) Railroad could not make 
valid contract to deliver car for interstate shipment to shipper 
on certain date, though car was to be furnished such railroad 
py other railroad pursuant to other railroad’s contract with 
shipper, such obligation being greater than that imposed by 
published tariffs—Tennessee Egg Co. vs. Nashville, C. & St. L. 
Ry., 266 S. W. Rep. 106. 

TELEGRAPHS AND TELEPHONES 
Stipulation Requiring Filing of Claims Within Certain Time 

Cannot Be Waived by Company or Agent: 

(Court of Civil Appeals of Texas, Texarkana.)Stipulation in 
telegram, providing for filing of claims within a certain time, 
being a limitation of liability formally adopted and filed and 
approved by Interstate Commerce Commission, pursuant to 
federal act, became lawful condition, upon which messages were 
received and sent, and hence could not be waived by company 
or its agent—Western Union Telegraph Co. vs. Woods, et al., 
266 S. W. Rep. 179. 


Miscellaneous Decisions 


Traffic Cdses Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

No Estoppel from Collecting Undercharge on Interstate Ship- 
ment: 

(Supreme Court of Alabama.) Carrier of interstate ship- 
ment, under interstate commerce act (U. S. Comp. St., sec. 
8563 et seq.), cannot estop itself from collecting undercharge 
of freight rates.—Nashville, C. & St. L. Ry. Co. vs. Gilliam et al., 
101 So. Rep. 889. 

Undercharge on Interstate Shipment Collectible, Though Agent 
Made Mistake and Lien Lost by Delivery of Goods: 
Carrier of interstate shipment may collect undercharge, 

though agent made mistake as to amount due, and lien was 

lost by delivery of freight on payment of less than legal rate.— 

Ibid. 

Consignee Receiving Goods in Interstate Shipment Held Liable 
for Undercharge, Notwithstanding Agreement with Shipper 
or Conduct of Railroad: 

Under interstate commerce act (U. S. Comp. St., sec. 8563 
et seq.) fixing freight charges, defendants, named as ones to 
be notified, in bill of lading, naming shipper both as consignor 
and consignee, who paid freight and received shipment, became 
in law the consignees and owners, and were liable to railroad 
for undercharge of freight, and no agreement with shipper nor 
estoppel by conduct of railroad could relieve them.—Ibid. 
Finding that Applicant for Certificate of Public Convenience and 

Necessity for Operation of Motor Vehicle Was Not Oper- 

ating in Good Faith Sustained: 

(Supreme Court of Appeals of Virginia.) Evidence heid to 
sustain finding by State Corporation Commission that applicant 
for certificate of public convenience and necessity for operation 
by him of motor vehicle over stated route was not on February 
28, 1928, operating over that route in good faith so as to be 
entitled, under acts 1923, c. 161, sec. 3, to such certificate as 
a matter of right—Gruber vs. Commonwealth, 125 S. E. Rep. 427. 
Weight of Evidence on Application for Certificate of Public 

Convenience Solely for Commission, and Findings Not Dis- 

turbed, Uniess Without Evidence: 

Weight of testimony heard by State Corporation Commis- 
sion on application for certificate of public convenience and 
necessity for operation of motor vehicle is solely for commis- 
sion, and reviewing court has no jurisdiction to disturb com- 
mission’s finding, unless plainly wrong or without any evidence 
te support.—Ibid. 

Act Requiring Certificate of Public Convenience and Necessity 
Before Operation of Bus Line Held Not Unconstitutional as 
Denial of Privileges or Equal Protection of Laws: 
Notwithstanding constitutional guaranties of personal right 

and equal protection of the law, no private individual, firm, or 

corporation has right to use public highways in prosecution of 
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business of common carrier without consent of state, and acts 

1923, c. 161, sec. 3, requiring those so engaged to obtain cer- 

tificates of public convenience and necessity, and authorizing 

State Corporation Commission to fix conditions under which 

such certificate may be granted, is not unconstitutional.—Ibid. 

It Is Common Knowledge that Carriers Operating on Highways 
at Time of Enactment of Motor Vehicle Carrier Act Are 
Required by Public Necessity, and Would Not in Future 
Unduly Crowd Highways: 

It is common knowledge that common carriers operating 
on public highways at time of enactment of motor vehicle car- 
rier act (acts 1923, c. 161) were necessary for public conven- 
ience, that such number would not in future unduly crowd 
improved highways.—Ibid. 

Motor Vehicle Carrier Act Held Not to Arbitrarily Classify 
Such Carriers: 

Motor vehicle carrier act, sec. 3, authorizing issuance, as 
matter of right, of certificates of public convenience and neces- 
sity to carriers operating in good faith at time of its enactment, 
and providing that such certificates to additional carriers should 
be granted or refused as public convenience and necessity re- 
quire, is reasonable and not arbitrary classification, and is valid 
exercise of police power.—Ibid. 

Motor Vehicle Carrier Act Declaring Such Carriers Transporta- 
tion Companies and Public Service Corporations Held Not 
Unconstitutional: 

Motor vehicle carrier act, sec. 3, declaring motor vehicles 
carriers as therein defined to be transportation companies and 
public service corporations within laws of state does not con- 
travene Const. 1902, sec. 153.—Ibid. 

Motor Vehicle Carrier Act Held Not to Contravene Constitu- 
tional Provisions Against Local or Special Laws: 

Const. 1902, sections 63, 64, prohibiting enactment of any 
local, special, or private law creating private corporations or 
granting to private corporations, etc., any special or exclusive 
right, does not render motor vehicle carrier act (acts 1923, c. 
161), granting to carriers then operating certificates of public 
convenience and necessity as matter of right invalid, such act 
being general.—lIbid. 

Carriers Operating at Time of Enactment of Motor Vehicle Car- 
rier Act Are Entitled to Certificates Authorizing Operation 
Only of Same Number and Capacity of Vehicles: 
(Supreme Court of Appeals of Virginia.) Under motor 

vehicle carrier act, sec. 3, authorizing issuance as matter of 

right of certificates of public necessity and convenience to 
carriers operating on February 28, 1923, such carriers are en- 
titled to certificates authorizing operation only of same number 
and capacity of vehicles they were then operating.—J. E. Sheets 

Taxicab Co. vs. Commonwealth, 125 S. E. Rep. 431. 

It Is Common Knowledge that Motor Vehicle Carriers Operating 
When Motor Vehicle Carrier Act Enacted Would Not Un- 
duly Crowd Highway: ‘ 

It is common knowledge that number of motor vehicle 
carriers, and volume of their traffic existing at time of enact- 
ment of Motor Vehicle Carrier Act (Acts 1923, c. 161), will not 
in future unduly crowd improved highways.—Ibid. 

Certificate of Convenience Silent as to Number of Vehicles to 
be Operated Does Not Authorize Operation of Unlimited 
Number: 

Certificate of public convenience and necessity granted 
under Motor Vehicle Carrier Act, sec. 3, as matter of right to 
carrier operating on February 28, 1923, but silent as to number 
of vehicles authorized to be operated, is not authority for 
operation of greater number of vehicles than applicant had pre- 
viously operated.—lIbid. 

Evidence Held to Sustain Findings of Commission That Appli- 
cant for Certificate of Public Convenience Had Prior to 
Motor Vehicle Carrier Act Operated Only One Vehicle: 
Evidence held to sustain finding of Commission that appli- 

cant for certificate of public convenience and necessity of motor 

vehicle was on February 28, 1923, operating in good faith over 
route in question only one automobile.—lIbid. 

Motor Vehicle Carrier Act Held Not Denial of Equal Protection 
of Laws: 

Motor Vehicle Carrier Act, sec. 3, authorizing issuance as 
matter of right of certificate of public convenience and necessity 
to those operating on certain date, and authorizing Commission 
to fix conditions under which further certificates would be 
issued, held not violative of Const. U. S. Amend. 14, sec. 1, as 
denial of equal protection of laws.—Ibid. 

Finding of Commission on Conflicting Evidence Cannot Be Dis- 
turbed: 

(Supreme Court of Appeals of Virginia.) Finding on con- 
flicting evidence of Commission as to whether applicant for cer- 
tificate of public convenience and necessity for operation of bus 
line was operating in good faith on particular date cannot be 
disturbed.—Carroll et al. vs. Commonwealth, 125 S. E. Rep. 433. 
Denial of Certificate of Public Convenience and Necessity to 

Partnership, One Partner of Which Was Operating Bus Line 

Before Enactment of Motor Vehicle Carrier Act, Held Error: 

The right to certificate of public convenience and necessity 
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for operation of motor vehicle carrier existing under Motor 

Vehicle Carrier Act, sec. 3, in favor of those who were in good 

faith operating on February 28, 1923, is not limited to the 

“person, firm or corporation” by themselves, but may include 

others associated with them, and denial of certificate to partner- 

ship, one partner of which only was operating in good faith 
at time stated, was error.—lIbid. 

Denial of Certificate of Public Convenience and Necessity for 
Operattion of Bus Line Held Improper: 

(Supreme Court of Appeals of Virginia.) Applicant under 
Motor Vehicle Carrier Act (Acts 1923, c. 161) for certificate of 
public convenience and necessity for operation of bus line can- 
not, under setion 3, authorizing issuance of such certificate 
as matter of right to person so engaged on February 28, 1923, 
be denied certificate merely because on that date he was so 
engaged with another, rather than individually—Bowman vs. 
Commonwealth, 125 S. E. Rep. 435. 

Carrier May Look to Consignee for Payment and May Waive 
Lien by Delivery, and Still Hold Consignor Liable on Con- 
tract of Shipment: 

(Supreme Court of Arkansas.) Carrier, contracting with 
shipper to transport goods, has right to look at consignor for 
payment of freight, and may waive its lien on goods by deliver- 
ing them to consignee, and still hold consignor liable on con- 
tract of shipment.—Missouri Pac. R. Co. vs. Pfeiffer Stone Co., 
266 S. W. Rep. 82. 

Delivery to Consignee Without Collecting Freight From Him, 
as Provided in Bill of Lading, Does Not Release Consignor: 
Stipulations in bill of lading that goods are to be delivered 

to consignee, “he paying freight,” or any similar provision, are 

for benefit of carrier, dnd delivery to consignee without collec- 
tion of freight bill will not release consignor from liability there- 
for, in absence of special stipulation to contrary.—Ibid. 

May Recover Difference Between Scheduled Rate and Lower 
Rate Quoted by Mistake: 

On interstate shipments carrier may compel shipper to pay 
difference between legally established interstate rate and lower 
rate quoted or collected by mistake or otherwise.—Ibid. 
Cannot Depart from Published Schedule of Interstate Rates: 

A carrier cannot depart to any extent from its published 
schedule of rates for interstate transportation on file, without 
incurring penalties of act of Congress.—Ibid. 

Shipper Held Liable for Undercharge in Freight Rate Where 
Charged Less Than Scheduled Interstate Rates: 

Where contract of shipment of cut stone provided for rate 
less than published schedule filed with interstate commerce 
commission, carrier could recover difference, since scheduled 
rate formed part of contract of shipment by operation of law, 
and parties could not contract for less rate than schedule filed 
with commission.—Ibid. 

Action by Carrier to Recover Difference Between Contract Rate 
and Published Schedule of Rates Held Governed by Five- 
Year Statute of Limitations: 

Action by interstate carrier to recover difference between 
published schedule of rates filed with interstate commerce com- 
mission and rates provided for in contract of shipment, such 
scheduled rates forming part of contract of shipment by oper- 
ation of law, is in action founded on contract in writing, gov- 
erned by five- -year statute of limitations (Crawford & Moses’ 


Dig. sec. 6955), and not by three-year statute of limitations 
(Section 6950). 


Under Statute Against Discrimination, No Agreement or Mis- 
take by Carriers Can Defeat Right and Duty to Collect 
Published Freight Rates: 

(Supreme Court, Trie County.) Under federal statute pro- 
hibiting discrimination in freight rates, no agreement between 
shippers and carriers or mistake or negligence by carriers in 
representing or collecting their freight charges can defeat their 
right and duty to collect published rates—New York Cent. R. 
Co. vs. Sharp, 206 N. Y. S. 755. 

Person Designated as One to be Notified, Who Directed Carrier 
to Deliver to Third Person, Held Not Liable for Balance of 
Freight Charges Not Collected: 

Persons designated in straight bill of lading as one to be 
notified, who directed carrier to deliver goods to third person 
on payment of freight charges, held not liable on any implied 
promise to pay balance of published rates which carrier through 
mistake failed to collect.—lIbid. 


GOVERNMENT SEEKS RECOVERY 


The government has filed a civil suit, in New York, against 
Henry L. Joyce who, last May, pleaded guilty to an indictment 
accusing him of conspiracy to defraud the government for the 
recovery of more than $1,000,000 alleged to have been taken 
illegally from the government while Joyce was in charge of the 
marine department of the Central Railroad of New Jersey, in 
the period of federal control. Joyce also pleaded guilty to a 
charge of violation of section 10 of the Clayton anti-trust law. 
accusing him, while working for the railroad, of making con- 
tracts with two. companies in which he had an interest, without 
asking for competitive bids. The suit was filed by Hiram C. 
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Todd and John J. Hickey, special assistants to the attorney 
general. Mr. Hickey is the man in charge of the Commission’s 
Bureau of Inquiry. That bureau gathered the facts on which 
the indictments were based. 

The papers in the suit allege that the Railroad Stevedoring 
Corporation and the Boat Repairing Corporation, made co- 
defendants with Joyce, received contracts, made by the Central 
Railroad Company, of New Jersey, in connection with the 
operation of the marine equipment of the railroad company and 
that the two companies made excessive profits. The declara- 
tion of the government is that on one transaction the government 
was deprived of $100,000 by reason of Joyce turning over to the 
stevedoring company four railroad-owned tugs, part of the equip- 
ment the government had taken over when it took over the rail- 
road, for 1,000 days, without cost to the corporation. The 
declaration mentions another item involving a large amount, 
namely, the lending, without cost, of four cranes for 3,385 days 


for which the government should have received more than 
$80,000. 


PERSONAL INJURY CASES 


The Supreme Court of the United States this week dis- 
missed, for want of jurisdiction, No. 165, O. H. Chrisp vs. Di- 
rector-General Davis, involving personal injuries to the plaintiff 
while employed by the Missouri Pacific as a brakeman. The 
Supreme Court of Arkansas held that the action was barred 


as to the Director-General and Chrisp sought a review of that 
decision. 


FRUIT AND VEGETABLE SHIPMENTS 


Combined shipments of 18 principal lines of fruits and vege- 
tables totaled 13,232 cars the week ended January 17, according 
to the Bureau of Agricultural Economics of the Department of 
Agriculture. Totals from the weekly summary of carlot ship- 
ments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
Jan. Jan. Jan. This Sea- Last Sea- Totai 
11-17, 4-10, 13-19, son to son to Last 
1925 1925 1924 Jan. 17 Jan. 19 Season 
Summary Apples: : 
Western States 594 606 1,142 36,020 50,690 63,014 
Eastern States 684 653 836 49,606 62,755 75,100 
pS) ee 1,278 1,259 1,978 *85,626 *113,445 138,114 
— er: 
eee 132 168 121 *2,163 1,906 4,242 
cabbage (Old Crop): 
| Pee 714 1,148 746 *37,933 34,081 *37,012 
Cabbage New Crop): 
. eee 132 118 264 340 B 660 *37,933 
Celery (Old Crop): = 
ees 345 549 310 *16,725 16,001 17,107 
Celery (New Crop): ss 
ci ney 204 118 402 331 B701 B*16,725 
Grapefruit: : 
| Ree 584 858 442 *7,735 8,366 *19,992 
Lemons: 
ae 169 105 206 *2,679 2,754 *12,612 
Lettuce: 
‘oes 738 774 905 *7,820 7,427 *38,723 
a Citrus Fruits: 
eae 144 146 7 1,344 * 4,728 
Mixed — ne: 
| reer 589 *657 433 *1,389 1,268 *28,490 
a. 
Bahama Is. 15 0 seats 15 voce ease 
MRORICO 66 cece ve 2 2 0 5 0 159 
Onions 
WE oseeosens 6417 *756 707 *24,861 23,374 29,480 
Imrorts Cuba ..... 1 - maior 1 were aelie 
Orances: 
2 ee 2,228 *2,366 1,467 *22,298 25,301 *78 388 
Peprers: 
eee 22 18 30 *1,093 1,418 ae 539 
Imports Cuba ..... 3 0 anuceia 3 ee 
Spinach: : 
oo ee 179 208 188 *2,104 2,337 7,618 
Strawberries: : va 
_ eee 52 32 44 89 99 *18,767 
String Beans: s 
. aa 104 134 48 487 434 *5,014 
Sweet Potatoes: a 
NE nce var score 283 *401 302 *12,104 12,414 *14,005 
Tomatoes: ae 
2 | ae 10 8 141 66 298 *26,088 
Imports: 
Bahama Is. .. 26 0 9 75 25 4i 
BEGRICO 2.0008 50 27 18 126 49 1,82! 
i ee 4 0 14 25 22 63 
Summary Potatoes: 
Leading Sec- 
tions, Late aa 
CPEB. .sscies 4,683 5,174 3,809 $8,934 111,347 193,582 
Other Sections, rs - 
Late Crop.. 26 43 72 17,741 13,695 15, 12 6 
Early Crop.... 5 2 12 49,922 33.340 33, 391 
, | 4,714 *5,219 3,893 *166,597 158,382 242,099 
Imports: 
Bahama ...... 3 0 sige 3 aki cose 
CRNMGR evccwss 0 1 0 35 27 vo 











All Commodities: 7 apne 
Grand Total..13,232 15,042 12,627 *393,784 *409,305  *725,01 


+ Unavailable. 
B Not included in Grand Total. 
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PORT DIFFERENTIAL DECISION 


The Trafic World Washington Bureau 


The Shipping Board in a decision announced January 20 
disapproved and canceled the joint or tripartite conference 
agreement subscribed to by steamship lines operating from 
north Atlantic, south Atlantic and Gulf ports to United Kingdom 
and European ports, holding that the agreement was unfair as 
between carriers and operated to the detriment of the com- 
merce of the United States within the meaning of section 15 
of the shipping act of 1916, 

The effect of the decision is to wipe out the ocean rate dif- 
ferentials of 714 cents from south Atlantic ports and 15 cents 
from Gulf ports, over the rates from north Atlantic ports, as 
required by the conference agreement. The steamship lines may 
negotiate a new agreement but the provisions thereof will be 
subject to approval of the Shipping Board. 

The decision was made in Docket No. 26, Port Differential 
Investigation. In Docket No, 23, Port Utilities Commission of 
Charleston, S. C., et al. vs. The Carolina Company et al., and in 
Docket No. 25, Norfolk Port Commission vs. Algerian-American 
Lines et al., the board held that the allegations under sections 
16 and 17 of the shipping act were not sustained and dismissed 
the complaints. 

Hearings in the port differential case were held before H. E. 
Manghum, examiner of the bodrd in charge of the division of 
regulation, in October. Argument was heard by the board 
November 25. Examiner Manghum, who has resigned effective 
February 1, completed his report in the case December 17. 
His report was adopted by the board without any changes being 
made therein. The report of the board, as prepared by Examiner 
Manghum, follows: 


The Port Utilities Commission of Charleston, S. C., and The 
Municipal Docks and Terminals of the Port of Jacksonville, Fila., 
filed with the Board, on May 13, 1924, under Section 22 of the Shipping 
Act, 1916, a complaint against The Carolina Company, Trosdal, Plant 
& Lafonta, and Tampa Inter-Ocean Steamship Company, which has 
been given Docket No. 23, assailing as unjustly discriminatory and 
unreasonable, in violation of Sections 17 and 18 of said Act, the 
establishment and maintenance of rates from South Atlantic ports 
of the United States to European and certain other foreign ports 
differentially higher than corresponding rates contemporaneously 
maintained from North Atlantic ports of the United States to said 
ports. On July 26, 1924, The Norfolk Port Commission filed a com- 
plaint, Docket No. 25, against the same and other water carriers 
wherein it attacked as unduly discriminatory, in violation of Section 
16 and 17 of said Shipping Act, the practice of applying parity rates 
from North Atlantic, South Atlantic, and Gulf ports of the United 
States to said foreign ports. Numerous intervening petitions on 
behalf of ports from Portland, Maine, to Galveston, Texas, as well 
as on behalf of other interests, were filed in both cases, and ad-. 
ditional complaints involving substantially the same matters were 
about to be filed. At this juncture the Board, in order to avoid 
multiplicity of hearings, and in the welfare of the general public, 
instituted upon its own motion by its order of August 5, 1924, The Port 
Differential Investigation, Docket No, 26, for the purpose of determin- 
ing to what extent, if any, the rates and charges in respect to the 
transportation of freight traffic from North Atlantic, South Atlantic, 
and Gulf ports of the United States to United Kingdom, Baltic 
Scandinavian, Continental European, Portugese-Spanish, Mediter- 
ranean, and/or Adriatic, Black Sea and Levant ports, the practice of 
maintaining on certain commodities differentials in favor of North 
Atlantic and against South Atlantic and Gulf ports, and differentials 
in favor of North Atlantic and South Atlantic ports against Gulf 
ports of the United States, and the practice of maintaining on certain 
other commodities parity rates from said United States ports to said 
foreign ports via common carriers by water subject to the Shipping 
Act, 1916, are unduly prejudicial to, or unduly preferential of, partic- 
ular ports, persons, or traffic, or unjustly discriminatory in violation 
of Sections 16 and 17 of said Shipping Act, or are otherwise unlawful, 
and, if so found, to make such findings and order or orders as may 
appear proper in the premises. ; 

Dockets 23 and 25 were consolidated with Docket 26. A copy 
of the order instituting the investigation was served upon all common 
carriers by water subject to the Shipping Act and operating in the 
trades above described. A copy of the order was also served upon 
the parties and interveners in Dockets 23 and 25, the combined 
issues of which are practically co-extensive with the inquiry com- 
prehended by the general investigation. Notice of the time and 
place of hearing was duly given to all parties and interveners, the 
general public was advised thereof through the press, and everyone 
was given full opportunity to be heard. The three cases were 
heard together before the examiner, were argued jointly before the 
Board, and will be disposed of in one report. The record shows that 
the respondent, Isthmian Steamship Line, is not engaged in the 
trade comprehended within the proceeding. ' 

The complaint in Docket 23, alleges, among other things, that 
the rates involved are unreasonable, in violation of Section 18 of 
the Shipping Act. It is only necessary here to point out that Section 
18 applies to interstate rates, charges and practices of common car- 
riers by water, whereas the rates, charges and practices here under 
consideration apply in connection with the transportation of freight 
from ports in the United States to ports in foreign countries. Ac- 
cordingly, this phase of the complaint will be given no further 
consideration in this report. 

Sections 16 and 17 of the Shipping Act, in so far as they have 
application to the present proceeding provide— > 

“See. 16. That it shall be unlawful for any common carrier by 
water, or other person subject to this Act, either alone or in con- 
junction with any other person, directly or indirectly— 

“First. To make or give any undue or unreasonable preference 
or advantage to any particular person, locality, or description of 
traffic in any respect whatsoever, or to subject any particular person, 
locality, or description of traffic to any undue or unreasonable preju- 
dice or disadvantage in any respect whatsoever. * * * 

“Sec. 17. That no common carrier by water in foreign commerce 
Shall demand, charge, or collect any rate, fare, or charge which is 
unjustly discriminatory between shippers or ports, or pujustly preju- 
dicial to exporters of the United States as compared with their 
foreign competitors. Whenever the Board finds that any such rate, 
fare, or charge is demanded, charged, or collected it may alter the 
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same to the extent necessary to correct such unjust discrimination 
or prejudice and make an order that the carrier shall discontinue 
demanding, charging, or collecting any such unjustly discriminatory 
or prejudicial rate, fare, or charge.”’ 

It will be observed that the character of discrimination inhibited 
by these provisions of the statute is discrimination which is undue, 
unreasonable, or unjust. Whether that measure of discrimination 
is established by this record it is the province of the Board to 
determine. 

The record exhibits that for rate-making purposes the ports on 
the Atlantic and Gulf coasts of the United States have been placed 
into three distinct groups: namely, the North Atlantic group, which 
embraces all ports from Portland, Maine, to Norfolk, Virginia, in- 
clusive; the South Atlantic group, which embraces all Atlantic ports 
south of Norfolk, and the Gulf group, which includes all United States 
ports on the Gulf of Mexico. Pricr to the war there was no such 
definite groupings of ports for the purpose of establishing fixed 
rate relationships. It is of record that on certain traffic moving 
from the Gulf to Hamburg at that time, the rate was 10 cents per 
hundred pounds in excess of the corresponding rate from New York; 
that on traffic moving from Boston to Europe the rate was sometimes 
lower than the corresponding rate from New York; and that with 
regard to Philadelphia and Baltimore, as compared with New York 
and Boston, the relationship between the rates varied. In other 
words, it was not a matter of agreement between carriers as to 
what the rate relationship between ports should be, but was the 
exercise by individual carriers of their right to fix rates, which to 
them seemed justified by the conditions. Following the cessation 
of the war, and some time prior to April, 1920, there was evolved 
a system of port grouping and differentials. ‘In April, 1920, the 
grouping of ports was as above indicated and the rates to the 
foreign ports in question were applied on the differential principle, 
the amount of the differential in favor of the North Atlantic ports 
and against the Gulf ports generally being 15 cents per 100 pounds, 
or 5 cents rer cubic foot, and against the South Atlantic ports 7% 
cents per 100 pounds, or 2% cents per cubic foot. 

On April 22 and 23, 1920, the members of the North Atlantic, 
South Atlantic, and Gulf steamship conferences in joint meeting 
adopted the aforementioned grouping plan and also the differentials 
then existing. The details of this conference situation will not be 
gone into at this point, and reference is made thereto only for 
historical purposes. Generally speaking, the amounts of the dif- 
ferentials have remained the same up to the present time. Just 
what influenced the fixation or adoption of these differentials is not 
reflected by the record. There is some testimony, however, to the 
effect that when the differentials were agreed upon among the con- 
ferences the intent was to fix percentage differentials: for example, 
15 per cent instead of 15 cents. Evidence is of record that in 1920, 
at the time the differentials were agreed upon among the con- 
ferences, the general level of rates from the North Atlantic ports to 
the foreign ports involved in this proceeding was $1 per 100 pounds, 
whereas now it is about half that amount, such change, of course, 
markedly affecting the relationship between the differentials and the 
rates. It is therefore manifest that the high percentage relationship 
which the differentials today bear to the rates is a matter of 
ae soeeen to the shipper than was the relationship which obtained 
n 4 

Neither the Charleston nor the Norfolk compltint challenged the 
propriety of the practice of grouping ports for rate-making purposes, 
nor the general fairness of the present grouping; and while at the 
hearing some criticism was made of the sweep of the North Atlantic 
group the record, as a whole, does not reveal any widespread dis- 
satisfaction with the prevailing groups. Such criticism as was made 
in this connection was directed against the inevitable resultant of 
any grouping system, i. e., that there is always some disparity 


between the distance from the various points in a group to a common 
market. 


It is natural and consistent with recognized principles of rate 
structures that the carriers should have in some manner grouped 
these ports. The present grouping does not seem either unnatural 
nor is it established by the facts in this case that it is unduly 
discriminatory or otherwise in violation of the statute. It might 
be said in passing, that the Board is not disposed to disturb port 
groupings which have prevailed for a considerable length of time 
and to which business has accustomed itself, except for very strong 
and compelling reasons. 


Considerable stress was laid upon what were conceived to be 
wide differences in distance from a port in one group to the foreign 
ports as compared with the distance from a port in another group to 
the same ports. For example, it was shown that the distance from 
Boston to Liverpool was 3,058 miles; from Charleston to Liverpool, 
3,613. miles, and from New Orleans to Liverpool, 4,686 miles, the 
North Atlantic carriers and some of the North Atlantic port in- 
terests contending that such marked difference in distance war- 
ranted the maintenance of rate differentials. The Gulf and South 
Atlantic interests, on the other hand, contended that differences in 
distance should be largely ignored in this trade. The situation 
with respect to distances is adequately disclosed by the following 
table, which has been taken from data submitted of record: (omitted.) 


It was undisputed that by far the greatest volume of traffic 
moved from the North Atlantic ports and that a substantial part 
thereof Was high-class package freight, whereas the general run of 
cargo moving from the South Atlantic and Gulf ports was low class, 
unmanufactured articles. The record shows, moreover, that the 
South Atlantic and Guif ports draw most of their traffic, with the 
possible exception of grain and a few Pacific coast products, from 
territory which is regarded as local to those port groups, and that 
the North Atlantic cargoes are comprised to a large extent of traffic 
originating in the middle west or what is known as Central Freight 
Association territory. It is also apparent that the situation in re- 
gard to return cargoes is greatly in favor of the North Atlantic 
ports as compared with either the Gulf or South Atlantic ports. The 
same may be said as to turn-around, insurance, voyage time, and 
other items directly connected with transportation. 

That traffic originating in Central Freight Association territory 
was referred to throughout the hearing and will be designated herein 
as competitive traffic. No definite figures as to the relative volume 
of competitive as compared with traffic originating locally to the 
ports are available in the record. It does not appear, however, that 
any substantial amount of this competitive traffic moved from the 
Gulf or South Atlantic ports, representative of those two groups con- 
tending that the existing differentials are prohibitive, so far as ob- 
taining any of this traffic is concerned. Instances were also cited by 
such representatives of efforts to solicit this business, resulting in 
refusal on the part of producers and manufacturers to patronize the 
southern ports on account of the higher freight charge which would 
be assessed against their commodities by the water carriers. The 
same witnesses admitted, however, that the normal flow of this com- 
petitive traffic was through the North Atlantic ports and that in the 
absence of congestion or inability of such ports to handle this traffic 
it was not likely, even with parity rates, that any appreciable volume 
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of it would move through the Gulf or South Atlantic ports, princi- 
pally by reason of the greater distance to the European market and 
longer voyage time. 

Respondent carriers operating from the North Atlantic ports 
contend that cost of operation is the fundamental or most important 
factor in the determination of rates, and a witness appearing on 
behalf of these carriers testified that it costs approximately 35 per 
cent more to operate from the Gulf than from the North Atlantic, 
and 15 per cent more from the South Atlantic than from the North 
Atlantic ports. This North Atlantic witness admitted that, regarded 
strictly from a cost basis, 15 per cent was probably high for the dif- 
ference in cost as between the South Atlantic and North Atlantic 
ports. Representatives of the Gulf and South Atlantic admitted a 
heavier cost of operation from their ports but denied that it amounts 
to 35 per cent, or 15 per cent, respectively, one witness stating that 
15 per cent was probably as near as anyone could get to the differenc 
in cost of operating a vessel, for example, between Boston and Liver- 
pool and Houston and Liverpool. The South Atlantic and Gulf inter- 
ests, however, minimize the importance of cost for that purpose, some 
witnesses even going to the extent of advocating that it should be 
disregarded in the trans-Atlantic trade. As illustrative of the differ- 
ence in cost of operation from the three port groups, an instance 
was cited of an 8,000-ton vessel operating from New York to _Liver- 
pool at a daily cost of $350, not including overhead charges or the very 
important item of fuel. On the basis of the difference in sailing of two 
days as between New York and Charleston to Liverpool, this would 
mean a difference in cost of operation against Charleston of_ $700. 
The record shows that the sailing time from New Orleans to Liver- 
pool is approximately 634 days more than from New York to that 
port. which results in a heavier cost of operation from the Gulf of 
$2,333. Furthermore, these same carriers claim that_the cost of 
operating vessels has not materially decreased from the cost level 
of 1920. The Gulf operators, although admitting that, generally 
speaking, cost of vessel operation and stevedoring are about the same 
as they were at that time, contend that they themselves are oper- 
ating their vessels somewhat more cheaply now, due to the lower 
cost of fuel and the absence of port congestion. 

As hereinbefore indicated, the circumstances surrounding the 
adoption of the present differentials by the steamship lines do not 
reveal any clearly defined rule or reason for their particular amount 
or measure. At the hearing, however, the theory was injected that 
the primary purpose of the differentials was to offset the additional 
cost of operation from the South Atlantic and Gulf ports over the 
North Atiantic ports on the basis of the then existing level of rates. 
If that were the desideratum it is difficult to understand why these 
differentials have not varied with the exceedingly large variation in 
rates. In making this observation the board does not concur in the 
theory that a carrier is justified in burdening a port with a differ- 
ential for the sole and only reason that the cost of operation from 
that port is greater than from some other port. It is obvious to the 
board that many elements, such as volume of traffic, competition, 
distance, advantages of location, character of traffic, frequency of 
service, and others, are properly to be considered in arriving at ad- 
justment of rates as between ports; but even assuming that the 
theory advanced is valid, it is plain from the facts in this case that 
it had not been adhered to by the carriers. 

Counsel for the South Atlantic ports raises the point that, should 
the board countenance a continuance of the present or any_differen- 
tials, such action would be in contravention of Article 9, Section 1, 
of the Constitution of the United States, which prohibits unduly 
preferring a port in one state over a port in another state. The 
fallacy of this contention, however, is sufficiently demonstrated by 
decisions of the United States Supreme Court. (See State of Penn- 
sylvania vs. Wheeling-Belmont Bridge Company et al., 59 U.S. 
421: South Carolina vs. Georgia et al., 93 U. S. 4; Armour Packing 
Co. vs. U. S., 209 U. S. 56.) 

It was also urged upon the board by counsel representing North 
Atlantic interests that, inasmuch as many of the carriers do not 
operate from more than one district, they can not be held accountable 
for any undue discrimination which may result from_the existing 
rate situation. Counsel for the South Atlantic and Gulf interests 
contend, on the other hand, that although many of these carriers 
do not operate for more than one district, they are nevertheless re- 
sponsible for the alleged undue discrimination. An examination of 
cases cited by counsel reveals that they involve railroad transporta- 
tion, privileges local to a particular railroad, and through joint rates, 
all of which present different facts from those here present. It is 
established by this record that these common carriers by water, pos- 
sessing the ability, among other things, to shift vessels from one port 
to another, voluntarily met and entered into a_ definite agreement 
that the differentials against certain ports should be such and such, 
and that none of the carriers, no matter from which ports they 
operated, should depart from these differentials while a party to such 
agreement. In view of the disposition we are making of this case, 
however, we do not deem it necessary to pass upon this question; 
but we take this occasion to state that in considering such a ques- 
tion the totally different conditions arising in_water transportation 
as compared with railroad transportation should not be lost sight of. 

Against the objection of counsel for the North Atlantic lines evi- 
dence was admitted which tended to show that in other trades, for 
example, the trans-Pacific and West Indies trades, distance to a 
large extent is disregarded in rate making. While we deem this evi- 
dence admissible in a proceeding of this character, yet its probative 
force may or may not be considerable, and we do not corisider it to 
be our province or right to adjust rates in this particular trade on 
a basis which obtains in other trades in which there may be present 
entirely different circumstances and conditions with regard to cost 
of operation, character of cargoes, competition, and other matters. 
Accordingly, the failure to show similarity of conditions in the 
trades in these respects derogates greatly from the value of evi- 
dence adduced on this point. 


The South Atlantic and Gulf interests contend that because pari- 
ties are accorded to certain commodities the carriers should be com- 
pelled to grant parities on other commodities. The Norfolk Port 
Commission, on the other hand, takes the position that the carriers 
should establish the existing differentials on all these parity com- 
modities, thereby eliminating all parities. Both these contentions 
overlook the great difference in circumstances surrounding the 
present parity commodities and non-parity commodities; they also 
overlook the different operating conditions with respect to the three 
districts, and that there are many things which the carriers for 
traffic and business reasons may do which the board can not legally 
compel them to do. j . : 

Permeating the record in this case is the thought advanced pri- 
marily by counsel for the Port of New York Authority and the 
New England ports that rail-and-water rates from Central Freight 
Association territory to foreign destinations should be equalized 
through all these ports. Without attempting to pass upon this mat- 
ter, which is manifestly beyond the scope of the Board’s jurisdic- 
tion, the Board can only state that in the great public interest it 
would seem obvious that rate structures should be so made as to 
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permit the flow of traffic to pass through as many ports as the 
economies of transportation and distribution will allow. 

After consideration of all the facts, circumstances and evidence 
of record in this proceeding, the Board concludes and decides that 
complainants in Docket No. 23 have not shown that the existing dif- 
ferentials and rates applicable to the foreign ports herein involve 
unduly prejudice South Atlantic ports in favor of North Atlantic 
ports, in violation of Section 16 of the Shipping Act; that complainant 
in Docket No. 25 has not shown that the maintenance of the same 
rates from Atlantic and Gulf ports to said foreign ports on so-calleq 
parity commodities constitutes an undue prejudice or unjust discrim- 
ination against the Port of Norfolk, in violation of Section 16 ang 
17 of the Shipping Act, and that the evidence submitted in Docket 
No. 26 fails to show the present rate adjustment between North At- 
lantic, South Atlantic and Gulf ports to be unduly prejudicial or 
unjustly discriminatory, in violation of Sections 16 and 17 of the 
Shipping Act. 

Having disposed of the discriminatory phase of the case there 

remains for consideration the steamship conference situation. Ac. 
cording to the record the North Atlantic Conferences are composed 
of regular lines operating between North Atlantic ports and Uniteq 
Kingdom and European ports, the two North Atlantic-United Kingdom 
Freight Conferences having been organized in 1918 and 1919, and the 
North Atlantic-Continental Freight Conference on March 9, 1929. 
The South Atlantic Steamship Conference, embracing the regular 
lines operating from South Atlantic ports, was organized on March 
11, 1920, and the Gulf Shipping Conference, Incorporated, was or- 
ganized on March 13, 1920. The general purpose of these conferences 
is to establish and observe conference rates, rules and regulations 
directly affecting the trade. 
_ , In April, 1920, the conferences above named met and entered 
into an interlocking arrangement or agreement for the avowed pur- 
pose of effectively controlling the acts of member carriers from all 
Atlantic and Gulf ports with respect to rates. It was at this meet- 
ing differentials against the South Atlantic and Gulf ports were 
adopted and also the parity and_ neutral commodity lists. Appar- 
ently the differentials were the hub of the tri-partite conference 
agreement, in the absence of which there would in all likelihood not 
have been any joint agreement. It is clear from the record that 
there was very little, if any, consideration given to the interests of 
the shipping public in negotiating the agreement. The point is made 
that the South Atlantic and Gulf lines consented to the differentials 
in exchange for the agreement on the part of the North Atlantic 
lines to permit the former to charge rates on a parity with the 
North Atlantic rates on certain commodities, most of which are in- 
digenous to South Atlantic and Gulf ports. It is very doubtful whether 
the South Atlantic or Gulf lines fully realized the probable effect 
of their action with regard to future adjustments of rates. In any 
event, they have at subsequent meetings of the three conference 
groups sought to have the differentials modified or abolished. An 
outstanding feature of the agreement is that the differentials can 
not be changed except by the unanimous vote of the three parties. 
The result is, so long as the North Atlantic regards the differential 
as favorable to itself and withholds its required consent the other 
two parties are powerless to change the situation. In other words, 
the practical result is that the South Atlantic and Gulf lines have 
irrevocably bound themselves to apply the differentials. . 

It is urged that the tri-partite conference agreement and pro- 
cedure of the joint conference meetings is based on voluntary action. 
This may be substantially true with respect to the new matters which 
come before the conference for adoption but when a rate or rule 
is once adopted and one party consistently and selfishly refuses to 
cast its consenting vote which would remove or change that rule 
or rate the conference to all intents and purposes ceases to be vol- 
untary. Representatives of conference members from all three port 
groups admitted that the existing differentials against the South At- 
lantic and Gulf ports were uneconomic or unfair, but nevertheless 
efforts to revise them have been futile by virtue of the present con- 
ference situation. It is therefore obvious that the differential situa- 
tion is effectively controlled by the North Atlantic lines. In this 
connection it should be pointed out that the membership of the 
North Atlantic Conferences is predominantly foreign. This foreign 
membership, with votes outnumbering by far those of the American 
members, dominates the tri-partite conference and the rates appli- 
cable to American commodities moving in American bottoms from 
American ports. The result is effective control by foreign lines of 
an extensive portion of our commerce and of much of our shipping. 
Manifestly, in view of the responsibility imposed in it for the up- 
building of an American Merchant Marine, this situation calls for 
unequivocal action on the part of the Board. 

_ Section 15 of the Shipping Act, 1916, enjoints upon common car- 

riers by water subject to the Act the duty of filing with the Shipping 
Board agreements of the character now under consideration. The 
term “agreement” as used in that section is stated to include, un- 
derstandings, conferences, and other arrangements whether oral or 
written. Paragraph 2 of said section provides: 

The Board may by order disapprove, cancel or modify any 
agreement or any modification or cancellation thereof whether or 
not previously approved by it that it finds to be * * * unfair as be- 
tween carriers, shippers * * * or ports, or to operate to the detri- 
ment of the commerce of the United States.” 

_ Pg ene poe tg provides: 

“it. 2 e unlawful to carry out any agreement an tion 
thereof disapproved by the board.” diiies sf cam 

_ Upon the record in this case the Board finds that the existing 
tri-partite arrangement or agreement between the North Atlantic, 
South Atlantic and Gulf Conferences and the steamship lines operating 
from ports on the North Atlantic, South Atlantic and Gulf coasts 
of the United States to the foreign ports hereinbefore mentioned, is 
unfair as between carriers and is detrimental to the commerce of 
the United States. 

Appropriate orders will be entered. 


The order of the board in Docket No. 26, effective at once, 
follows: 


Whereas the Board instituted an investigation into certain rates, 
charges and practices of common carriers by water operating from 
North Atlantic, South Atlantic and Gulf ports of the United States 
to United Kingdom, Baltic Scandinavian, Continental European, 
Portugese-Spanish, Mediterranean, and/or Adriatic, Black Sea and 
Levant ports, and 

Whereas upon the record in that case, embracing facts and cir- 
cumstances with reference to the joint or tri-partite conference ar- 
rangements or agreement between said carriers in respect to rates, 
charges and practices in connection with transportation of freight 
traffic from North Atlantic, South Atlantic and Gulf ports to said 
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foreign ports, the Board found that said joint or tri-partite con- 

ference arrangement or agreement is unfair as between carriers and 

operates to the detriment of commerce of the United States, within 

the meaning Sagara 15 of the Shipping Act; now, therefore, be it 
it is hereby, 

o craved. That said joint or tri-partite conference arrangement or 

agreement be, and it is hereby, disapproved and canceled. 


w. B. Keene, vice-president of the Fleet Corporation in 
charge of traffic, declined to comment January 21 on the decision 
of the board in the port differential case or to indicate what 
action would be taken thereunder. 

Immediate changes in the rates are not expected to result 
from the order. It is regarded as probable that the steamship 
lines will seek to meet the situation by conferences. Each 
of the three conferences affected has approved the existing 
rates and changes cannot be made without unanimous consent 
of the members of each conference. While the board ordered 
the tri-partite conference agreement canceled, the order was not 
construed as changing the present rates which, as indicated, 
cannot be changed without action by each of the conferences. 


PORT DIFFERENTIAL BILL 


Representative Garber, of Oklahoma, has introduced H. R. 
11704 which is identical with the bill (S. 3927) introduced in the 
Senate by Senator Butler, of Massachusetts, providing for elim- 
ination of port differentials, etc. 

That these measures will have non-partisan support in 
Congress was indicated by remarks made in the Senate by 
Senator McKellar, Democrat, of Tennessee, with reference to 
the Butler bill. He said it was not often that he found himself 
in agreement with the chairman of the Republican organization 
who was now a senator, the reference being to Mr. Butler, but 
that the port differential bill should be passed by Congress and 
approved by the President at the earliest possible moment. 

After quoting provisions of the bill and editorial comment 
supporting the measure, Senator McKellar said: 


Those of us who live in the interior of the country, as I do, 
have long suffered from the unfair and unequal distribution of port 
facilities and by reason of the unfair rates to the various ports. 
Southern ports have also suffered just as badly as have the northern 
ports. All have suffered. The shippers have suffered, the cities along 
the seaboard have suffered, and our transportation has suffered. 

I am delighted to know that the Senator from Massachusetts 
took no narrow view of the question, that he did not merely seek 
to correct the situation so far as his section of the country was con- 
cerned, but that he has seen fit in a broad and comprehensive way 
to do justice to ports all along the Atlantic seaboard. I earnestly 
hope that his bill will have the approval of Congress and become 
the law at a very early moment. 


HEARINGS ON MARINE BILLS 


The House committee on merchant marine and fisheries 
will begin hearings next Wednesday on H. R. 11447, the bill 
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Foreign vessels— 

eae 4,464,615 5,794,084 29,174,223 34,730,482 
BE wowace cthcwes 116,919,891 150,963,220 1,109,334,404 1,182,745,436 
re 4,806,104 9,799,010 53,721,26 80,108,066 
| ARS eee 6,439,6 17,735,720 78,095,81 112,697,457 
MR eciroernciquas 10,653,854 . 14,383,378 94,524,253 106,758,407 
Ee 10,505,364 16,057,392 88,110,279 132,424,770 
a ,898,8 12,222,160 81,186,264 105,380,433 © 
A 17,568,671 18,010,524 142,360,813 147,549,560 
Norwegian ........ 9,991,006 9,689,418 113,593,185 118,896,492 
Spanish ........... 4,796,585 7,058,848 52,260,934 57,608,724 
WOE oe cessvecs 3,097,025 4,627,814 40,262,588 45,433,450 
ae 4,652,28 4,695,737 37,575,876 54,251,863 


providing for rules for the carriage of goods by sea and em-.- 


bodying the so-called revised Hague Rules. A hearing will be 
held Monday on the bill fixing home ports of vessels. 


OCEAN-BORNE COMMERCE 


Of the water-borne foreign commerce of the United States 
in November, 31.40 per cent, by value, of imports, and 38.76 
per cent, by value, of exports, were carried in American ves- 
sels, according to statistics carried in the monthly summary 
of foreign commerce issued by the Department of Commerce. 
The detailed figures follow: 


Imports 
Eleven Months Ending 
—November— November— 
COUNTRIES 1923 1924 1923 1924 
Dollars Dollars Dollars Dollars 
Brought in— 
Cars and other land ” 
VERICION 2. c0sc00% 34,892,484 28,456,707 341,343,995 $24,354,335 
Parcels BOSE ...6.00.0 7,445,365 8,656,297 99,844,012 97,169,356 
American vessels.... 82,590,489 81,408,194 958,786,699 930,527,412 
Foreign vessels— 
err 474,977 476,425 6,559,502 ,720, 
rar $4,463,544 96,121,722 1,133,147,266 1,015,502,804 
| ea 4,302,626 3,366,088 8,899,581 57,884,598 
POE oi. cad. ce senate 7,231,639 8,336,224 98,913,619 86,699,984 
BION isd. Bocce oke 13,321,619 12,845,807 133,711,669 124,955,969 
Se ee 6,832,938 6,503,408 62,777,152 65,591,469 
a ee 6,714,771 3,859,520 54,044,646 53,879,147 
Japanese ....-...... 18,387,715 24,937,195 218,438,338 227,618,175 
Norwegian ........ 13,764,907 11,884,691 230,548,313 170,076,906 
Spanish pipes mde ees 2,663,112 169 17,739,270 15,351,965 
WORE. 6 c.c.eccneee 2,161,546 2,170,917 31,027,578 34,708,849 
All GUNEP oi scscce 6,085,614 6,403,757 47,979,557 62,981,170 
Total in foreign 
WEEE 6.4 acd’ 166,405,008 177,828,923 2,103,786,491 1,924,971,985 
Domestic Exports 
Carried in— 
Cars and other land 
VOM, 6.6: disci. 45,129,532 42,450,249 552,651,161 487,476,440 
DOV SE ncasens hen ener ans EE ccssevdtiates 19,517,646 
American vessels.... 148,743,332 171,480,837 1,196,853,329 1,373,608,907 


Total in foreign 







































































WEEE Sawatoss 201,793,974 271,037,305 1,920,199,906 2,178,585,140 
Foreign E rts 
Carried in— - 7 
Cars and other land 
vehicles ......... 2,119,125 3,150,193 28,910,290 31,245,273 
American vessels ... 1,285,678 1,594,037 13,272,746 16,065,003 
Foreign vessels ..... »412,231 2,369,633 28,940,129 38,825,236 
NOVEMBER 
(Water-Borne Foreign Commerce) 
1923——_+ m—19 24 _—___, 
Doliars Per Cent Dollars Per Cent 
Imports: 
In American ves- 
ON Soin ery tee eens 82,590,489 33.17 81,408,194 31.40 
In foreign vessels. .166,405,008 66.83 177,828,923 68.60 
Total (except in 
land vehicles 
and parcels 
WD oc0es0es5 248,995,497 100.00 259,237,117 100.00 
Exports: 
In American ves- 
rer - 150,029,110 42.35 173,074,874 38.76 
In foreign vessels. . 204,206,205 57.65 273,406,938 61.24 
Total (except in 
land vehicles 
and parcels 
DONE) scsecwees 354,235,215 100.00 446,481,812 100.00 
(Tonnage of Vessels) 
Net Tons Per Cent Net Tons Per Cent 
Entered: 
pe eee 2,711,743 48.33 2,657,039 45.72 
POPGIER. 5. <cccece eee 2,898,289 51.67 3,155,749 54.28 
Total entered..... 5,610,032 100.00 5,812,788 100.00 
Cleared: 
re 2,884,932 49.33 2,632,975 46.20 
a 2,963,086 50.67: 3,066,266 53.80 
Total cleared..... 5,848,018 100.00 5,699,241 100.00 
ELEVEN MONTHS ENDING NOVEMBER 
(Water-Borne Foreign Commerce) 
a —_F ———19 24 ___—__, 
Dollars Per Cent Dollars Per Cent 
Imports: 
In American ves- 
ae ey AE 958,786,699 31.30 931,527,412 32.58 
In foreign vessels. 2,103,786,491 68.70 1,924,971,985 67.42 
Total (except in 
land vehicles 
and parcels 
DONG) sie<< «« 3,062,573,190 100.00 2,855,499,397 100.00 
Exports: 
In American ves- 
ae oecced, 210,126,075 38.30 1,389,673,910 38.53 
In foreign vessels. 1,949,140,035 61.70 2,217,410,376 61.47 
Total (except in 
land vehicles 
and parcels 
post) ........3,159,266,110 100.00 3,607,084,286 100.00 
(Tonnage of Vessels) 
Net Tons Per Cent Net Tons Per Cent 
Entered: 
AMETICAN .cccccccee 25,100,580 41.29 27,277,474 43.25 
BOPGIR ccccccccsee - 35,689,230 38.71 35,788,780 56.75 
Total entered..... 60,789,810 100.00 63,066,254 100.00 
Cleared: 
AMEPICAN ...c0cc008 25,694,577 41.68 27,960,238 43.74 
FPOreign ..ce+- pemeew 35,964,700 58.32 35,977,366 56.26 
Total cleared..... 61,659,277 100.00 63,937,604 100.00 


OCEAN FREIGHT MARKETS FIRM 
The Trafic World New York Bureau 


While no further improvement in the ship charter market: 
was noted this week, following the upward trend of last week, 
rates continued strong and no signs of weakness were appar- 


ent. 


Activity was well diversified, with a number of fixtures 


for sugar, West Indies and general time charter, Black Sea 


flour, coal to Italy, etc. 


The grain movement was dull. 


Lack 


of export grain is now the principal drawback to an advancing 
market, in sharp contrast with last September and October, 
when grain supplied the bulk of the business and was respon- 
sible for the increase in the rate level at that time. 

Lack of activity in grain is due to the fact that European 
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buyers are now meeting their requirements from the new 
Argentine crop and that the present demand in this country 
has slackened. Freight brokers, however, warn ‘shippers that 
the Argentine crop is short and that it is a matter of only a 
short time before business will revive here. If this comes, as 
expected, together with activity in other trades, sharp advances 
in tramp ship rates may be expected. Current vessel fixtures 
compare well with other weeks of the last year with the ex- 
ception of September and October. Most of the vessels avail- 
able for January and the first half of February have been 
closed promptly. 

Shipments of coal to West Italy increased and rates ad- 
vanced in proportion. As high as $3.50 a ton was paid from 
Hampton Roads to the River Plate. Up to $3.35 a ton, a sub- 
stantial increase over previous rates, was paid to west Italy. 
The grain market, though dull, was firm, and one vessel was 
fixed to the Mediterranean at 18 cents a 100 pounds, against 
16% cents previously. 

Chartering continued active in the trans-Atlantic sugar 
trade, with rates well maintained for all size steamers. In- 
quiries are now being circulated for tonnage to Japan, on which 
shippers are indicating $6 to $7 a ton, but no fixtures have 
yet been reported. . 

The intercoastal freight market is reported improving, both 
eastbound and westbound, in general merchandise as well as 
bulk cargoes. 

Amended regulations referring to payment of drawback on 
sugar have just been issued by the Treasury Department. Un- 
der the new regulations the refiners are required to mark the 
foreign sugar content of only such packages as are intended 
for export. The sugar companies claimed that a considerable 
saving in overhead expenses would be effected if they were 
not required to mark all packages. 

According to advices from London the Board of Suez 
Canal Company has decided, as from April 1, to make a re- 
duction of 25 centimes on the transit dues, which will, there- 
fore, be reduced for loaded ships to 7.25 francs and for ships 
in ballast to 4.75 francs per ton. 


COASTAL LINES DEFER ACTION 


The Trafic World New York Bureau 


At a meeting of the U. S. Intercoastal Conference Monday 
to discuss rate-cutting by outside companies, decision to meet 
the independent rates was deferred. The question will be 
taken up again at the next regular meeting January 29. 

As a result of the recent steady improvement in inter- 
coastal business, both eastbound and westbound, officials of 
member lines held that it would be unwise to disturb the 
freight tariffs and delayed action until the situation has de- 
veloped further. 

While members of the conference were pledged to secrecy 
and refused to divulge details of the meeting, it is understood 
that a number of plans to offset non-conference competition 
were discussed before the matter was tabled. One report was 
that the lines considered the policy of offering special con- 
tracts to shippers at reductions under tariff rates, available 
by any regular line, to shippers giving all their business to 
members. This system has been tried on the north Atlantic 
with considerable success, applying only to basic commodities 
which the independent companies need to supply bottom cargoes. 

Commenting on this report, an official of one of the in- 
dependents said that if the conference makes an issue of “all 
or none” contracts for bulk shipments, his company will cut 
the rates on other commodities. At present, he said, the out- 
pide lines are not cutting rates indiscriminately. 

It developed at the meeting that some of the officials did 
not believe the reports of some of the shippers concerning low 
rates obtainable from the independents, and were inclined to 
await further evidence that the latter were making serious 
inroads on the business of member lines. 


FLEET CORPORATION PLANS 


President Palmer of the Fleet Corporation expects to make 
further reductions in the number of employes of the Fleet 
Corporation. Reductions will be made gradually that will effect 
savings of approximately half a million dollars, it is under-. 
stood. 

Mr. Palmer takes the position that the Fleet Corporation 
has been over-staffed and that he has moved toward reductions 
wherever they could be made. He points out that in pursuing 
such a course investigation must first determine whether or 
not a position can be eliminated. 

The district offices at Baltimore and Boston will be reduced 
In personnel, Mr. Palmer said. 

It is not believed that President Palmer will make reply 
to Commissioner Plummer, who testified last week before the 
House committee investigating the board. It is understood 
that he feels that the thing to be done now is to attend to the 
business of the Fleet Corporation and to build up the morale 
pf the organization. 
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Such squabbles as have been going on between the Fleet 
Corporation and the Shipping Board have a bad effect on the 
employes. Instead of keeping their minds on their work, the 
employes more or less devote a great deal of time to “doping 


out” what is going to happen next and whether or not they 
will keep their jobs. 


JONES AND MUNSON ON SHIPPING 


The Trafic World New York Bureay 


That extreme and radical differences of opinion that now 
exist must be hramonized by shipping men if they desire to 
get legislation of the right sort in behalf of the American 
merchant marine, was the statement of Senator Wesley |, 
Jones, author of the merchant marine act, to members of the 
Foreign Commerce Club at their banquet in the Hotel Astor 
January 21. 

He said he was ready to support any proposition that offered 
reasonable hope of building up the merchant marine. He said 
farmers and others in the interior of the country must be shown 
that the establishment of a merchant marine would be to their 
advantage. 

Speaking of what is termed the folly of refusing to pay a 
subsidy that might amount to $10,000,000 or $15,000,000 yearly, 
while continuing to authorize the payment of a Shipping Board 
deficit of $25,000,000 to $30,000,000 yearly, he said the people 
must be educated on this subject so that a more sensible ship. 
ping policy might be adopted. The $3,000,000,000 spent on the 
merchant marine since this country entered the World War, 
he pointed out, would have paid a yearly subsidy of $30,000,000 
for a hundred years, and yet there was virtually nothing to show 
for this outlay. 

' “Unless we can get the American people to do what is 
necessary for the merchant marine,” he continued, “it is not 
going to be many years before we are back in the game con- 
dition we were in before the war, when we carried only 7 or 
8 per cent of our commerce in American ships.” 

He pointed out that, whereas in 1920 about 42 per cent of 
imports and 43.5 per cent of exports were carried in American 
bottoms, it was estimated that, in the last year, this country 
has carried only 28 to 30 per cent of its foreign commerce in 
its own ships. 

Referring to the merchant marine act of 1920, he said the 
most effective sections of this act had been ignored. Section 
34, he said, if it had been carried out, would have put the United 
States in a position to do whatever it might think necessary 
to do to build up the merchant marine. “We should be able,” 
he said, “to say to any other country, ‘if you do certain things, 
we will do certain things.’ I cannot understand why we ought 
not be free to act as we think we should for the protection 
of our own trade and our own shipping.” 

Frank C. Munson, president of the Munson Steamship Line, 
discussing the report made to President Coolidge by a com- 
mittee he had appointed for recommendations as to the mer- 
chant marine, gave his opinion that the report contained a seri- 
ous error in that it did not strongly enough deal with the neces- 
sity for additional large combined passenger and freight ships. 
The vital need of such ships was only too apparent when this 
country went into the World War, which might have been lost 
had there not been available a number of German liners capable 
of carrying passengers ag well as freight, he said. The Levia- 
than and other of these sized vessels had much to do with 
the winning of the great conflict, he thought. 

He spoke in favor of scrapping unnecessary ship tonnage 
owned by other countries as well as by the United States. This 
surplus tonnage, he said, hangs like a pall over the shipping 
industry and retards its forward movement. As long as it ex- 
isted it would have a tendency to keep freight rates from rising 
and on low freight there could be no prosperity for the steam- 
ship business. Moreover, to the taxpayers of the United States 
would be saved several millions of dollars by the scrapping of 


the idle tonnage that could never be suitable for profitable op- 
erations. 


PARCEL POST TO CUBA 


In the hope of bringing about better postal relations be- 
tween the United States and Cuba, especially with respect to 
parcel post, Postmaster General New had appointed a com: 
mittee, consisting of W. Irving Glover, third assistant Post- 
master General, chairman; Walter Riddell, superintendeent 
of the Railway Mail Service, and Edwin Sands, superintendent 
of Foreign Mails. The committee left for Cuba January 19 
to confer with postal officials of that government. 

The first meeting between officials of the two governments 
was to take place January 23 and it is expected that the ses 
sions will continue for several days. It will be the aim of the 
American delegation to negotiate a convention with Cuba re 
specting the handling of parcel post between the two countries 
which will be mutually beneficial. 

At the present time no parcel post is sent to Cuba from 
this country weighing more than four pounds, six ounces. Cuba 
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js practically the only country of importance in the world 
which has such a parcel post law. American exporters have 
petitioned the Post Office Department, asking that the limit 
be fixed at eleven pounds so far as Cuba is concerned. 

Since 1908, there have been exchanges between the United 
States and Cuba with a view to the establishment of closer 
postal relations but nothing has resulted from such negotiations. 
The committee appointed by the Postmaster General will make 
every effort to include in the list of countries with which the 
United States has a general parcel post agreement. 


MERCHANT MARINE BUREAU PLAN 


Representative White of Maine has introduced a bill (H. R. 
11797) proposing to incorporate the Steamboat Inspection Serv- 
ice in the Bureau of Navigation in the Department of Com- 
merce and the transfer of the consolidated bureau to a mer- 
chant marine bureau, created by the bill, to be under the 
supervision of an undersecretary of the department, with a 
salary of $7,500 a year. It is also proposed to transfer, from 
the treasury to the new bureau, all jurisdiction and power 
pertaining to the movement, manning, measuring and document- 
ing of vessels and the administration of the navigation laws. 
The bill also would transfer to the proposed bureau admin- 
istrative charge of the Bureau of Coast and Geodetic Survey, 
Bureau of Lighthouses and Bureau of Fisheries, as well as 
the unexpended funds of those establishments. 


HOME PORT OF VESSELS 


Representative Edmonds of Pennsylvania has introduced a 
bill (H. R. 11724) defining the home port of vessels, fixing 
the place for recording mortgages, bills of sale and other. docu- 
ments, and validating documents for vessels heretofore issued 
and all vessel conveyances and mortgages and recording thereof 
heretofore made. The bill provides that, for the purposes of 
the navigation laws, including section 30 of the merchant“marine 
act of 1920, the home port of a vessel shall be specifically fixed 
and determined by the owner of such vessel, with the approval 
of the commissioner of navigation of the Department of Com- 
merce. : 


ADMIRALTY BILL REPORTED 


Senator Butler, of Massachusetts, has submitted to the 
Senate a report from the judiciary committee recommending 
passage of House Bill 9162 amending section 128 of the judicial 
code which relates to appeals in admiralty cases. In the report 
the committee said: 


_ The purpose of this bill is to expedite the determination of ad- 
miralty hearings and to reduce the considerable expenses incident 
to admiralty trials. The uniform practice in the several districts 
in admiralty matters has been for the court to determine the ques- 
tion of liability for the loss, then to enter an interlocutory decree 
adjudging liability and referring to a commissioner the question of 
the assessment of damages. After damages are assessed the final 
decree is entered. Appeals are taken from final decrees only. The 
proposed bill primarily intends the right of appeal from the inter- 
locutory order determining liability. This procedure will mate- 


a reduce costs and considerably expedite the final disposition 
ases., 


._ The passage of this measure is urged by the Department of Jus- 
tice, the courts and_ those who have frequent recourse to admiralty 
proceedings. An identical bill was passed by the Senate during 
the Sixty-seventh Congress, but not in sufficient time to allow of 
its passage by the House before the expiration of the Congress. 


PROSPECTIVE SHIP SALES 


Commissioner Lissner, of the Shipping Board, chairman of 
the board’s ship sales committee, said, January 21, that bids had 
not yet been submitted to the board by the Pacific Mail and 
R. Stanely Dollar on the ten combination passenger-cargo 
vessels operated out of Pacific coast ports by the Pacific Mail 
and the Admiral Oriental lines. The omnibus advertising offer- 
ing these ships and all other Fleet Corporation vessels for sale 
Will be published shortly and then it is expected that bids will 
be submitted by the Pacific Mail and the Dollar interests. 

Indications point to disposal of practically all the Shipping 
Board lines out of Pacific coast ports and of some services out 
of Atlantic ports in the next few months, it was said. 
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Kedney Warehouse Co. 


Merchandise Storage and Distribution 


Minneapolis—St. Paul Grand Forks, N. D. 





HILADELPHIA, PA. yp Naka . 
; 2 Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 


STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


Merchandise Storage and Pool Car 
gogsttenoy Distribution — c.59 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 






, IND. 


WARNER WAREHOUSE CO. 


AY Fo red oF baled (i-Miel ae) a-t:4-Er- tale Os BD Cee Lol etateya! 
New York Central Siding — Free Switching 
Distribution — Negoti > Warehouse Receipts 

( Ar * : 
Members: < Ce 
Nesta ater! 


DENVER, COLORADO 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large Nat:onal Distributors. 
1700 Sixteenth Street, DENVER, COLORADO 


CLEVELAND 


Write us for information and rates 


Members A.W.A. — O.W.A. 


LEDERER TERMINAL 


SER VICE 
BUILDS BETTER BUSINESS 


Mercantile Warehousing and Distributing 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, Inc. 


DETROIT 


We Bind The Trattic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 
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RIVER AND HARBOR BILL 


The Trafic World Washington Bureau 


A bill authorizing 33 new river and harbor projects, at an 
aggregate limit of cost of $39,150,000, the work to be done 
over a period of five years at an average annual cost of about 
$8,000,000, has been passed by the House. Advocates of the 
Gooding bill injected in the debate discussion of the fourth 
section of the interstate commerce act. 

One of the projects involves the completion of the im- 
provement of the Mississippi River from St. Louis to Minne- 
apolis for the purpose of obtaining a permanent navigable 
channel with a minimum depth of six feet and a minimum width 
of 200 feet. This project has been under way for a number 
of years and is not one of the new projects. 

Chairman Dempsey, of the rivers and harbors committee, 
said there was a general misunderstanding in the press as to 
the nature of the bill because it had been assumed that the 
bill was in conflict with the Bureau of the Budget. He ex- 
plained that the bill authorized projects, but carried no appro- 
priation therefor. Under the system followed, the projects 
are authorized by act of Congress and the appropriations 
are made later. 


Chairman Dempsey discussed rail and water transportation 
and urged the development of the waterways, saying, in part: 


The railroads have high-priced, highly paid, skilled, trained 
executives, men of the very greatest caliber, who constantly ad- 
vance the interests of railroads, and we have simply the hit or 
miss enthusiasm of the people and their feeling of the necessity 
of our use of water transportation. We find that in times when 
factories are running full, when products are large upon the farms, 
that the railroads in the United States are utterly unable to carry 
the shipments of freight, and we know that the problem of carry- 
ing all of our shipmens is not being solved. We know that rail- 
road building in the United States has practically stopped. We 
know that no new mileage is being created. We know that all 
that is being done to solve the railroad problem is this: New 
devices are being adopted from time to time to make more 
efficient the existing mileage and no new mileage is being built. 
What, for instance, is the outsanding feature of improvement 
in railway administration? Why, we find that the freight car 
travels in the open country in the United States 13 miles per day. 
We find in congested centers it travels 1 mile per day. So the 
simplest and easiest way to help solve the railway problem was 
to avoid seending any cars which could be dispatched in any 
other way through congested centers. That has been done. 

In the last four or five years all the railways have been 
adopting the practice of sending through freight in both directions 
around instead of through congested centers, and right in this 
bill we are aiding commerce in that way because we improve 
two great harbors on the Great Lakes—Frankfort is one and 
Muskegon is the other. We improve those two harbors to enable 
freight to be sent around Chicago and Milwaukee instead of 
being sent through those congested centers. Now, without that 
improvement—the outstanding improvements in railway admin- 
istration within the present generation—we would be utterly 
unable to carry the freight of the country even when factories are 
partially down and crops are light. So we find in order to carry 
the commerce of the country we need and must have transporta- 
tion by water. Now, that is the first problem. It is far more 
important to have the facilities to carry your commerce than 
anything else. Next in importance and far behind, although 
it is of great importance, is the question of carrying at a 
lower rate, and of course the natural way, the way provided 
by nature, the way which it furnishes transportation by water, 
always has been and always will be cheaper than any ar- 
tificial way for carrying commerce. The Great Lakes, as I said, 
are an outstanding illustration of that fact because they are 
able to carry at one-third of the cost upon the ocean. You say 
all that is true. It is true that we need water transportation, but 
we have passed through 150 years of national existence, we have 
been improving the waterways from time to time during that 
period, and how is it that you happen still to be coming in and 
asking for authorization for new projects? The answer to that is 
very simple. How is it you need improvements in everything that 
goes on in this world. Why. it is because this is comparatively 
anew Nation. It is a Nation whose resources have not yet been 
developed. We have only scratched the surface. We find where 
we have provided in some part of the United States what we 
deemed and what upon the evidence at the time seemed to be 
sufficient and adequate facilities for commerce, we find some city 
like Los Angeles, which 20 years ago was a small place, and 
which grows suddenly overnight into an important place with 
seven or eight hundred thousand souls, and develops its com- 
merce from 2,000,000 tons a year to 2,000,000 tons a month, and 
we find the facilities furnished it at the present time are utterly 
inadequate to meet its growing and rapidly expanding demands. 

Then we find that in a measure all of our waterway develop- 
ment in this country has been sectional. It has been piecemeal. 
That has not been because Congress has been narrow in its 
vision, becaause it has not seen into the future as far as it was 
possible, but it is because until the Panama Canal connected 
the two great oceans you could not have a national system, you 
could have simply the Atlantic and the Pacific and the interior 
rivers; but with the opening of the Panama Canal it is possible 


to have a connected, a unified system of waterway improvement 
throughout this Nation. 


The Gooding Bill 


Representative Colton, of Utah, and Representative Sum- 
mers, of Washington, brought the fourth section of the inter- 
state commerce act into the discussion. Mr. Colton said he did 
not believe it would be possible to have river transportation 
with fourth section violations. 

“We may just as well face the situation squareely,” said 
he. “Until this Congress passes a long and short haul bill 
there can be no successful river transportation of the freight 
of this country.” 


Mr. Summers, replying to a protest by Chairman Dempsey 
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that the fourth section discussion was not germane to the 
bill, said it was germane. He said $1,200,000,000 had beep 
spent on canals, harbors and waterways. 

“We maintain that the usefulness of that expenditure has 
been reduced at least 50 per cent by the interstate commerce 
law and the rulings of the Interstate Commerce Commission 
under the law,” said he. 

“There is pending at this time in the committee on inter. 
state and foreign commerce of the House the so-called Gooding 
bill, which passed the Senate last session, which is meant to 
correct this condition and prevent the throttling of water trans. 
portation by the railroads. 

“It has come to us from many sources that this bill is going 
to be kept in the committee until too late for us to get any 
action on it during this session of Congress. We do not want 
to believe a great committee of the House will smother a bili 
that concerns 50,000,000 people. We want you to know that this 
discussion is germane to this bill, because we are not pri- 
marily interested in railroads or boats but we are vitally inter. 
ested in transportation. We want to go along with you on 
water transportation and we want you to go along with ys 
on the long-and-short-haul proposition, not for or against the 
railroads but in the interest of all the people.” 


SERVICE ON GREAT LAKES 


Under privilege of extension of remarks, Representative 
Peavey of Wisconsin has published in the Congressional Record 
a long statement in support of his bill providing for government 
operation of vessels on the Great Lakes by the Inland Water. 
ways Corporation (see Traffic World, January 17, p. 164). Mr. 
Peavey, in part, said: 


The economic condition of the whole northwest, as shown by 
the continued failure of banks and business men and farmers, is 
as acute today as it was in 1921. An old sore becomes more tender 
with the application of each new remedy without a cure. There are 
those who say the remedy for agriculture in the northwest lies in 
the power of the farmers themselves, that they should work more 
and spend less; there are those who tell us our best hope lies in co- 
operative marketing, that if we would combine all our products and 
standardize them we would solve the difficulty, but I want to say to 
the members of this house and the people of the country, that work 
as long and as hard as we may, co-operate as much as we will, it 
will not alter the fact that high transportation costs in the form 
of railroad rates is slowly but certainly strangling business, com- 
merce, yea, even the very existence of the people living in the north- 
west. This is a startling statement, I grant you, but bear witness 
in the three years, 1921 to 1924, we closed 2,000 banks and locked 
up 600 schoolhouses in nine northwest states. I would not say that 
my bill, No. 11541, creating a government owned and operated fleet 
on the Great Lakes, would solve this great problem entirely. I doe 
belive it would remove the largest single cause. 

General commerce has been driven from the Great Lakes. The 
greatest known inland channel of commerce in the world has been 
converted to private use. The tremendous volume of shipping of 
general freight no these inland seas that existed 10 years ago is fast 
disappearing. Students of this problem tell us that the reason for it 
is the divorcement of the railroads from the lake carriers under the 
Panama Canal act which provided that those railroads owning steam- 
ships that used the Panama Canal and this competed with the rail- 
road should dispose of their ships; that is, divorce themselves from 
the water carriers. It was thought that a railroad ought not to 
compete for business with itself. Consequently, the railroad-owned 
ships on the Great Lakes were disposed of to private owners. Now, 
the railroads no longer have any interest in lake carriers and they 
do not make any attempt to make physical connections with lake 
shipping lines, so that private owners of lake vessels were soon 
driven out of business, due to the fact that there were no railroad 
connections with their warehouses and wharves. The only lake 
shipping that could possibly survive was that carried on by the 
big corporations like the steel trust that had enormous amounts of 
freight to ship, terminal facilities of their own, and physical connec- 
tions with their own railroads. The result is that out of 121,000,000 
tons of freight carried on the Great Lakes in 1923, 66,000,000 consisted 
of iron ore, 34,000,000 of coal, 12,000,000 of grain, 9,000,000 in rock 
ballast (crushed stone and gravel), all of which was carried in bottoms 
owned by the Lake Carriers’ Association, a subsidiray of the United 
States Steel Corporation. 

The general commerce, private in nature, carried on the Great 
Lakes in 1923 was so small in volume as to be a negligible factor. 


LAKE VESSELS SOLD 


Chairman O’Connor, in announcing that the Shipping Board 
had approved the sale of four lake type cargo vessels to the 
McDougall Terminal Warehouse Company, of Duluth, Minn, 
for use on the Great Lakes, said: 


The offer of the McDougall Company, of which A. Miller 
McDougall is president, was for the steamers Lake Flovilla, La ¢ 
Faristell, Lake Fresco and Lake Frohna, for the lump sum 0 
$100,000, payable cash on delivery; offer subject to agreement on 
part of buyers to recondition and alter the vessels in an approver 
manner to the extent of $60,000 per ship, within four months, in 
adapt them to Great Lakes’ package trade; the undertakin al 
this respect to be along the general lines. of the form of Dies 
conversion contract. mo 

These vessels are typical deep draft lakers of 4,165 dene 
weight _tons each, equipped with triple expansion engines, 1, “| 
I. H. P., and two Scotch boilers, designed to steam eight ey 
three-quarter knots on twenty-four tons of coal a day. trond 
were built between February and July, 1919, by American no 
building Company, and have a loaded draft of 24 feet 4% inich 
They are among the group of lakers placed in Class “EH,” of W f- 
we have Ria vel all a ships are tied up at New York, ava 
able for immediate sale. % 

Mr. McDougall, who submitted the bid on behalf of four cor 
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THE PORT OF HOUSTON 


TEXAS 


Is now designated as a Delivery Point for the Cotton Operations of 


The Chicago Board of Trade 


Last year was celebrated the exporting of the MILLIONTH BALE of 
Cotton from THE PORT OF HOUSTON. 


This year the millionth bale will pass unnoticed early in the season and 
the — EXPORT VOLUME of The Port of Houston will set another 
record. 


With every facility for storing, compressing and handling Cotton for 
export, coastwise domestic and all other phases of the Cotton Trade, THE 
PORT OF HOUSTON is rapidly assuming the proportions of leadership in 
this commodity. Full details of The Port of Houston are contained in 


“PORT HOUSTON” 


an illustrated magazine which is yours for the asking, and to shippers inter- 
ested in freight rates we will send 


THE HOUSTON FREIGHT RATE BOOK NUMBER 1 
Upon request. Address 


THE DIRECTOR OF THE PORT, Courricuss Houston, Texas 


Port Houston’s Shipside Warehouse 





Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 


With - long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
ipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., Inc., HOUSTON, TEXAS 
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porations to be organized, and which will be owned in their en- 
vg Bd his warehouse company, wrote the following letter with 
s : 

“In submitting the attached proposal on your standard form 
for the purchase of the four lake-type vessels mentioned therein, 
we wish to advise you that the reconditioning of said vessels, as 
provided for in our bid, is an undertaking to temporarily adapt 
them to the service on the Great Lakes for which they are in- 
tended, but that such reconditioning will not entirely or ade- 
quately so adapt them, and at the earliest convenient date, it is 
our intention to lengthen the vessels so that they will more 
a conform to the prevailing lake-type vessel which the trade 
requires. ' 

“We also wish to advise you that the vessels will be operated 
only on the Great Lakes, in a service for which there is urgent 
demand for American flag tonnage, arid which tonnage is not 
being furnished at the present time. The urgent need for the 
establishment of this service at the earliest possible date is evi- 
denced by letters from shippers and others heretofore filed with 
your board at the time negotiations were under way for the 
acquisition of motorships which it was then contemplated to 
place in this trade. 

“We feel that the establishment and maintenance of this 
service is entirely in harmony with the resolution adopted by 
your board on Oct, 30, 1924, expressing the desire of the board to 
— in the promotion of American flag tonnage on the Great 

akes. 

“We solicit your prompt decision on this matter, as the ves- 
sels must be acquired and the reconditioning completed promptly 
so as to permit their operation on;the resumption of navigation 
on the Great Lakes.” 

Attention is invited to the fact that no deep draft lakers 
have thus far been returned to the Great Lakes, save a few of 
those with engines aft which were all sold several years ago. 
If these vessels are operated satisfactorily, particularly after they 
are lengthened, it is quite possible that a good market for a num- 
ber of them will be developed on the lakes. 

The basic sales prices of the vessels at the present time are 
$44,000, $54,000, $55,000 and $57,000, respectively, or a total of 
$210,000. The price of lakers is calculated at $68,500 each, with 
depreciation up to January 1, less the amount estimated to be 
necessary to recondition them for service. The bid of Mr. Mc- 
Dougall contemplates a total concession of $110,000 in price, in 
consideration of which they will be altered and reconditioned to 
the extent of $240,000. When the time comes to lengthen them, 
an additional expenditure of about $90,000 per ship will likely be 
necessary. Added to this will be the cost of bringing them 
around to the lakes from New York. ji 

It is apparent, therefore, that the vessels will stand the pur- 
chasers a total outlay at least equal to what a purchaser on the 
coast would incur, if he paid the basic price plus the cost of ordi- 
nary repairs, and Mr. McDougall advises that the vessels will be 
engaged in a service which has hitherto been handled by Can- 
adian flag tonnage, although properly belonging to American ships. 

This offer the board considered attractive from a number of 
angles, in that it recovers $100,000 for four vessels which haye 
been advocated as worth nothing more than scrap; it will occa- 
sion an initial amount of work for American shipyards equaling 
about a quarter of a million dollars, and ultimately a greater 
amount; it will probably result in the increase of commerce. Cars 
ried under the American flag, and will quite likely create a mar- 
ket for other vessels of this type. , 

On December 16, the board indicated that it would be disposed 
to consider a concession in price of this character, when it ap- 
proved the sale of the Lake Elwin to E. K. Smoot for $25,000 to 
be converted to a dredge. 

All circumstances considered, the offer of Mr. McDougall was 
accepted, subject to the entering into satisfactory form of con- 
tract along the general lines of our Diesel conversion form, with 
surety that the contracts will be performed in a total sum equal 
to the concession in price granted. 


N. Y. CANAL LINES WELCOME INQUIRY 7 


At a meeting of the Canal Operators’ Association, heid in 
the rooms of the New York Merchants’ Association, Wednesday, 
resolutions were -adopted calling on Governor Smith to insti- 


tute his inquiry into the waterway situation as speedily as 


possible to develop the facts. The resolutions also stated that 
the channel had never been maintained to the extent required 
by the state constitution and that lack of use is due to this 
factor rather than any other fault in the project. 


BREAKING* OF SEALS LAW 


The Senate has passed H. R. 4168, amending the act of 
Feb, 13, 1913, to punish the unlawful breaking of seals on rail- 
road cars containing interstate or foreign shipments. The House 
passed it some time ago and the bill now goes to the president 
for signature. 

The bill passed by the two houses adds to the statute so as 
to make it apply to the unlawful breaking seals on interstate 
traffic when in “wagon, truck, automobile or other vehicle.” It 
also adds a section saying that to establish “the interstate or 
foreign commerce character of any shipment in any prosecution 
under this act the way bill of such shipment shall be prima 
facie evidence of the place from which and to which such ship- 
ment was made.” The text of the bill is as follows: 


An act to amend an act entitled ‘‘An act to punish the unlawful 
breaking of seals of railroad cars containing interstate or foreign 
shipments, the unlawful entering of such cars, the stealing of freight 
and express packages or baggage or articles in process of transporta- 
tion in interstate shipment, and the felonious asportation of such 
freight or express packages or baggage or articles therefrom into 
another district of the United States, and the felonious possession or 
reception of the same,”’ approved Feb. 13, 1913 (Thirty-seventh Stat- 
utes at Large, pase 670). a 

Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That the act 
entitled “‘An act to punish the unlawful breaking of seals of railroad 
ears containing interstate or foreign shipments, the unlawful enter- 
ing of such cars, the stealing of freight and express packages or 
baggage or articles in process of transportation in interstate ship- 
ment, and the felonious asportation of such freight or express pack- 
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ages or baggage or articles therefrom into another district of the 
United States, and the felonious possession or reception of the same” 
approved Feb. 13, 1913 (Thirty-seventh Statutes at Large, page 670) 
be, and the same is hereby, amended to read as follows: F 

“Section 1. That whoever shall unlawfully break the seal of any 
railroad car containing interstate or foreign shipments of freight or 
express, or shall enter any such car with intent in either case to 
commit larceny therein; or whoever shall steal or unlawfully take, 
carry away, or conceal, or by fraud or deception obtain from any 
railroad car, station house, platform, depot, wagon, automobile, truck, 
or other vehicle, or from any steamboat, vessel, or wharf, with intent 
to convert to his own use any goods or chattels moving as or which 
are a part of or which constitute an interstate or foreign shipment 
of freight or express, or shall buy or receive or have in his posses- 
sion any such goods or chattels, knowing the same to have been 
stolen; or whoever shall steal or shall unlawfully take, carry away, 
or by fraud or deception obtain with intent to convert to his own 
use any baggage which shall have come into the possession of any 
common carrier for transportation from one state or territory or the 
District of Columbia to another state or territory or the District of 
Columbia or to a foreign country, or from a foreign country to any 
state or territory or the District of Columbia, or shall break into, 
steal, take, carry away, or conceal any of the contents of such bag- 
gage, or shall buy, receive, or have in his possession any such bag- 
gage or any article therefrom of whatever nature, knowing the same 
to have been stolen, shall in each case be fined not more than $5,000 
or imprisoned not more than ten years, or both, and prosecutions 
therefor may be instituted in any district wherein the crime shall 
have been committed. The carrying or transporting of any such 
freight, express, baggage, goods, or chattels from one state or terri- 
tory or the District of Columbia into another state or territory or 
the District of Columbia, knowing the same to have been stolen, 
shall constitute a separate offense and subject the offender to the 
penalties above described for unlawful taking and prosecutions there- 
for may be instituted in any district into which such freight, express, 
baggage, goods, or chattels shall have been removed or into which 
they shall have been brought by such offender. The words ‘station 
house,’ ‘platform,’ ‘depot,’ wagon, automobile, truck, or other vehicle, 
as used in this section shall include any station house, platform, 
depot, wagon, automobile, truck, or other vehicle of any person, 
firm, association, or corporation having in his or its custody therein 
or thereon any freight, express, goods, chattels, shipments, or bag- 
gage moving as or which are a part of or which constitute an inter- 
state or foreign shipment. 

“Sec. 2. That nothing in this act shall be held to take away 
or impair the jurisdiction of the courts of the several states under 
the laws thereof; and a judgment of conviction or acquittal on the 
merits under the laws of any state shall be a bar to any prosecution 
hereunder for the same act or acts. 

“Sec. 3. That to establish the interstate or foreign commerce 
character of any shipment in any prosecution under this act the 
waybill of such shipment shall be prima facie evidence of the place 
from which and to which such shipment was made.” 


BILL AMENDING SECTION 206 


Senator Overman, of North Carolina, has introduced a bill 
(S. 3965) amending section 206 of the transportation act so that 
suits affected by the fact that there were changes in the office 
of the Director General of Railroads may be revived. Congress 
amended the section to permit substitution of the name of one 
Director General for that of his predecessor in paragraphs (h) 
and (i) of section 206, but the Overman bill would go further 
than that amendment. The text of the bill follows: 


Be it enacted by the Senate and House of Representatives of the 


United States of America in Congress assembled, That in all actions, 


suits, proceedings, and reparation claims of the character described 
in subdivision (a), (c), or (d) of section 206 of the Transportation 
Act, 1920, brought originally in any court of the United States prior 
to the 8d day of March, 1923, or which had been removed from a 
state court thereto, and then pending in any of the courts of the 
United States, wherein Walker D. Hines was named as Director 
General of Railroads and against whom, as such, the original process 
was issued, and upon whom, as.such, service of such process had 
been duly made, when.in fact the said Walker D. Hines was _ not 
such Director General, but had been succeeded in said office by John 
Barton Payne as Director General of Railroads and as agent of the 
President, the several courts of the United States shall substitute 
and enter of record in place and stead of said Walker D. Hines, 
Director General of Railroads, the names of John Barton Payne, 
Director General of Railroads and agent of the President, and of 
James C. Davis, Director General of Railroads and agent of the 
President; and no such actions, suits, proceedings, or reparation 
claims, as defined above, shall be abated or dismissed because s0 
brought; but the same shall be considered as having been properly 
commenced within the meaning of said Act and of all other Acts 
regulating and controlling the same; and shall in all respects be 
proceeded with to final judgment; and that any action, suit, proceed- 
ing, or reparation claim heretofore abated or dismissed for such 
reason shall, upon application in writing made to such court be 
reinstated and proceeded with to final judgment; and that in the 
order of such substitution, and in the order of such reinstatement the 
said courts shall direct that notice thereof shall be given by the clerk 
to the Attorney General of the United States and other departments 
heretofore having the control of railroads under its direction; and 
said officers shall be allowed to appear and enter such answer and 
make such defenses as they might have done if originally named in 
such process: Provided, Such motion to substitute or reinstate shall 
be made either in term or at chambers prior to the 1st day of 
January, 1926. 


HOOVER ON FARM PROBLEM 
The Trafic World Washington Bureau 


Expressing his views on the farm problem to the President’s 
Agricultural Conference, Secretary Hoover said the farmer was 
as much interested in what he bought and what he paid in 
railroad rates and for other services as he was in the prices 
received for what he sold. Elimination of waste and increase 10 
efficiency, Mr. Hoover suggested, was just as important as the 
remedy to the farmer’s ills as could be applied through C0 
operative marketing. Elimination of waste, he said, would help 
the farmer in three ways—by reducing the cost of things he 
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Serving New York 

and Pennsyloania Fi rom the H ub 

Elmira is the natural distributing center for these two densely 

populated States which have correspondingly great buying-power 

Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp'n, ELMIRA, N. Y. 
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Trucking — Distributing 
UNION Forwarding 


TRUCKING LARGEST HANDLERS OF 
COMPANY CARLOADS IN MICHIGAN 


524 Eighth SQ. DETROIT 





JACKSONVILLE, FLA.) | TRAFFIC MANAGEMENT 
WIESENFELD WAREHOUSE COMPANY 





General merchandise storage and distribution. This is the Day of the Trained Specialist 
References: Psy 4 Cae o Goccnee me in the city. Have you a scientific knowledge of traffic, or just a general knowl- 


edge? We train in a scientific and practical manne, Transporta- 
DEEP WATER AND RAIL CONNECTIONS tion in all its phases. We treat on all subjects pertaining to Traffic 


in a higher sense. If you want a thorough, rigid, constructive 


drilling in all the essentials necessary to p:operly handle Interstate 
Commerce Procedure, come in and talk the matter over with 


GEO. A. RAUTENBERG 


or write for the Blue Book. Resident Classes open January 
27th. Resident-mail training available at any time. Phone 
Harrison 8650 for appointment. 


COLLEGE OF ADVANCED TRAFFIC 


608 South Dearborn Street, Dept. A CHICAGO 


YOUR TARIFFS2322 230"<3 
Maen UIOMATic 


TARIFF FILES 


Catalog and Spec’al Bulletins 


HOW TO FILE TARIFFS 


FOR SERVICE 


: [| |THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
. 7 Private Track Nickel Plate R. R. Pool Car Distribution 
Write Us Your Requirements 





le ALBANY, W. Y. 





Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


a Albany Terminal & Security Warehouse Co. 


he James G. Perkins, Custom Broker, Mgr. 








m AMARILLO, TEXAS 





tell you all about improved 
“| Amarillo Warehouse, Storage and Ice Company methods you can not afford to 
e, bette De artment T for in- 
of Bonded Fireproof Warehouse goWtite Department TT for in- 
on MERCHANDISE Established 1901 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED THE AUTOMATIC FILE & — co. 
ts Located in Wholesale District with Private Switches » Ean li a: 
_ (Lowest Insurance Rates in Southwest) e : ¢ Y 
4 
e . 7 ie 
he Make this Mammoth Plant For reliable warehousing and distribution 
e 


service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 


: YOUR CHICAGO WAREHOUSE 


Dcewntown, readily accessible to _ 
all your Chicago trade. Superior 
of facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


s § SOO TERMINAL WAREHOUSE 


Storage and Distribution of 












= | MERCHANDISE in large or small blocks to desirable 
ae Without Cartage Charges tenants. 

Ip Write to Us and Learn About ° eee 
he “THE ECONOMICAL WAY” Fire-Proof—40 Car Siding 


Free Switching 
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bought, in increasing his return on what he sold and in in- 
creasing consumption of agricultural products. The kinds of 
waste that caused costly losses, he catalogued in part. Among 
the wastes enumerated by him was that caused by inadequate 
transportation and terminals, to inefficient loading and shipping 
and unnecessary haulage. 

The department of commerce, he said, in the last four years, 
had been engaged in continuous study of the whole production 
and distribution system looking to the elimination of waste and 
that the department was co-operating with trades and indus- 
tries in carrying out programs for the elimination of waste, 
including such organizations ‘as that which we have set up for 
regional action of shippers and the railways”; the elimination 
of wastes which had resulted in the reduction of the price of 
operating the railways by many per cent in the cost of building 
materials and scores of directions which “has enabled the con- 
sumer to receive its goods at an average price of 55 per cent 
above prewar today although wages are up 100 per cent.” 

Prevention of booms, he said, was one way to prevent 
slumps, for without a boom there could be no slump. The cor- 
rection of the waste caused by booms and slumps he said, lay 
in the prevention of booms. He said the working folk should 
dread a boom above all things because it meant an afterclap of 
unemployment and misery. Among things to be eliminated or 
simplified he mentioned bills of lading, business documents, 
warehouse contracts, the procurement of better transportation, 
and terminal facilities. 

In the wider sense of eliminating waste and increasing na- 
tional efficiency, he said there were other equally important 
items to the farmer_and to the people generally, as for instance, 
the consolidation of the railways into larger systems that would 
allow a more sure readjustment of rates in favor of the farmer 
because of wider diversification of traffic, greater economy in 
operation, greater financial stability and better handling of 
terminal problems by the railways. The construction of the 
St. Lawrence and other waterways, the improvement of the 
Columbia and Colorado rivers, he said, would contribute in vari- 
ous directions to decrease costs of transportation and increase 
the volume of water power and the security of irrigation com- 
munities. He added that a systematic, large-scale and vigor- 
ous handling of the development of synthetic nitrates at Muscle 
Shoals would contribute to the cheapening of fertilizers. 


REDUCED INTEREST RATE 


The Trafic World Washington Bureau 


The Senate interstate commerce committee January 23 
adopted a favorable report on a bill authorizing a reduction in 
the rate of interest charged on railroad indebtedness to the 
government under sections 207 and 210 of the transportation 
act. The bill is restricted in its terms and does not give blanket 
relief, as provided in the bills considered in the hearings before 
the committee. It provides that carriers shall make application 
to the Commission for reduction in the rate of interest. After 
hearing, the Commission, on a finding that a reduction in the 
rate of interest is necessary in order to enable the carrier to 
carry out refunding operations to prevent impairment of sevice 
that would be caused by the appointment of a receiver, shall 
certify such finding to the Secretary of the Treasury. The Sec- 
retary then will ascertain the average cost of money to the 
government for the preceding year and charge the carrier a 
rate of interest one-quarter of one per cent above such cost. 
In no event, however, the bill provides, shall the rate be reduced 
below four and one-half per cent. Apparently, the bill is de- 
signed to give relief only to such carriers as the Chicago, Mil- 
waukee & St. Paul. 

The Senate interstate commerce committee heard Commis- 
sioners Meyer, Potter and Eastman, of the finance division of 
the Commission, January 21, on the question of reducing the 
rate of interest on railroad indebtedness to the government. 
The hearing was held behind closed doors, the committee wish- 
ing to get the views of the commissioners in executive session. 


CLERKS GET INCREASE 


Increases amounting to $3,740,000 annually were given to 
railroad clerical employes on forty-five railroads by a decision 
of the Railroad Labor Board, January 19. There were 162,000 
men involved in the case, of which 87,000 received an increase in 
wages. The dispute was as to wages and rules on some of the 
roads and as to wages alone on others. The rates of increase 
allowed were from 1 to 2 cents an hour. 

It was the opinion of the board that Decision No. 1986, 
issued about a year ago in a similar case, was applicable in 
the present case to all those employes who did not get the 
benefit of the former increase. 

In the matter of rules, the board decided that all clerical 
employes who had been in continuous service of the carrier one 
year or more would receive the benefit of annual vacations, 
the length of time of which would depend on the length of 
service, the longest vacation to be allowed being two weeks, 
or twelve working days. Work on Sundays and holidays was 
ordered paid for at the rate of time and one-half. A request 
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that the daily rate of employes whose weekly assignment was 
reduced from seven to six days by application of the Sunday 
rule—the rule giving them one day off in seven—be increaseq 
to the extent that their weekly earnings would not be reduced 
by loss of the seventh day, was denied. It was ordered that 
only such employes as necessary to perform the business of 
the carrier should be required to work on Saturday afternoons, 
and that no reductions should be made from the pay of the 
employes relieved. 


NO INCREASE FOR HARBOR WORKERS 


The Railroad Labor Board, January 23, denied the request of 
the Ferryboatmen’s Union of California, in its dispute with 
the Santa Fe et al., for an increase in the pay of matrons em. 
ployed on passenger car and automobile ferries. The applica- 
tion was made with respect to matrons in the employ of the 
Southern Pacific and the board, after consideration of the rates 
for like service on other lines, said the motrons party to the 
dispute were paid as high or higher. 

There was also a request for the eight-hour day to be made 
the basis for the computation of pay of all classes of ferryboat 
labor included in the union. The board pointed out thai ree. 
ommendation 82, issued in 1919, by the Railroad Administra. 
tion, relative to wages and rules for employes on harbor craft, 
established a monthly basis of pay, and decided there should 
be no change from the provisions of the recommendation. The 
request of time and one-half for overtime was denied, as was 
a request for vacations with pay. 


THE HOWELL-BARKLEY BILL 


The Howell-Barkley railway labor bill was not taken up 
in the House January 19. That being a suspension day, the 
bill could have been called up by Representative Barkley, but 
he took no action because of a desire to await results from 
the negotiations looking to a compromise agreement on the bill. 


COMMERCIAL AVIATION BILL 


The House interstate commerce committee has reported 
to the House the Winslow bill providing for development and 
regulation of civil sronautics through a bureau in the Depart- 
ment of Commerce. The bill authorizes an appropriation of 
$375,000 for the expenses of administration. 


REGIONAL BOARD HAS SPEAKERS 


The Atlantic States Shippers’ Advisory Board has formed a 
speakers’ bureau for educational purposes. The work of the 
bureau has been to spread information as to what the regional 
boards were trying to accomplish and to tell of the efforts and 
results of the policy of co-operation between the shippers and 
carriers.. In the last two months informal talks have been de- 
livered by members of the bureau before approximately sixty 
civic organizations in the Atlantic states territory. 

A delegation headed by Emil P. Albrecht, president of the 
Philadelphia bourse, called on President Coolidge this week to 
invite him to address the next meeting of the Atlantic States 
Regional Advisory Board April 9. 


ROLLING STOCK ADDITIONS 


In anticipation of heavy freight traffic, Class I railroads had 
over 30,000 more freight cars on order on January 1 this year 
than they did on the same date last year, according to reports 
filed by the carriers with the car service division of the Amer- 
ican Railway Association. A summary of the situation follows: 


On January 1, 1925, freight cars on order, deliveries of which 
were being made daily by car builders, totaled 55,684, compared 
with 25,619 on January 1, 1924, or an increase of 30,065. 

f the freight cars on order at the beginning of this year, box 
cars a 33,636, coal cars 14,997, refrigerator cars 2,888 and stock 
cars 2,951. 

Locomotives on order on January 1, 1925, totaled 287, compared 
with 510 one year ago. 

In the calendar year 1924 the railroads installed in service 156,414 
freight cars, a decrease, however, of 41,461, compared with the 
number installed in the preceding year. Of the total number placed 
in service in 1924, box cars totaled 72,808, coal cars 48,678, refriger- 
ator cars 13,546 and stock cars 9,571. 

They also installed in service in the twelve months period 2,246 
locomotives, compared with 4,037 in 1923. : 

Freight cars now being installed have a larger carrying capacity 
than those being retired from service. The average capacity 0 
freight cars on January 1, 1925, was 44.32 tons, compared with 43.56 


tons on January 1, 1924, or an increase of nearly four-fifths of 4 
ton per car. 


These figures as to freight cars and locomotives either installed 
or on order include new, rebuilt and leased equipment. 


NICKEL PLATE MERGER LEASES READY 

The leases whereby the Chesapeake & Ohio, the Hocking 
Valley, the Pere Marquette and the Erie will be brought into 
the proposed “New Nickel Plate” are ready, according to I 
formation made public in New York, and the merger of the 
roads is now practically assured. An official statement is ex 
pected next week, at which time the number of shares de 
posited in the case of each of the participating roads will be 
made known. 
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A FEW TRIAL 


EXPORT SHIPMENTS 


Consigned to us will make any shipper 
a confirmed patron of ours 


A bonded expense statement on every shipment 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON......... EVERY TUESDAY 
Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 











Low Rates 











ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 


er and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°c**"*" 
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cAlexandria 


LOS ANGELES 


cA First Class Hotel at Moderate Rates 


The Alexandria has been praised by travelers 
from all parts of the world for the magnifi- 
cence of its appointments, the comfortable and 
: thoughtful service afforded guests, and for the 


excellence of its meals. 





Rates per Day, European Plan 


Single Double 
120 rooms with running water $2.50 to $4.00 $4.00 to $6.00 
220 rooms with bath - - - 3.50to 5.00 5.00to 7.00 
160 rooms with bath - - - 6.00 to 8.00 8.00 to 10.00 

















Also a number of large and beautiful rooms and suites, some in 
period furnishings with grand piano, fire-place and bath, $10.00 up. 






RANCHO GOLF CLUB 
available to all guests. 


The center for Banks, Theatres, Shops. 


Please write for Booklet 


Harotp E. LatHrop, Manager 





A prog mage ape STOCK within the 
to six days in 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE C0. 


territory saves one 
deliveries to SOUTHWESTERN TERRITORY 
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EXPORT RATES ON APPLES 


The Traffic World Ottawa Bureau 


The chief traffic officer of the Board of Railway Commis- 
sioners has recommended that the application of the Canadian 
Pacific for an increase in the rate on green apples from the 
various stations on its subsidiary, the Dominion Atlantic, to 
Halifax for export be not granted, and the board has issued the 
report as its judgment. Incidentally the report contains some 
figures as to the earnings and charges of this branch,. not 
hitherto published. 

The Dominion Atlantic, August 1, 1924, issued tariff C. R. C. 
No. 746, effective September 8, 1924, providing for an increase 
in the carload rates on apples from the Annapolis Valley 
(through which this road runs, from Yarmouth to Halifax) to 
Halifax for export, of about four cents a barrel. The Nova 
Scotia Shippers’ Association and the Nova Scotia Fruit Growers’ 
Association applied for suspension of the increase pending hear- 
ing by the board, which was granted. 

In justification of the proposed increase, the company relied 
largely on the financial situation of the Dominion Atlantic, fil- 
ing exhibits showing that, in 1923, there was an actual deficit 
in operating costs against revenue of about $75,000, or a cost of 
$123.53 to earn $100, and that, for the half year ending June 30, 
1924, it cost $149.17 to earn $100.00. The railway company 
stated that, under such conditions, with no prospect of improve- 
ment, together with a falling off in freight revenue as well as 
in local passenger traffic, it was impossible to continue operat- 
ing under present rates and maintain a satisfactory service as 
well as keep the property in condition. It was stated that the 
situation of this company was worse than in 1920, when a 40 
per cent increase in rates was authorized by the board—which 
was considered justification for a restoration of the 40 per cent 
increase in export apple rates. 

Attention was called to the necessity for maintaining a large 
amount of refrigerator equipment to handle the apple traffic in 
winter, thus increasing train tonnage with no adequate return in 
the charge assessed for such service over and above box-car 
equipment, and a statement was filed covering the increased cost 
of handling export apples in refrigerator cars as compared with 
ordinary box-cars. Comparative figures of both freight and 
passenger traffic and revenue were given for 1920, 1923, and 
the first six months of 1924 as indicative of a material decline 
therein, and it was stated that this was, in part, due to improved 
public highways and automobile, motorbus, and motortruck 
competition. 

Referring to the question of refrigerator cars, the report 
says: 


When the handling of traffic in refrigerator cars is stressed by 
the railway, as in this case, it seems to me that in view of the fact 
that it owns no cars of this type, some explanation and details of 
the arrangement under which it provides them, and the compensa- 
tion paid therefor, is relevant, so far as its effect on the operating 
cost of the railway is concerned. 


Dissatisfaction was expressed with the figures submitted by 
the railway as to decline in traffic, and the same was said of the 
figures showing the financial results of its operations. Com- 
parative figures for 1920 and 1923 indicating a material decline 
in freight and passenger traffic were considered by the board 
to be unsatisfactory, because 1920 was the year in which the 
railway handled by far the largest traffic in its history—‘it was 
abnormal, and, therefore, not a proper one to use for compara- 
tive purposes.” 

The exhibit filed by the railway showed that, for 1923, it 
cost $123.53 to earn $100, as compared with $107.44 for the previ- 
ous year. Following an extended analysis of the figures, the con- 
clusion of the traffic officer and of the board is that the figures 
for 1923 appear to be entirely abnormal. 


If they are not abnormal, a explanation should have been put on 
the record; if they are abnormal, then the board is not warranted 
in granting an increage on this particular traffic ‘alone based merely 
on the operating results of a single year containing an unascertained 


and unstated percentage or amount of operating expenses which 
are abnormal, 


With regard to the suggestion of the railway company that this 
is the only item of traffic on which its rates could be very well 
increased, I do not consider their statement to be at all conclusive, 
nor do I attach much weight to their representation as to the 
spread between domestic and export rates. There is no recognized 
spread between these two classes of rates anywhere, and each case 
requires to be dealth with individually, and on its merits, and 
without reference to any particular spread. 

The judgment also points out that when the tariff cover- 
ing the proposed increased rates was issued August 1, 1924, the 
railway was required to absorp a switching charge on the traffic 
at Halifax of $5 a car; but, August 7, the board reduced this to 
$2.50, making a saving on the basis of the 1923 exports of apples 
of $13,249.54, and a similar saving per car on other traffic. 


NEW FREIGHT STRUCTURE 


The railways are wondering how the proposal to “evolve 
a new freight rate structure satisfactory to all parts of Canada” 
is going to be carried out. It is pointed out that the Maritime 
Provinces do not want their freight rates equalized with those 
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of other parts of Canada. They want to get back the special 
low rates they once had, to enable them to get into the mar. 
kets of Quebec and Ontario. With regard to the prairies, the 
Crow’s Nest rates on grain, flour and other commodities are 
considerably lower than rates for similar service in other parts 
of Canada, so equalization will not appeal to them. British 
Columbia is clamoring for the elimination of the mountain 
scale and the substitution of the prairie scale. In view of 
the years which it took to deal with the western rates case, it 
is anticipated that the creation of a rate structure for the 
whole Dominion is something in the distant future. 


CANADIAN CAR LOADING 


Car loadings in Canada the week ended January 10 aggre. 
gated 50,168, an increase over the previous week of 9,799 cars, 
Grain loading increased 1,529 cars, miscellaneous freight, 2,335, 
merchandise 1,781, with smaller increases in other commodities, 
Compared with the corresponding week in 1924, grain loading 
decreased 3,052 cars. Pulp and paper and miscellaneous freight 
showed small decreases, but all other commodities increased, 
the net increase being 1,554 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


TOTAL FOR CANADA 


— For the Week Ended— 
Jan. 10 Jan. 3 Jan, 12 









































Commodity: 1925 1925 1924 
Grain and grain products........cccsccees 5,815 4,286 8,867 
MINS GOON 0.05.5 cc cewvecsvevewececeeeees ose rene 2,047 2,226 
REE ON AE FE f 7,294 6,286 
MI dsiaralacoigisidcai asa) cvareie tintaig weeiealeaiieee 6 sieinieee 266 209 
1 COS SE meee f 1,998 2,384 
NO ods dace 4 oe Padded tacseceduessedne , 2,084 2,615 
MUNSHI voce nig ota ovcasncececesa : 1,596 2,113 
Other forest products...........e00. a 1,705 2,266 
oe crphins 44 siavccecwaceasuiacomenede 1,065 855 
Mcpcinsiilinn x, €. i — 10,958 11,296 
SPURS N5'0-b.cacvacocsveybededescabses 7,070 9,497 

WORE CHPW TOMGON. 55.5 viv iccicccticscces 40,369 48,614 

Total cars received from connections. 27,186 26,387 27,075 

EASTERN CANADA 
Grain and grain products........... isos 32660 1,287 2,597 
Live stock X 999 1,073 
SR St Re ee Lees 3,551 3,712 2,650 
CM iis, Sareiwsinesaieroy woaee ee 266 23 165 
Ee eae 1,851 1,494 1,821 
Eo Se er Cae ne are 2,895 1,922 2,433 
Pulp QW PADVEP....0000000000% alee cscce Eeaet 1,420 2,031 
Gther Forest Products. . .0.6560.ocs dock Ses0x's 1,269 917 1,070 
1 GOST oe RS Rs Sia acoder ee 628 580 542 
mCronammine: Fe ©. lsc cck cacieconescecctes 9,721 8,279 8,481 
INNIS 5 ciisdrope Ghactvetecseisaceniates 7,577 5,823 7,880 
Ota) CAVG 1OGOO..csckcsiceccdaueetes 32,565 26,666 30,748 
Total cars received from connections. 24,008 23,854 24,034 
WESTERN CANADA 

Grain and grain products.......ccccccees 4,185 2,999 6,270 
ACG Me 0554 4-04-560666s Cl edewudecsnwnne - 1,818 1,048 1,153 
WE, 6 gpaceew DenOaeiengeebnesteKeesdanenamnae 4,102 3,582 3,636 
NG. tees ctneteuredws reed pee cuteseeewns er 51 33 44 
DUO cui acdcctns 6s: 1Gen eee eReOGNenceewas 693 504 563 
BING 6 655/530-9068 emda Hci neboae qaaeeee 234 162 182 
Sr EC ce preiccvcvwr ewe weovene cans Pe 185 176 82 
Other forest products.......cccccccceees ss 3,082 788 1,196 
GE tt eal oie a arhid wcaacaroarnsie:e aieenieak hoe eats 437 485 313 
Mievememeee Ts. © Biscscocccccavig vcoces 3,018 2,679 2,815 
Miscellaneous........... aciee meceenepaiealacwae 1,828 1,247 1,617 
ae OR TING. iidio-sccctueseckewses 17,603 13,703 17,871 
Total cars received from connections. 3,178 2,533 3,041 


CANADIAN CANAL STATISTICS 


A summary of canal statistics for Canada for 1924 has just 
been issued. Total traffic for the season of navigation through 
the Canadian and United States locks of the Sault Ste. Marie 
Canal aggregated 72,034,828 tons; the decrease of 19,342,003 
tons from 1923 was almost entirely in iron ore, which was 
lighter by 4,575,410 tons. Wheat increased 6,776,105 bushels, or 
203,283 tons, and was a new high record for this commodity. 
Other grains show an increase of 7,854,038 bushels, and flour 
increased 510,879 barrels. 

Traffic in the Welland Canal aggregated 5,037,412 tons, also 
a new record, being 34 per cent heavier than 1923 and 1,176,- 
443 tons heavier than the previous high record made in 1914. 
The chief increase was wheat with 2,999,419 tons. This was 
35,967,860 bushels over the 1923 movement. Canadian wheat 
increased 734,863 tons and United States wheat 344,173 tons. 
All other grains but barley showed increases. 

Traffic on the St. Lawrence canals aggregated 5,536,374 
tons, exceeding the previous high record of 1923 by 22 per cent. 
The’ chief factor was the wheat shipments, which increased 
1,093,445 tons over 1923. The total of 99,796,700 bushels com- 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 


The Weicker Transfer & Storage Company 


INDIANAPOLIS, IND. 





TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 


Merchants Southwest Fireproof Warehouse Company 
1 East Grand Avenue 





METROPOLITAN WAREHOUSE COMPANY 


Incorporated 1924 
S. E. Cor. Sixth and Mill Streets 


LOS ANGELES, CALIFORNIA 


OPERATED IN CONJUNCTION WITH 


CALIFORNIA TRUCK COMPANY 


Incorporated 1884 
Six Story and Basement Reinforced Concrete Building 


110’x 375’ Containing 270,000 Square Feet 
Sprinkler System Throughout 
Exceptionally Low Insurance Rate 
Merchandise Storage 
Space Leased in Warehouse With Offices for Tenants 
Distribution of Pool Carloads 
Double Track Private Spur 
Reconditioning of Packages for Foreign Shipment 
Custom House Brokerage 
Drayage Service 
Located immediately adjacent to the Retail, Wholesale and 
Jobbing Districts an] to the Railroad Terminals. 
New Building ready for occupancy January 1, 1925 
For further particulars address 
P. O. BOX 570, ARCADE STATION 


LOS ANGELES, CALIFORNIA 
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prised 71,477,300 bushels of Canadian and 28,319,400 bushels of 
United States wheat. Pulpwood increased 118,473 tons, while 
anthracite and bituminous coal both showed considerable de- 
clines. 

Charts accompanying the report show the steadily increas- 
ing quantities of wheat passing through the canals since 1920. 
Ratio charts are designed to bring out any relationship existing 
between the freight rate for carrying wheat from Port William 
and Port Arthur to Georgian Bay ports and to Buffalo and the 
vessel tonnage available. Since the iron ore traffic is by far 
the largest of all commodities handled and is in the same di- 
rection as the grain traffic, fluctuations in the ore traffic greatly 
affect the vessel tonnage available for the transportation of 
grain. The charts show that the freight rates on wheat, espe- 
cially the curve for the Buffalo rates, follow closely the curve 
for the tons of iron ore handled, and that the curve for the 
Bay ports rates also follows, but not so closely, and also that 
the effect of the volume of wheat moved on the freight rates 
is not apparent, the wheat tonnage being so small in com- 
parison with the ore tonnage. The report says: 


The ore fleet being of United States register is not available for 
wheat to Bay ports and consequently the relationship between the 
ore traffic and the Buffalo rates is more direct than between the 
Bay ports rates. The chart indicates that the supply of vessel 
tonage available from the iron ore traffic is a very important factor 
in fixing the rate charged for the transportation of wheat from Fort 
William-Port Arthur to these ports. 


Following is a summary of the statistics on the three main 
canals: 


Sault Ste. Marie Canals: 
Canadian & American Locks— 


—Season of Navigation— 
1924 1923 








fT PLEA TRIG SS EE ET 17,867 421,974 
ee ee ere eee *57,291,961 *68,547,016 
RIE resins. car ax uo ecoreres. cao cbicele wep Cale ere 53,825 56,485 
I Tors cas gs av0) b asac ex & as nh pita a ee aaah eee $10,996,400 $10,485,521 
en eer or ere ee §289,654,520 §282,878,415 
NNN ico: antica'h gids or persia egsere oe Gele Creer §164,107,130 86,253,092 
I” aicl'a w'nvava 6: oliwralar o eieca neiarwielole disaielaiaiere *42,491,637 *59,356,943 
SRI 5. ale dade #6 Cedidietne wesc aneendedeundur *12,133,892 *16,709,302 
BEE EMO oc UCA Se ndewdw eet venccuabeonnes *1,435,201 *1,680,824 
ME ING has eeettedo ng cesivssatetewt *72,034,828 *91,376,831 
Sault Ste. Marie Canal: 
Canadian Lock— 
I lala G ornate Odie 4-6 05 ara. 4.b:0 Seed wbealea ewe 3,316 43,966 
NE TONMREG 6 oc ccc bacesecseveseoeee *4,992,571 *6,349,704 
NN cigs acarcnas craveuaiane sacra oiean ¢ carerctie acevo 34,367 35,697 
Barley *57,453 *131,143 
Oats *210,326 *187,937 
Wheat *402,211 *698,230 
Flour *491,582 *502,067 
I a ee ee ee *1,631,531 *2,255,929 
Welland Canal— 
RN oe aa ra eae ehalis uh na 6 Gobi O Rew nial OU a eM aneiece 75,361 44,762 
ES eee er cee *5,016,511 *3,852,183 
RO a a eee ne ree *79,971 *166,995 
SL ch Win eatnd namic Gale: ve sid ose Wace naie enh ex «efeltees% *87,010 *77,815 
NE rao c a da telals Sadie old cnd tind bindteusi ccd ssie/iselare 204,739 *201,414 
NR ee eee clay chafaicinia wi vie ornate a eis are Olen haven ease *243,214 *172,658 
NS eg COLipkiars aie Bsiweg sir ceca weer Waonaecee *2,994,419 *1,915,383 
SOIL, « ac:ehurd,is lunacor-alnielwreave @)S Tere Weikw. ders clea Sik *211,767 *169,262 
NN MRE goo bie ca c's ne cine Sau mmatos-omeKe erases *576,572 *591,591 
BEE. Satins tne sed CACM A ead ene eee eRe poesaleoes *160,787 *167,698 
MINE III oie driruinixeWin wee bcc eens ees *5,037,412 *3,755,912 
St. Lawrence Canals— 
I Fue a 6b5,0Wpdie se Raab oe shobiniecuees 711,538 ¥11,600 
MEGMNUOTOR TOMNARS 6.56 bocce cvtecesveoesece *5,882,806 *5,248,925 
EE SC re +78,450 481,777 
Corn *46,216 *56,090 
i ae *210,020 *186,945 
ye *231,804 *170,950 
Wheat *2,993,902 *1,900,457 
SPENCE GONE OEE 6. 5o oo cleaves ccdede reso ce 49,265 *88,076 
EE. aac widccelvleln cdl eed ene print ecmen eee med *494,759 *376,286 
EN ee le ogi ch ucbairasciewenealee ame es *147,043 *298,381 
ER Ree Sat ee ee ee eee *6§22,732 *645,261 
SE 8a haere oe al i osivrcidierstagid pina we esl ee a tace gia *187,885 *209,297 
NIN 95 a Gin bo sie wcinrarsie wie ecw paeawie *5,536,374 *4,541,528 
+ Number. 
* Tons. 
t Barrels. 
§ Bushels. 


SHIPPING COMBINATIONS 


The Traffic World Ottawa Bureau 


The announcement of Premier King that the Canadian gov- 
ernment, acting in co-operation with the British government, 
intends to give attention to shipping combines, particularly as 
they relate to cattle and grain, indicating a fight with the North 
Atlantic Shipping Combine, has aroused interest both in Great 
Britain and Canada. The combine intimates that it will have 
a case to put forward in its own defense when the charges of 
Premier King are definitely formulated, and suggests that it 
will be able to give reasons for its actions and point out the 
benefits the combine has conferred by economy in operations 
in connection with Atlantic rates. 


The matter of ocean rates has been under consideration 
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by the Canadian Parliament for the last two sessions and by 
the government in the interim. The complaints made cover a 
wide range, but they relate particularly to rates on grain and 
cattle. An inquiry at the last session found that rates were 
fixed by a conference to which all the shipping companies— 
including the Canadian Government Merchant Marine for a time 
—were parties. Last summer a Canadian commissioner was 
abroad investigating the matter. The claim is that Canada 
cannot properly avail herself of the British market so long as 
existing rates continue for cattle, particularly. 

The Premier’s reference to the subject in his Toronto speech 
indicates the probability of legislation on the subject. As the 
shipping conference is in no way subject to rate regulation by 
Parliament or any other governing body in Canada, the pre- 
sumption is that the steps to be taken will be by introducing 
a competitive factor designed to force down rates, and it is 
understood that negotiations have already gone a considerable 
distance to that end. 

With the lifting of the British embargo on Canadian cattle 
a year or two ago, much was expected from the shipment of 
cattle to the old country; but with the lifting of the embargo 
came an increase of the cargo rates on cattle to almost double 
the old figure. The western part of Canada, where cattle rais- 
ing is a main industry, has been protesting vigorously, and urg- 
ing that a special rate be granted on the ships of the govern. 
ment merchant marine to cattle shippers in order to provide 
competition to the other lines. 

Operating losses on the government ships since they began 
to run in 1920 are estimated at over sixty million dollars. Other 
shipping firms are complaining that, whereas the government 
boats, when they began to operate, were opening new trade 
routes and, by so doing, had some reason for their existence, 
they are now merely in competition with the regular shipping 
companies and many of the original routes have been abandoned. 


CANADIAN NATIONAL CONSTRUCTION 


The Canadian National Railways has issued a statement 
showing the progress made on branch lines and covering its 
activities in general in the west in the last season. Grading, 
track-laying, and completing ready for operation of the branch 
lines approved at the last session of Parliament was the main 
feature of its construction program. Track was laid over 114.91 
miles of these new lines, while grading contracts for 286.81 


miles were let during the year. Progress on the various 
branches was made as follows: 


Peebles-Lamaman.—On this line 3.12 miles of grading, 21.90 miles 
of track, and 22.4 miles of ballasting. 


Dunblane South East.—Of the 37.62 miles to be graded, 59 per 
cenit was done before work closed down for the winter. 


Loverna West.—Only 21 per cent of the 50 miles to be graded 
was completed before close of operations. 


Hanna-Warden.—62.17 miles to be graded, of which 13 per cent 
was done last year. 


Cowichan Bay.—Work of grading is still proceeding. 


Prince Albert North East.—Six miles of grading contracted for, 
and completed, and 23.94 miles of track laid. 

Kamloops-Kelowna and Lumby.—Work of completing grade and 
putting existing grade into shape is still proceeding. 


St. Rose du Lac.—More than 20 miles of track laid and work 
proceeding. 


Gravelbourg Extension.—10.19 miles of track laid and 10 miles of 
ballasting. 


Track revision work was done in the Sprague subdivision for 
7.05 miles, including os and track laying; also 3.52 miles of neW 
track in the Kashabowie subdivision and 9.69 miles of second track. 

In addition to the above, 18 miles of abandoned G. T. P. grade 
between Yellowhead and Rainbow was rehabilitated and put into shape 
for track laying; approximately 40 miles of new trackage was laid 
for extensions to existing yard tracks, sidings and spurs, to provide 
for increased traffic; a material yard is being arranged for at 
Campbell’s Creek, B. C., to allow track laying to proceed on the 
Kamloops-Kelowna branch for a distance of approximately 60 miles. 

Ballasting was completed on the second track between Kankaheka 
and Mokomon, Bedford Hill revision (7.05 miles), Yellowhead to 
Rainbow co-ordination mile 17.8 to 35.4, Albreda subdivision. 


About 3,400,000 ties were used for renewal purposes in the 
year and, in order to release lighter rail for renewal purposes 
and to take care of increasing heavy traffic, 85 pound rail was 
laid over 271.67 miles. Improvements and changes in connec- 
tion with the water supply were made at various points. Tw0 
12,000 gallon Vanderbilt water tanks and tenders were placed 
in the Touchwood subdivision to enable the company to skiP 
the very bad water at two points on that division. In addition 
to culverts erected, four steel bridges and substructure for an- 
other were placed in different western divisions. 


In 1923 work was begun on the co-ordination of the Cana- 
dian National and Grand Trunk Pacific lines at Portage-la- 
Prairie. This was continued during 1924 and is now about 
complete. Many new buildings were erected during the past 
year, including brick freight sheds at Yorkton and North Bat- 
tleford and an extension to the station at Saskatoon. 


The Canadian National has been paying particular atten- 
tion to tourist traffic, and has been developing its pleasure re 
sorts. In connection with the Jaspar Park Lodge, several new 
buildings have been added, and tennis courts and golf courses 
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A Guide to 
Dependable Service 


Omaha 


Lincoln 


St. Joseph 
Kansas City 


California 


Pacific 
Northwest 


Denver 
St. Paul 


Minneapolis 


P. S. EUSTIS, Passenger Traffic Manager 
Burlington Route 
547 W. Jackson Blvd. 
Chicago 
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TRAFFIC 
MAPS 


With Postal Unit System 
applied quickly and 
definitely locating 
each place 
| Reference Numbers 
| WASTE TIME 
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All Shipping Information in One Volume 


with Quarterly Supplements thereto 
Only one Supplement in effect at any time 


A request on your letterhead will put this guide 
on your desk on five days’ approval 


Representatives with traffic experience wanted everywhere 


International Guide Publishing Co. 


INCORPORATED 


805-807 Phoenix Building Minneapolis, Minn. 
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MURSN 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S. S. SIDNEY M. HAUPTMAN 


Sailings every two weeks thereafter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


St. Louis, Pittsburgh, Baltim 
e 
~ elphia, Mobile, ee Gaon 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


LOOSE-LEAF GUIDE for SHIPPERS 
revised every month. It is the only 
complete Guide issued; it describes 

EVERY TOWN in the UNITED STATES, 

thousands in Canada, and 


Tells You How to Ship to All of Them 


IT CONTAINS 


VERY Town (Ra‘lway Station, Post Office, Inland Village, 
Boat Landing, or otherwise), arrange by States, with 
Complete, Conc'se Directions for Shipping by 
FREIGHT, EXPRESS, PARCEL POST 


for Mailing and Telegraphing. Shows Parcel Post Zones from 
certain cities. Names the Railroads and Express Companies 
reaching a place. For Inland Po'nts, shows the nearest railroad 
station and distance from it—also nearest Express Office, Post 
Office, Telegraph Office, etc. One section is a ‘Shippers’ Guide 
to Foreign Ports and Places.” 


TRAFFIC AND SALES MANAGERS 


SOLVE THEIR DISTRIBUTION PROBLEMS by using 
The Shippers’ Guide Directory of Transfer Agents and Storage 
Warehouses—another portion of ‘“‘The Shippers’ Guide.” 


The original outlay of less than 5% per day is quickly saved 
many times over. 


The Shippers’ Guide Company, Inc. 


CHICAGO NEW YORK CITY ST. LOUIS 
623 Plymouth Court 13 Park Row 506 Olive Street 


Publishers of Guides for Shippers for over 50 years 
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constructed. Similar work has been done at Grand Beach, 
Minaki and elsewhere. 

The new equipment placed included 1,000 sixty-ton box cars; 
20 Mikado type locomotives, operating out of Melville and Rainy 
River; 3 snow-plows; 25 cabooses; 2 160-ton wrecking cranes, 
which have the largest capacity of any cranes in western Can- 
ada. In addition, five large transfer locomotives, heavy switch- 
ers, which were in service in the east for a short time, were 
transferred to the west. 


MONTREAL PORT FIGURES 


Figures issued by the port of Montreal show that it not 
only created a new world record for the amount of grain han- 
dled in any one year—namely, 165,139,396 bushels—but that, in 
the season from January 1 to November 30, it handled 94,366,508 
bushels more than New York, the next port on this continent. 
The total for the eight leading Atlantic ports was as follows: 
Montreal, 161,963,508; New York, 67,597,000; Galveston, 22,855,- 
050; New Orleans, - 20,563,749; Philadelphia, 15,580,000; Balti- 
more, 14,054,000; Boston, i,993,000; Norfolk, 1,988,000. The 
port of Vancouver handled over 55,000,000 bushels this year. 

Statistics issued by the government show that shipments 
of grain. by vessels from the elevators at Montreal were 152,- 
071,994, but this does not include all the wheat that may have 
gone from the port. Of the above, considerably more than 
half, or 85,925,254 bushels, was American grain. During the 
1923-4 crop year only 27,519,880 bushels of American grain went 
through Montreal as compared with over 88 million Canadian. 
The heavy movement of American grain last year is said to 
be due to two faetors. The first was the lower eost of ship- 
ment via the Georgian Bay and the St. Lawrence; the second 
was due to the action of the Grain Marketing Organization, 
the body which took over the Armour and other large American 
elevators to operate on a co-operative basis. When they saw 
the upward tendency of the wheat market, they contracted for 
all the space they could get through Canada. 


REGIONAL OFFICERS MEET 


At a gathering of regional officers of the Canadian National 
Railways at Toronto this week, C. G. Bowker, general manager 
of the Centra] 1egion, was the chief speaker. He mentioned 
the fact that a rumor had been circulated that, in soliciting 
business, officials had used sentimental reasons for obtaining 
it, as, for example, that the people should patronize their own 
road. He refuted this, stating that the only argument Canadian 
National traffic solicitors used was that the service given was 
as goad as, or better than, that of any other road. He said 
that, in the last year, by the efforts of the officers, operating 
expenses were reduced to such an extent that, despite the fall- 
ing off in business, the Central region would make a fine show- 
ing. 

Drawing attention to the criticism made of the officers in 
charge for asking Parliament for money for capital expenditure, 
he pointed out that, when the properties of the Grand Trunk 
and the Canadian Northern were taken over, much work had 
to be done to produce economic operating conditions. 

“We must spend money judiciously,” he said, “to create 
economic operating conditions, so as to keep abreast with other 
railroads and to keep up the standard required for the business 
we are handling; and there is no sound basis for criticism of our 
action in undertaking this work.” 

He said there had been sume criticism of the purchase of 
new engines and cars, delivered in the early part of 1923, and 
stated that one of the great failings in the operation of the old 
Grand Trunk was the fact that it. had driven business away 
through lack of motive power and rolling stock. Foreign cars 
were badly delayed on its connections, and many hundreds of 
thousands of dollars paid out in reclaims, 

“By the purchase of the additional engines and cars,” he 
said, “which were delivered in the early part of 1923, there 
were assigned to the former Grand Trunk lines 38 more en- 
gines and several thousand freight cars, and here is the result 
on the Central region: We had a net revenue of $2,200,000 in 
1922; in 1923, with the additional engines and cars, we moved all 
freight offered promptly, and did not turn away any business. 
net revenues in that year amounted to over $18,687,000. Our 
figures for 1924 are not yet complete, but we will have a net 
revenue of about $15,000,000 and the expenditure of $25,000,000 
was fully justified.” 


Referring to charges that the road was not being operated 
economically, he said: 


I cannot give you the detailed figures for the entire system, but 
TI can give those for the Central region. This comparison is being 
made with the Class One railroads in the United States, consisting 
of such roads as the Pennsylvania, New York Central, Illinois Central, 
Southern Pacific, and others, all of which are old roads and have 
spent many millions in creating economical conditions. The 1923 
figures show that for each $100 taken in the Class One railroads there 
that they saved $15.38; the Central region of the Canadian National 
saved $13.21. The entire difference between the two sets of figures 
is more than made up by the difference in price which the central 
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region paid for its fuel coal. The Class One roads of the Unity 
States paid $3.46 per ton; the central region of the Canadian National 
paid $6.40 per ton. If we could purchase our coal at the same rat, 
as they did, we would have saved $19.32 out of every $100 which y, 
took in. This, I think is conclusive evidence that this system 4 
being operated economically. 


The officials at the meeting in Toronto included those whoy 


jurisdiction took in Fort William in the west and Portland jy 
the east. 


C. N. R. AND POLITICS 


In addressing an audience at Ottawa this week, Sir Heny 
Thornton said all political parties in Canada were trying, » 
far as they were able, to keep the Canadian National Railway; 
out of politics. That attitude had helped the executive to over. 
come many difficult problems. The sectionalism that pervade 
many parts of Canada had proved a greater trouble-maker thay 
had politics. 

All great railways on the American continent, he said, had 
passed through a period of insignificance, and from the efforts 
of forty years or more had grown into the many great systems 
of today. The Canadian National had sprung into existence 
overnight, as compared with the life of the other large roads, 
and in a few months those placed in charge had been compellei 
to complete an organization to administer 22,000 miles of road. 
It would have been strange if perfection had resulted; what 
could be said was that the many units had been amalgamated 
into one entity and among the employes had been developed 
a feeling of pride in the system and an honest desire to serve, 
He believed the spirit of being courteous because it was the 
decent thing was more active among C. N. R. employes than 
among those of any railway with which he had come in contact. 

The present government had never even endeavored to lure 
him into using the railway for political purposes, and he wished 
to say the same of the opposition. Both had given him every 
indication that the C. N. R. was to be given a fair trial. 


BRANCH LINE CONSTRUCTION 


Men engaged in railway construction in New Brunswick 
say the Canadian National executives have been insistently 
urging that their proposed branch line from Kingsclear, on the 
St. John Valley Railway toward Vanceboro, Maine, to give the 
Canadian National independent connection with the New Eng. 
land states and make a new short direct line from Halifax to 
New York, be started. Construction companies are framing their 
programs so as to be able to take contracts on the line by 
July 1. Surveys for the line were completed about a year ago 
and a bill authorizing an initial expenditure of $1,600,000 passed 
the House, but was killed in the Senate. It will be reintro- 
duced when the parliamentary session opens in February, and 
it is expected that it will be passed. 


ELECTRIFICATION OF RAILROADS 


Addressing the Canadian Railway Club in Montreal, A. J. 
Manson, manager of the heavy traction division, railway de 
partment, of the Westinghouse Electric Company, declared that 
electrified railroads of the present were mere pioneer installa- 
tions; the future would see the super-power idea expanded, 
greater demands on transportation, needs for 7,000 and 8,000 
ton trains running at high speeds, and electrification would be 
transformed and increased. He said that the greatly increased 
demands on transportation facilities made it imperative that 
plans be laid to use the best tools for handling this load. In- 
dustrial and social progress, both in Canada and the United 
States, was largely dependent on the proper use of railroads. 
With the increase in super-power tie-ups, and the building of 
larger and larger central stations to develop the amount of 
power required on-railroads a partial solution to the financial 
problem might be found. With the power companies developed 
to furnish to the trolley wire the energy required, and owning 
and controlling the transmission lines and sub-stations, which 
might profitably to both parties be located along the railway 
company’s right-of-way, they could utilize these limes to de 
velop manufacturing industries along the route and, thereby. 
make a reasonable price to the railways. All of this would 
make electrification most attractive to the railroads. He said 
progress in applying high voltages to electric lines had beet 
made to such an extent that the larger railroads in electrifying 
were making their lines capable of handling 22,000 volts. Rail- 
roads were already using 11,000 volts on their overhead, and 
there was no reason for stopping at this figure. He quoted 
figures on electrifications which his company had made or was 
making, including the Detroit & Ironton, the Virginia, Norfolk 
& Western, the Chicago, Milwaukee & St. Paul, and the New 
York, New Haven & Hartford. 


GRANTS FOR BRANCH LINES 
In an interview with W. D. Robb, vice-president of the 
Canadian National Railways, Premier Taschereau, of Quebec, 
took the attitude that the company should not expect grants 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 


From New York Westbound Eastbound from San Francisco Les Angeles 
S.S. Manchuria Feb. 12 S.S. Kroonland Jan.31 Feb. 2 
S.S. Mongolia Feb. 26 S.S. Finland Feb. 14 Feb. 16 
S.S. Finland Mar. 12 S.S. Manchuria Mar. 7 Mar. 9 


and regularly thereafter 
ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 

(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 

Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bldg. 


Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 





















Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT MONROE’ 


Sails from BOSTON, February 10, 1925 
Sails from NEW YORK, February 19, 1925 
(Piers 22 and 23, New York Dock Co., Brooklyn. N. Y.) 
(and a sister ship every fourteen days thereafter) to the ports of 


Los Angeles Honolulu Shanghai Manila Penang 
San Francisco Kobe Hong Kong Singapore Colombo 


“PRESIDENT ADAMS’ 


Sails from SAN FRANCISCO, January 31, 1925 
(and a sister ship every fourteen days thereafter) to the ports of 


Honolulu Shanghai Manila Penang 
Kobe: Hong Kong Singapore Colombo 
Direct Sailings also to Java Ports 


THROUGH BILLS OF LADING—For the convenience of Exporters and Importers, 
through bills of lading will be issued at point of s capes 7 from all interior points 
in the United States and Canada to Foreign ports and from for ports to interior 
destinations in the United States and Canada, via New York, Boston, San Fran- 


cisco or Vancouver. 
Dependable Service Regular Sailings Unsurpassed Facilities 


For all information as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


NEW YORK CITY CHICAGO, ILL. 
15 Moore Street 112 W. Adams ft Cent. 0906 


Pte aleee wwe a FRANCISCO.. 
SS ANGELES 
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from the province for the projected branch lines in Lake St. 
John and Rouyn gold fields districts. He considered that the 
branches were feeders for the Canadian National and should 


be built in the same way as the company builds its branch 
lines in the west. 


PORT OF VANCOUVER FIGURES 


Figures issued by the port of Vancouver show that that port 
is now third in magnitude on the Pacific coast in regard to 
cargo handled, showing a volume of freight twice as great as 
Seattle. Los Angeles takes the lead with 3,312,864 tons of 
cargo handled; San Francisco is second with 2,738,490 tons; 
and Vancouver third with 2,640,552 tons. Portland has 1,545,814 
tons and Seattle 1,117,608 tons. As a wheat port Vancouver is 
far in the lead. Last year it shipped 55,873,788 bushels, or 
more than double the quantity from Puget Sound and Columbia 
River ports together; but the latter shipped five times as much 
flour as Vancouver. Vancouver shipped 936,033 barrels; Puget 
Sound ports, 2,365,688 barrels; and Columbia River ports, 2,162,- 
190 barrels. 

Almost 100,000,000 more feet of lumber were cut and ex- 
ported from Vancouver in 1924 than 1923. Shipments of this 
~~ risen from 121,006,293 feet in 1921 to 386,983,595 feet 
n 

In 1923 a total of 837 ocean-going ships, net tonnage 2,804,- 


883, entered the port; in 1924 a total of 1,009, net tonnage, 3, 441. - 
460. 


CANADIAN RAIL EARNINGS 


Gross earnings of the Canadian National Railways for the 
week ending January 14 were $3,735,713, a decrease of $433,769 
from the corresponding week of 1924. "Those of the Canadian 


Pacific for the same period were $2,505,000, a decrease of $447,- 
000. 


YORK-ANTWERP RULES 


The Shipping Federation of Canada has approved and rec- 
ommended for general use the York-Antwerp Rules, 1924, as 
drafted by the International Law Association at the Stockholm 
Conference, falling in line with Lloyds and all the pig steam- 
ship owners’ associations and shipping organizations in Great 
Britain and on the continent. The standard clauses as to gen- 
eral average, familiar under the name of the York-Antwerp 
Rule, 1890, were amended at the thirty-third conference of the 
International Law Association at Stockholm in September, 1924. 
The rules were revised to bring them into line with modern 
requirements and were supplemented by the addition of an in- 
troductory group of clauses declaring principles to be applied 
in cases not explicitly provided for. 


REVENUE FREIGHT LOADING: 


“All previous records for this season of the year in the 
number of cars loaded with revenue freight were broken the 
week ended January 10,” says the car service division of the 
American Railway Association. 

“The total for the week was 932,807 cars. This figure has 
never been reached before at this season of the year, the near- 
est approach being in 1924, when it was reached the middle of 
February, while in 1923 it was not reached until the last of 
March. Prior to that time, that figure has not been reached 
until about the middle of the summer. 

“Compared with the corresponding week in 1924, the total 
for the week of January 10 was an increase of 60,784 cars, while 
it also was an increase of 59,899 cars over the corresponding 
week in 1923. 

“Due to increases in the loading of all commodities, par- 
ticularly miscellaneous freight, merchandise and less-than-car- 
load lot freight, coal and forest products, the total for the week 
of January 10 was an increase of 167,080 cars over the pre- 
ceding week, which included a holiday, New Year’s Day. 

“Miscellaneous freight loading amounted to 298,340 cars, 
51,135 cars above the week before and 24,327 cars above the 
same week last year. It also was an increase of 16,681 cars 
above the same week two years ago. 

“Loading of merchandise and less-than-carload lot freight 
totaled 232,663 cars, 39,918 cars above the week before and 
12,685 cars above the same week last year. It also was 21,414 
cars above the same week in 1923. 

“Coal loading for the week of January 10 totaled 217,412 
cars, an increase of 36,944 cars over the preceding week and 
6,359 cars above the same week last year. Compared with the 
same week in 1923, it was an increase of 18,642 cars.” 

Revenue freight loading by districts the week ended Janu- 
ary 10 and for the corresponding period of 1924 follows: 


Eastern district: Grain and grain products, 8,795 and 8,954; live 
stock, 4,103 and 4,589; coal, 49,629 and 53, a coke, 3,170 and 2, 574; 
forest products, 6, 484 and 5, "713: ore, 1,757 and 835; merchandise : & 

64,424 and 59,546; miscellaneous, 74,169 and 75,308; total, 1925, 
*3, 531; 1924, 210,838; 1923, 209,848. 


Allegheny district: Grain and grain products, 3,106 and 2,467; 
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live stock, 2,927 and 3,552; coal, 52,322 and 53,723; coke, 6,507 ang 


,710; forest ——. — and 8,255: ore, 


chandise, L. on 420 and 781; 


63,366; total, 1935, 183, ‘ib; 1924, 77. 35: 1923, 184,123. 


Pocahontas district: Grain and grain products, 206 and 255; 
stock, 109 and 119; coal, 37,173 and 27,724; coke, 566 and 326; forest 


products, 1,267 and 1,409; ore, 232 and 


39, 943; 1923, 31,837. 
Southern district: 


2, 327 and 
miscellaneous, 


1,401; mer- 
66,153 and 


live 


136; merchandise, L.’ a 
6,617 and 6,288; miscellaneous, "3,852 and 3, 696; total, 1925, 50, O02: ‘1924 


Grain and grain products, 5,000 and 3,900; 
stock, 2,604 and 2,699; coal, 31,004 and 29,8 


54; coke, 1,030 and 924; 


live 


forest products, 20,988 and 20, 258; ore, 1,344 and 1,410; merchandise, 


332 and 
1925, 147,223; 1924, 133, 149; 1928, 136,276. 


36,794; miscellaneous, 45,921 and 37,310; total, 


Northwestern district: Grain and grain products, 13,485 and 11,047: 
live stock, 12,419 and 12,402; coal, 12,762 and 11, 366; coke, 1,768 and 
+ 783; forest Products, rm 070 and 17, 224; ore, 679 and 704; merchandise, 

6,081; miscellaneous, 31,201 and 27 739; total, 


C. »267 
1925, 118 esi, "1924, anes, 346; 1923, 114,167. 
Central Western district: 
12,720; live stock, 14,767 and 13,602; coal, 


and 294; _ products, 9,363 and qt, 862; ore, 3,242 and 


chandise, KC » 34,347 a 


Grain and grain products, 14,434 and 


26,280 and 27,531; coke, 387 


nd 
total, 1925, 150, 390: 1924, 111, 802;'1923, 138,889. 


Southwestern district: Grain and grain products, 5,922 and 4,980; 
live stock, 2,988 and 2,772; coal, 8,242 and 7,536; coke, 186 and 172; 
iy products, 8,797 and 7, 803; ore, 535 and 404; merchandise, L. C. 


., 14,486 and 14, 453; 
70,580; 1924, 60,690; 1923, 57,768 
Total, all roads: 


miscellaneous, 29,474 and 22,570; 


2, 734; mer- 


33,035; miscellaneous, 47,570 and 44,024; 


total, 1925, 


Grain and grain products, 50,948 and 44,323; live 


stock, 39,917 and 39,735; coal, 217,412 and 211,053; coke, 13,614 and 


11, 783; forest popeess. 69,297 and 63,524; ore, 10, 6i6 and eZ 614; mer- 


chandise, | a 32 232,663 ‘and 219,97 


013; total, 1925, 932, 807; 1924, 872, 023; 1923, 872,908. 


8: miscellaneous, 298, 340 and 274,- 


Loading of revenue freight this year compared with the 


two previous years follows: 


1925 1924 1923 

WHOGK Gl DOMUNTY SEE occiiiieccsctesws 765,727 706,292 767,296 
Week of January 120GH ..c.cccccscecs 932,807 872,023 872,908 
ONE 4st oe Kes Bintcatesccterotees 1,698,534 1,578,315 1,640,204 


NOVEMBER EARNINGS 


The Commission’s official statistics covering revenues and 
expenses of Class I roads for November, 1924 and 1924, and for 
the eleven months ended November, 1924 and 1923, for the 


United States as a whole, follow: 


Average number of miles operated 
Revenues: 
0 ERE ere ee ee $ 
Passenger 
PE Mate. WG1hi vale Oresaitnena/cisreigees'e ts aie.eeumiareiel 
NE co Rccccconcest es ce were Gencee ce 
All other transportation 
| Rn er re err se ee 
Joint facility—Cr. 
GOURE TRCMII—D.. o oc cc ced ccccccveece 
Railway operating revenues...... 
Expenses: 
Maintenance of way and structures... 
Maintenance of equipment 
ES 6 iiesineh. de Set Os Hebe Ceb ee enreees 
TE UINTIOE. 6 vecdc a cicledee ve tewenseee's 
Miscellaneous operations 
CE, dc newememcindcatlers wack ve aaeee 
Transportation for investment—Cr.... 
Railway operating expenses....... 
Net revenue from railway operations..... 
Railway tax accruals......cccccsscccccsece 
Uncollectible railway revenues 
Railway operating income............. 
Equipment rents—Dr, balance............ 
Joint facility rent—Dr. balance........... 
Net railway operating income......... 
Ratio of expenses to revenues (per cent) 


eeeeeeee 
ee ee 


eee reer eeeee 


ee 


ee eet esereee 


For eleven months: 


Average number of miles operated 
Revenues: 
INR, cho rrssces 4p sare: aaa Coole iy ele ala winio Sale $ 
Passenger 
ES oc a iveeaie cco culee ce uteededewedods 
ee OT ROE I one ene eee 
All other transportation.............- 
BN ain cot auiatokroreencebeeueeee 
Jommt TACUIY—CP.. ..ccc veciosvcccovecs 
SOME FROTIII—— DE. oidinic cdi ccecnscveces 
Railway operating revenues....... 
Expenses: 
Maintenance of way and structures. 
Maintenance of equipment............ 
Ne Ae ree er 
PYAMBDOTTRUION cece cccccvesvceveese veces 
Miscellaneous operations ........++.-- 
| PSR. 2 er 
Transportation for investment—Cr... 
Railway operating expenses...... 
Net revenue from railway operations..... 
Railway tax Accruals.....ccccccccccccccces 
Uncollectible railway revenues............ 
Railway operating income............ 
Equipment rents—Dr. balance............ 
Joint facility rent—Dr. balance.......... 
Net railway operating income........ 
Ratio of expenses to revenues (per cent) 


ee ee 


1924 
235,937.86 


380,874,829 
b78,812,385 
08 


205,825 
505,796,495 
65,776,810 
102, 824, iB 


374, 268, 131 
131,528,364 
29,883,451 


101,498,044 
6,626,572 
1,691,827 

93,179,645 
74.00 


236,165.58 


3,985,548,354 
e985,770,179 


ein 020 
1,164,020,197 
90,448,279 

1 1990, 855,012 
189,508 

1B 528,578 


1923 
235,737.55 


$ 395,885,054 
87,126,454 
7,978,500 
13/115, 409 
16,358,628 
10,869,025 


531,988,659 


68,678,359 
120,640,068 
8,320,304 
192/856,779 
4'033,861 
13,801,242 
1,374,061 
406,956,602 
125,032,057 


94,662, 367 
6,369,893 
1,516,495 

86,775,979 

76.50 


235,972.65 


$4,281,391,702 
£1,046,459,215 
83,637,325 
139,725, 382 
184,091,205 
123,461,810 
9,247,896 
2;460,144 
5,865,594,291 


760,132,935 
1,360, 246, 335 


4,556, 981, 384 
iy 7308, "572, 907 
308,327, 897 
1,473,778 
998,771,232 
65,491,787 
19, 887,295 


b Includes $2,879,432 sleeping and parlor car surcharge. 
c Includes $3,097,194 sleeping and parlor car surcharge. 
e Includes $34, 078, 921 sleeping and parlor car surcharge. 
f Includes $34,375,975 sleeping and parlor car surcharge. 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA ss 


Ki t Cartage 
Port / or stag Colombia 


Jamaica Outports Santa Marta 
CANAL ZONE a meng 
Cristobal ALSO 


Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexieo. 
For rates and other information, address 


17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Long Wharf Boston, Mass. 
Marquette Building Chicago, IIl. 
Huff Shipping Agency San jinn Calif. 


pACIFIc 


er AN 
Gy ULF Line 


DIRECT FREIGHT SERVICE | 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON—HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills ef lading issued frem Gulf Perts te Ha Australia, Ne 

rected, Dutch East Indice fr Tranechipuowal of See Pranciess. 
Through bills of lading frem Pacific Coast Ports te Mexice, Cube, P 
fare Wass belies, Gouasdl Aeaaaiie oe Ieaedien ieee’ ” 
Rates quoted, bookings and other information furnished upon application. 
THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 
Galveston, Texas 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New Ye Baltimore and Noef peeks Anges 
en bal bone and Coo 


‘WESTBOUND SAILINGS 
NEW YORK 


.. February 10 
February 11 


bills of lading issued for transshipment at San Francisco te 
China, Japan and the Far Pract. 


EASTBOUND SAILINGS 
FRANCISCO 


LOS ANGELES 
SANTA OLIVIA January 29 January 31 
February 12. February 14 
February 26 February 28 
February 26 February 28 


steamer calling at Manzanillo, San de Guatemala, L: 
Pry hay A, FL (Eestbound) — nee 


Fares te Les Angeles er San Francisco, First Class, $250, $278 and $300 
PANAMA SERVICE 
Between San Francisce, Les Mexice, Central America and Canal Zene 


$.S. CORINTO sails from San Francisco February 3 
S.S. CITY OF PANAMA sails from San Francisco February 12 


PACIFIC I — 5. 5. COMPANY 


orn ey . & Stge.Ce. 
ihe nietle ase eatre Bldg. 6 
240 Bourse Bidg. Cincinnati 


Wilmington, Del., Marine Terminal 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 
San Diego, Los Angeles, San Francisco 


Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
ast Ports, Hawaii and the Far t 
For rates, dates of sailing and other information apply to 
. WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York 


Psp south ger 








, a. Offices at ports of call, etc. 
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ersonal Notes - | 


W. W. Coxton, formerly passenger traffic manager of the 
A. B. & A., and recently connected with the Garnsey Coal Com- 
pany, Birmingham, Ala., died at his home in that city Jan. 16. 

Ralph H. Jewell, formerly examiner for the Commission 
and recently general counsel of the Salt Lake & Utah, has 
entered the general practice of law at Salt Lake City and will 
give special attention to matters before the Interstate and 
State Commerce Commissions. 

F. H. Strong has been appointed general agent of the Kan- 
sas City Southern at Beaumont, Tex. E. C. Roxbury has been 
made general agent at Joplin, Mo. H. H. Scott has been ap- 
pointed general agent at Houston, Tex., and C. P. Wilson has 
been made general agent at Kansas City. 

W. S. Evans has been appointed commercial agent of the 
Atlantic Coast Line at St. Petersburg, Fla. 

L. C. Palmer, president of the Fleet Corporation, has an- 
nounced that Asa F. Davison, formerly general manager of the 
marine department, United Fruit Company, will join the Emer- 
gency Fleet Corporation February 1, as vice-president in charge 
of operations, the office formerly held by Joseph E. Sheedy, 
now in charge of European affairs for the corporation. 

George Whitley Hammond, New England freight agent for 
the Philadelphia & Reading since 1890, died at his home in 
Malden, Mass., January 15. 

L. 1. Light has been appointed traffic manager of L. Barth 
& Son, hotel supplies, New York. 

James H. Noble has opened offices as traffic consultant 
and analyst, in New York. He continues to represent the 
Association of American Bottlers of Carbonated Beverages, of 
which he has been traffic manager the last two years. 

George W. Feakins, formerly with the El Paso & South- 
western System and later traffic manager of the Phelps Dodge 
Corporation at New York, died at his home in Swarthmore, 
Pa., January 13. 

Ross A. Snyder has been appointed district freight agent 
of the Wabash at St. Thomas, Ont. 

Charles C. Lake has been appointed agricultural develop- 
ment agent of the M. & St. L. at Minneapolis. 

C. E. Saint-Amant of Wilmington, N. C., chief claims attor- 
ney of the Atlantic Coast Line, was elected president of the 
Southeastern Association of Claim Agents at the annual con- 
vention at Atlanta, Ga. He succeeds H. W. Colson, general 
claim agent of the A. B. & A., of Atlanta. Other officers elected 
are: B. D. Haskins, of Chattanooga, chief claims attorney of 
the Tennessee Electric Street Railway, who was made vice- 
president, and C. J. Smith, of Atlanta, claim agent of the At- 
lanta & West Point, continued as secretary. Much of the 
general discussion of the convention centered around accident 
prevention. 

William P. Fitzsimons, manager of the industrial depart- 
ment for the Central and Atlantic regions of the Canadian Na- 
tional, has been appointed general freight agent of the system 
at Buffalo, succeeding the late Ira Gantt. He hag been 
“41 years in the service of the Grand ‘Trunk and Canadian Na- 
tional, mainly at United States points. § - 

W. J. Gorman and L. E. Whitney, both of Chicago, have 
associated themselves under the name of Gorman-Whitney In- 
dustrial Traffic Service and have opened offices there for the 
carrying on of ‘a general traffic business. Mr. Whitney is a 
graduate of the State of Nebraska Law School. E. R. Marsh, 
formerly with the standing rate committee of the Western 
Trunk Lines, has become connected with the new firm. 

Winchester Noyes, of J. H. Winchester & Co., has: been 
elected president of the United States Ship Operators’ Asso- 
ciation for 1925, succeeding Charles H. Potter; president of 
the Potter Transportation Company, who had held that office 
since the organization of the association five years ago. C. D. 
Mallory, of C. D. Mallory & Co., was elected first vice-presi- 
dent; Joseph T. Lykes, of Lykes Bros., second vice-president; 
Marcus H. Tracy, treasurer, and A. W. Parry,- Jr., secretary. 
These elections were made at the annual meeting : of the board 
of governors. At the preceding meeting of the membership 
of the association the following were chosen directors for three 
years: J. H. Graves, J. T. Lykes, C. H. Potter, J. B. Smull 
and M. H. Tracy. 

A Poet ar of the freight business of the North Ger- 
man Lloyd with the passenger offices has been effected in 
Philadelphia with the appointment of Robert Blott, from the 
New York office, as freight manager, working under the direc- 
tion of H. Muhlenbrock, district passenger agent. The freight 
business has previously ‘been handled through O. G. Hempstead 
& Sons, and this organization will be retained by the steam- 
ship company as its custom house brokers. The latter firm 
will relinquish the agency as soon as the steamer Hornfels, 
now discharged, has cleared. George E. McCausland, for many 
years identified with Philadelphia shipping interests, has been 
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appointed manager of the steamship department of O. G. Hemp. 
stead & Sons to succeed John H. Fortman, resigned. 

M. C. O’Hearn has been named divisional manager of the 
New York office of the United Fruit Company, according to 
an announcement from the company’s office. The post is q 
new one. Mr. O’Hearn will be the official head of the United 
Fruit Company in New York, having charge of both passenger 
and freight divisions. 

D. E. Gelatt and G. C. Woodruff have been appointed assist. 
ant freight traffic managers of the New York Central, West 
Shore. Alan McMichael has been made general coal freight 
agent and George E. Taylor has been made coal freight agent, 

Norman J. Keyser, formerly traffic manager of the Buffalo: 
Forge Company, Buffalo, has been appointed head of the iraffic 
division of the ‘Kardex Company, Tonawanda, N. Y. 


DOINGS OF THE TRAFFIC CLUBS 


The transportation program or platform adopted by the del- 
gates to the convention of The Associated Traffic Clubs of 
America at Atlanta last October has now been ratified by thirty- 
two of the fifty-one member clubs. Only one has tabled it. 
Action by several other clubs is expected in the near future, 


but the platform will now be promulgated in the way prov ided 
therein. 





The Traffic Club of St. Louis met at luncheon, January 19, 


The Rev. Joseph H. Coil spoke on “The Rapture of the Forward 
Look.” 





The Traffic Club of Wichita held its regular luncheon and 
meeting, January 22. Thomas Tilma spoke on the Howell Bark- 
ley bill. 





The Traffic Club of Baltimore will hold its twelfth annual 
dinner at the Southern Hotel, February 3. 





The Indianapolis Traffic Club has elected the following offi- 
cers: President, J. G. Kraemer, C. A., the Erie; first vice-presi- 
dent, F. C. Baldridge, T. M., the G. & J. Tire Company; second 
vice-president, Iro E. Guthrie, treasurer, Interstate Public Serv- 
ice Company; third vice-president, C. J. Pearson, T. M., Stutz 
Motor Car Company, and secretary-treasurer, H. L. Smith, F. T. 
A., the Monon. Members of the board of governors elected are 
F. A Doebbler, T. M., Citizens Gas Company; Albert Stump, attor- 
ney; L. N. Helm, C. fa N. & W.; T. C. Parr, P. A., Indiana Con- 
densed Milk Company, and §S. H. Greenburg, vice- ‘president, W. 
H. Armstrong Company; H. A. Connor, T. M., the Indiana Con- 
densed Milk Company, was appointed chairman of the board. 





The Oklahoma City Traffic Club held its annual dinner and 
dance at the Skirvin Hotel, January 19. 





The Junior Traffic Club of Chicago has elected C. H. Web- 
ster, T. M., the Federated Metals Corporation, president, and 
HB. C. Hansen, clerk, the Frisco, secretary. This club was or- 
ganized about a year ago with the primary object of educating 
the younger traffic men in the field of traffic subjects. At its 
meetings, the members discuss whatever problems are brought 
up and subjects are set for the special consideration of each 
meeting. At the regular meeting in February, there will be a 
debate on the Gooding bill. 


- 





The traffic Club of Kansas City will hold its annual dinner 
at the Hotel Baltimore, January 29. Frank T. Stanton, dean of 
the school of business, Kansas University, and Dewitt Foster, 
director of.railway advertising, Vanderhoof & Co., Chicago, will 
be the speakers. The club held its regular luncheon and meet- 
ing, January 20. 





The Traffic Club of Cleveland will hold its annual dinner, 
February 17. Richard Grant, president of the Chamber of Com- 
merce of the United States, will be the speaker. 





The Traffic Club of the Niagara Frontier held its sixth an- 
nual meeting and election at Buffalo January 12. These officers 
were elected: President, R. M. Leith; first vice-president, L. J. 
Bork; second vice- president, Be: 3: Bryant; third vice-president, 
F. H. Mahon; secretary, Charles L. Sager, and treasurer, F. E. 
Judson. Directors elected are John Lindsay, J. E. Wilson, W. C. 
Clayton, Jr., and C. H. Kennedy. 





The Transportation Club of Louisville will hold its twelfth 
annual banquet, January 29. Rufus C. Dawes, of Chicago, and 
C. Lee Cook, of Louisville, will be the speakers. 





The Transportation Club of St. Paul held a luncheon and 
meeting, January 20. 





The Traffic and Transportation Bureau of the Chamber of 
Commerce, Fort Wayne, Ind., held the largest dinner and meet-: 
ing in its history the evening of January 21. Nearly three hun- 
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If you can use this box 
it will cut your costs in half 


If you require refrigeration in your shipping containers, 
Balsa Boxes will save the cost of ice if the product is pre- 
cooled. If you suffer losses through rough handling, Balsa 
Boxes will wipe them off your books. And your packing 
costs will be reduced, for you can use Balsa Boxes again 
and again. 





Here is one box that is designed to really protect your goods. 
It’s made from a wood that comes from tropical forests—a 
wood that is 92% air. Yet with all its lightness it has a 
strength like pine and a resiliency worthy of spruce. 





If you ship fancy fruits, chocolates, sausage, mayonnaise, 
fresh meats, sea-food, serums, drugs or dairy products— 
perishable or semi-perishable goods of any nature—write the 
office nearest you and let one of our traffic experts explain 
the advantages of Balsa Boxes in your business. 


THE FLEISCHMANN TRANSPORTATION COMPANY 





ffi- 

i Balsa Box Department 

~ New York, 699 Washington St. Chicago, 327 So. La Salle St. 

° Baltimore Boston Buffalo Cincinnati Langdon, D.C. Peekskill, N. Y. San Francisco Seattle St. Louis 
re 

or- 

on- 

Ww. 


; MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
nd Home of the South’s 


| | LARGEST MERCHANDISE WAREHOUSES 


‘i Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - ‘AUTOMOBILES 
POOL CAR DISTRIBUTION 


J Reasonable Rates - Lowest Insurance Prompt Service 
© | | Mr. Manufacturer:-Srobiems made easy in our Warehouses 
h MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
d General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 





yf 


we oo 
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dred members and guests were present. The speaker of the 
evening was Henry A. Palmer, editor of The Traffic World, who 
talked on transportation co-operation, pointing out ways in 
which traffic clubs can help and are helping. There is a move- 
ment on foot to organize a traffic club in Fort Wayne. John 
Pulver acted as toastmaster. Brief extemporary remarks were 
made by KE. C. Miller and J. E. Bodine, president and secretary 
of the Chamber of Commerce; George Hill, W. A. Colby, J. E. 
Weller, W. J. Smith, V. W. Davies, E. J. Lennert, H. E. Fair- 
weather, and T. B. Hamilton, vice-president and general man- 
ager of the Pennsylvania northwestern region. 





The Pacific Traffic Association met, January 20, at the Pal- 
ace Hotel, San Francisco. W. S. Palmer, president of the North- 
western Pacific Railroad, spoke on the history of the road and 
of general traffic conditions. 





The Traffic Club of Minneapolis held its annual meeting 
January 22. 





The Transportation Club of Seattle will hold its annual ban- 
quet, January 26. The club moved into its new quarters in the 
new Chamber of Commerce building, January 19. Officers for 
1925 are: President, R. C. Johnston, the Schwabacher Hard- 
ware Company; first vice-president, E. W. Morgan, the Norton 
Lilly Company; second vice-president, G. L. Siebert, the Great 
Northern, and secretary-treasurer, C. N. Compton of the Stand- 
ard Oil Company. Directors for the new year are R. P. Bush, 
the Pacific Steamship Company; A. P. Chapman, Jr., the C. M. 
& St. P.; T. W. Mechstroth, the Northern Pacific; E. W. Mosher, 
the Pennsylvania, and F. E. Ullberg, the Cunard Line. 





The York Traffic Club will hold its annual banquet January 
29 and its annual meeting January 30. George D. Ogden, T. M., 
the Pennsylvania, and John Philip Hill, congressman of Balti- 
more, and “Butch” McDevitt, millionaire for a day, will be the 
speakers. 





The Traffic Club of New Orleans was organized, December 
3, 1924, with a membership of approximately 150. The club’s 
personnel consists of representatives of railroad, industrial, and 
steamship transportation interests. The club plans to affiliate 
shortly with the Associated Traffic Clubs of America. The fol- 
lowing officers were elected: President, J. M. Cousins, G. A., 
the Wabash; first vice-president, C. E. Dahlin, T. M., the Celo- 
tex Company; second vice-president, E. A. Groves, G. A., the 
Rock Island; third vice-president, E. J. McGuirk, Asst. Man., In- 
ternational Mercantile Marine Company; secretary, W. G. Yung, 
C. F. A., the Illinois Central, and treasurer, H. L. Graham, su- 
perintendent, the Louisiana Railway & Navigation Company. 
Directors are J. W. Blizardi, D. F. A., American Sugar Refining 
Company; W. J. Bennett, G. S. F. A., the United Fruit Company, 
and G. C. Robson, D. P. A., the Southern. 





The Traffic Club of Pittsburgh, held its annual dinner, Jan- 
uary 22. President P. E. Crowley of the New York Central 
spoke on “What Becomes of the Railroad Dollar.” He said that, 
after the expenses of the payroll were met, there remained 
about 52 cents of the dollar, and of that 8% cents went to pay 
for locomotive fuel. Miscellaneous expenses, taking care of 
supplies all the way from fuel oil to the dining car larder, used 
up 19 more cents. The tax-gatherer takes in six cents, President 
Crowley said, and all this totals 85 cents. The remaining fifteen 
cents should not be mistakenly considered as “net railway 
operating income,” for the interest charges on railroad debts, 
together with other small expenses, eat up all but a little more 
than 4 cents of the dollar. This 4 cents, he said, was not 
enough to make railroad stocks interesting to the buying public, 
so that it was clear that the roads should be allowed to earn 
more if their stocks were to be considered worth anything, and 


to pat them in a position to fit themselves better to handle 
traffic. 





The Transportation Club of Decatur held its regular meet- 
ing January 20. George T. Atkins, traffic manager of the M. 
K. T., spoke on the transportation history of the last four years. 
He also touched on rates, saying that they should not be pro- 
hibitive, but should encourage traffic. He said he was not one 
to say that the railroads should be let alone, and he thought 
there was need of legislation, but sane legislation. 





The Bridgeport Traffic Association will hold a meeting Jan- 
uary 26. The subject for discussion will be the “Eastern Class 
Rate Investigation.” 





The Traffic Club of Philadelphia held its seventeenth an- 
nual meeting and banquet at the Bellevue Stratford Hotel, Jan- 
uary 22. The Rev. Robert Norwood, of Overbrook, Pa., and 
Charles Aubrey Eaton, congressman, of Plainfield, N. J., were 
the speakers. Mr. Eaton spoke on “Industry and the Man.” 





The San Antonio Traffic Club held its “Southwestern Claim 
Conference Day” January 22. W. B. Kellett, chairman of the 
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freight claim division, the A. R- A:y-F. E. Winburn, special rep. 
resentative of the freight claim division, the A. R. A., and §. R. 
Biering, chairman of the public relations committee of the 
Southwestern Claim Conference, were the speakers. 


OIL AND GAS WELL SUPPLY ASSOCIATION 

The Oil and Gas Well Supply Traffic Association, organized 
more than a year ago, held its annual election of officers 
January 13 and 14 in St. Louis, ‘Missouri, and unanimously re. 
elected all the officers. The charter members of this organ. 
ization and the officers are as follows: R. H. Thompson, 1. M, 
Oil Well Supply Company, Pittsburgh, Pa., president; J, F 
Ryan, T. M., National Supply Company, Toledo, O., vice pres. 
ident; Ed. W. Wilson, T. M., Frick-Reid Supply Company, Tulsa, 
Okla., treasurer; T. L. Moriarity, T. M., Continental Supply 
Company, St. Louis, Mo. secretary; John H. Kriebel, T. M.,, 
Frick Lindsay Company, Pittsburgh, Pa:; J. F. Clancy, T. M., 
Union Tool Company, West Chicago, Ill.; W. W. Stumph, T. M. 
International Supply Company, Tulsa, Okla.; S. M. Patterson, 
T. M., American Well Supply Company, Corsicana, Texas; 
F. E. Suder, T. M., Bridgeport Machine Company, Wichita, 
Kansas. 

Other firms that have joined the organization are as 
follows: Black, Sivalls, and Bryson, Bartlesville, Okla.; Ja. 
recki Manufacturing Company, St. Louis, Mo.; Dunn Manufac- 
turing Company, Oxnard, Calif.; Black Steel and Wire Company, 
Kansas City, Mo.; Pittsburgh Valve and Ftg. Company, Bar- 
berton, Ohio; S. M. Jones Co.; Toledo, Ohio; Beaumont Iron 
Works, Beaumont, Texas; Axelson Machine Company, Los 
Angeles, Calif. 

The object of the members of the association is to promote, 
through conference, publicity, and other proper means, a more 
thorough understanding of their needs from a transportation 
standpoint; to interchange ideas and information concerning 
their own classification and rate adjustments and all other traf- 
fic matters that come up pertaining to their particular business. 
A person, firm, or corporation, actually engaged in the manv- 
facture or sale of commodities known as “oil well supplies” 
is eligible to membership. 


The next regular meeting will be held at Toledo, O., July 
13, 1925. 


INTERLOCKING DIRECTORATES, ETC. 

Edward N. Brown has been authorized to hold the office 
of director of the Denver & Rio Grande Western Railroad 
Company in addition to positions previously authorized. 

John L. Lancaster has been authorized to hold a director- 
ship and/or any other office or offices with the Beaumont, Sour 
Lake & Western Railway Company, Houston & Brazos Valley 
Railway Company, International-Great Northern Railroad Com- 
pany, New Orleans, Texas & Mexico Railway Company, Orange 
& Northwestern Railroad Company and St. Louis, Brownsville 
& Mexico Railway Company. 

John G. Lonsdale has been authorized to hold the position 
of director of the Missouri Pacific Railroad Company in addi- 
tion to other positions previously authorized. 

Carl A. deGersdorff has been authorized to hold a director- 
ship with the Missouri Pacific Railroad Company and numerous 
other roads in addition to various offices previously authorized. 

Henry Raymond Judah has been authorized to hold a di- 
rectorship with the Southern Pacific Railroad Company and 
various other lines subsidiary thereto in addition to positions 
previously authorized. 

Frederick H. Ecker has been authorized by the Commission 
to hold the offices of director of the Chicago & Eastern Illinois 
Railway Company, vice-president and director of the Cincin- 
nati, Indianapolis & Western Railroad Company, and director 
of the Denver & Rio Grande Western Railroad Company, St. 
Louis-San Francisco Railway Company, Western Pacific Rail- 
road Company and Wheeling & Lake Erie Railway Company. 


PLAN SAVINGS IN WASTE 


Representatives of five of the largest retail trade organ- 
izations in the country have pledged their support to the 
National Retail Dry Goods Association in its campaign to effect 
important economies, through elimination of waste, in the pack- 
ing and shipping of merchandise. Plans have been laid by the 
committee on standardization for an* aggressive compaign. 
George B. Batt, of R. H. Macy & Co., chairman of the com- 
mittee, outlined the plans as follows: 





The efforts of the committee are directed at discovering the most 
economical methods of packing merchandise for shipment. On 
practically all shipments the retailer pays the freight or express 
charged. The original shipper, under these conditions, is careless 
in many cases, about the type of containers used for packing mer- 
chandise. Heavy wooden cases are used where lighter ones would 
serve, and in hundreds of instances wood boxes are employed when 
fibre cartons would carry the marchandise at substantial savings. 

The committee feels also that there are numerous opportunities 
for saving through standardization of wrapping and packing supplies 
in retail stores. Its work will include a thorough study of this 
situation and recommendations for definite standards probably will 
be made after the investigation is completed. 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 
























A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 





A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 





A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


President Grant—One of the five sister ships—showing cargo handling a 
especially designed for rapid handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 


Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 





An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 


















IS NOT EXPENSIVE PRESIDENT McKINLEY................. January 27 
PRESIDENT JEFFERSON... February 

PRESI te February 20 

PRESIDENT MADISON... ach 4 

PRESIDENT JACKSON..........00000227 March 16 





As a matter of fact it is 
part of every subscrip- 
tion for the 


RARFICWORL 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Direct Freighter Service 


Japan, Shanghai, Diiiee, Taku Bar, Tientsin 


ies idecugeecccdnaecconeecker February 20 
RET RELIES ER | RG i RS March 4 
We vt drebbiadeisdindededssrensaul March 20 


Also Regular Sailings Direct to Foochow, 
Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chee ee Loan & Trust Bidg., 112 W. Adams St, Phone 
New York—32 Broadway, Phone Broad 0580. 
ae etd State Street. 


















09 L. C. Smith Building. 
L. L. BATES, General Freight Agent, Seattle, Wash. 


Bey eterloule-tel 
Oriental Mail Line 


Operated for 






Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 


United States Shipping Board 


by y-Neoloebte-tanOrul-sehes) Line, Managing Operators 
L. C. Smith Bldg., Seattle 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A spec‘alist 
on interstate commerce law, whois a member of our legal department, 
wll give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of traffic man but to 

Ip him in h's work. ; , 

The right is reserved to refuse to answer in ths department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Quest’ons and Answers Department, 
Traffic Service Corperation, Mills Building, Washington, D. C. 





oe 


Limitation—Recovery of Undercharge by Director-General 

New York.—Question: Several days ago we received a bal- 
ance due bill from one of the railroad companies on L. C. L. 
shipment that we -forwarded during the year of 1919, 

According to the decision in the case of K. C. S. Ry. vs. 
Harry. B. Wolfe et al., we feel that this bill is outlawed. 

However, before paying the bill to the railroad company, we 
would greatly appreciate if you will advise us the present situa- 
tion on undercharge as well as overcharge shipments. 

Answer: The case to which you refer, namely, the Wolf 
case, relates to the limitation period covering the recovery 
of an overcharge by a shipper and not an action by the carrier 
for the amount of an undercharge. 

In the so-called Du Poht case, 264 U.-S.-456, the Supreme 
Court heid that the prov C Tagrap of section 16 of 
the interstate commerce act, which requires that an action by 
a carrier for the recovery of its charges or any part thereof 
be bought within three years from the date of the delivery of 
a shipment, and which provision, under the construction which 
is usually given to a statute of limitation which is enacted after 
the accrual of a cause of action (see Sohn vs. Waterman, 84 
U. S. 596), would bar an action by a common carrier: for its 
charges or any part thereof if not brought within three years 
from February 28, 1920, the date the three-year statute of limi- 
tation was incorporated in paragraph 3 of section 16 of the 
act), is not applicable to an action brought by the Director- 
General for charges accruing on shipments which moved during 
the period of federal control. The court’s decision is based 
upon the ground that the word “carrier” as used in paragraph 
3 of section 16 of the act does not include the Director-General.” 

As the provisions of paragraph 3 of section 16 of. the act 
may not be pleaded as a bar to a suit by the Director-General 
at the present time and the statutes of limitation of the several 
states are not a bar to such a suit by reason ofthe fact that 
the Director-General, in the operation of the railroads during 
the period of federal control, was acting on behalf of the United 
States in its"governmental capacity, the United States govern- 
ment being subject to no time limitation in the institution of 
suits in the absence of congressional enactment clearly im- 
posing it (see the cases cited in the next to last paragraph of 
the decision in the Du Pont case, 264 U. S. 456), there is nothing 
to prevent a suit by the Railroad Administration at the present 
time for the recovery of the undercharge on the shipment to 
which you refer. 

Demurrage—Average Agreement—Half Holidays Not Excluded 
in Computing Time 

Ohio.—Question: We would appreciate if you will advise 
us your ruling covering demurrage charges on cars handled 
November ilth, Armistice Day. 

For example, on cars placed on the 8th and released the 
13th at 11 a. m. and cars placed the 10th and released the 12th 
at 10:a. m., the carriers are assessing debits on these cars. In 
fact, on another car placed the 10th at 2 p. m. and released 
the 14tth at 10 a. m., they have assessed a debit. November 
11 was proclaimed a legal half-holiday by our governor, and 
our contention is that five addional hours’ allowance should be 
given on cars which were released prior to noon of days fol- 
lowing November 11, which would eliminate the debits on the 
cars in question. 

We would appreciate your ruling in regard to the matter, 
as the carriers have declined to allow us the additional time, 
claiming that it was made only a legal half-holiday and no 
allowance should be given us. : 

Answer: Under the note which heads rule 3 of the Na- 
tional Car Demurrage Rules and Charges a half-holiday is not 
to be excluded in computing time. This note reads as follows: 


In computing time, Sundays and legal holidays (National, State 
and Municipal), but not half-holidays, will be excluded, except as 
otherwise provided in Section A of Rule 9. When a legal holiday falls 
on Sunday the following Monday will be excluded. 


Embargoes—Notice of 
California.—Question: Will you kindly advise if the Inter- 
state Commerce Commission or the courts have ever issued a 
ruling to the effect that embargoes, issued because of conges- 
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tion, could not be enforced until two days after they were 
issued. This in order to protect shippers on cars already load- 
ing and to give them a chance to divert cars already rolling, 

Answer: We know of no such ruling as that referred to 
by you. The posting of an embargo in due season is seemingly 
all that is required of a carrier and a shipper should, before 
loading a car, make inquiry as to an embargo which may pre. 
vent the movement of the car to its intended destination. See 
Cleveland Cooperage Co. vs. Director-General, 57 I. C. C. 423; 
Atlantic Refining Co. vs. Director-General, 57 I. C. C. 627; 
La Fayette Box Board & Paper Co. vs. Director-General, 59 
I. C. C. 105. However, if a carrier issues a bill of lading for 
the movement of a shipment to a point as to which there exists 
an embargo at the time the bill of lading is executed by the 
carrier, whether or not the carrier has notice thereof, the carrier 
may not assess demurrage charges on the shipment. See John 
Halfpenny vs. Director-General, 58 I. C. C. 268. 

Likewise the carrier may not assess demurrage on ship- 
ments which have left point of origin and are in the course of 
transportation to a point against which an embargo is placed 
after the shipment leaves point of origin. See Schaefer & Son 
vs. L. S. R. R. Co., 48 I. C. C. 25, 30; Geo. H. Ulery vs. P. R. R. 
Co., 58 I. C. C. 239. 

See also, in this connection, Empire Lumber Co. vs. Di- 
rector-General, 88 I. C. C. 424, also the provisions of the recon- 
signing rules relating to reconsignments to points against which 
embargoes have been placed, as construed in Schaefer vs, 
L, V. R. R. Co., 66 I. C. C. 549 (551), and Krauss Brothers 
Lumber Co. vs. Director-General, 66 I. C. C. 637. 

Limitation Governing Action for Amount Erroneously Refunded 
as Overcharge 

Georgia.—Question: I have read with interest the answers 
to “New York”, page 184 of The Traffic World of January 19, 
1924, “Massachusetts,” page 970, of the same volume, and the 
answer to “Michigan,” making reference to the two quoted 
above, which was carried in one of The Traffic Worlds during 
the last period of 1924, dealing with the matter of limitations 
governing the collection of undercharges as bearing upon a case 
which has been presented to us. 


During the summer of 1921 shipment was made from a point 
in Michigan to a point in Florida, shipment arriving and being 
delivered on August 23, 1921. In December, 1921, claim was 
filed for overcharge on basis of through rate plus reconsigning 
charges, the cars having been reconsigned, the amount involved 
being slightly over $200. After considerable correspondence 
as to the legal rates, the claim was vouchered on December 20, 
1922, approximately fifteen months after the date of delivery. 

The vouchering line in the latter part of October, 1924, 
called for a refund of the overcharge on the ground that the 
through rate was not applicable and that the combination of 
rates on the reconsigning point applied. 

We have called the carrier’s attention to the fact that this 
matter was barred under the statute of limitations carried in 


paragraph 3, secion 16, of the interstate commerce act. The 
carrier writes as follows: 


As to your reference to Statute of Limitation, the Statute cannot 


begin to run until the cause exists. This undercharge did not exist > 
until the erroneous refund made by this office; hence, as previously 


stated, the item will not be barred until December 20, 1925. For your 


further information, I will state that this is the view of our Law 
Department. 


The answers to which I have made reference above do not 
apparently deal with the case exactly similar, in that in the 
first two instances the shipment, moved prior to federal control, 
whereas, in the answer to “Michigan” more than three years 
had elapsed between the date of payment of the claim and 
the demand for a refund It is our opinion that the entire 
transaction must be treated as one matter and within the scope 
of the statute of limitations. Will you kindly let us have your 
opinion as to the law in this particular condition? 

Answer: Whether the three-year limitation period provided 
for in paragraph 3 of setcion 16 of the act governs an action 
by a carrier for the recovery of an amount erroneously re- 
funded by a carrier, as to a shipment moving subsequent to 
February 28, 1920, has not been the subject of any reported 
decision of the courts, so far aS we are aware. 


It may be true that, literally speaking, the cause of action 
does not accrue until the amount which constitutes the under- 
charge has been refunded, but this same reasoning would ap- 
ply to a case where a carrier had not, through oversight, col- 
lected its charges on a shipment at the time of the delivery of 
the shipment, but collected them exactly three years from such 
time, at which time it collected more than its legal charges. 
It might be contended that, under such circumstances, the 
cause of action did not accrue until that time, and that the 
three-year limitation period within which a shipper might re- 
cover the amount of the overcharge should run from that date. 
As a matter of fact, the three-year period runs from the date 
of the delivery of the shipment, and in order to take care of 
such a situation it is provided in paragraph 3 of section 16 
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of the act, that the shipper has 90 days from the date of the 
collection of the charges by the carrier within which to bring 
a complaint for the recovery of an overcharge collected by the 
carrier. 

It seems apparent, therefore, that a similar provision would 
be necessary to extend the three-year limitation period pro- 
vided for in paragraph 3 of section 16 of the act, so as to per- 
mit of the carrier recovering the amount of the undercharge 
erroneously refunded as an overcharge... 

There appears, however, to be no reason for excepting such 
an action from the provisions of paragraph 3 of section 16 of 
the act in their entirety. We may not disregard the provision 
therein which fixes the date of the delivery of a shipment as 
the time when the cause of action accrues, and at the same 
time use the three-year limitation period provided for therein. 
That is, unless we can apply the provision which fixes the 
time of the accrual of the cause of action, we cannot apply 
the provisions of this statute to such an action, for we cannot 
apply one part thereof and discard the balance. The provisions 
thereof must be applied in full or not at all, in our opinion, 
and therefore either the carrier’s action is subject to the provi- 
sions of paragraph 3 of section 16 of the act in full or it is an ac- 
tion which does not come within the purview thereof and is 
therefore subject to the limitation periods of the several states, 
governing actions for money had and received. 

? Damages—Incidental 

Louisiana.—Question: On November 24, 1924, Jones & 
Company tendered to the X Railway at A, Wash., one car con- 
taining 756 boxes of apples for shipment consigned to us at 
B, La. Bill of lading carries notation “Carriers’ Protective Serv- 
ice against cold,” also “allow inspection without surrender of 
bill of lading.” 

On December 9, the car arrived in B over the Y Railroad 
and, upon inspection, we found that between two and three 
hundred boxes of apples had begun to decay. We wired the 
shippers to this effect, stating that we could not handle the 
car on account of condition of the apples. They immediately 
wired that this car was covered by Federal Inspection, which 
reads, “No decay.” However, in order to induce us to accept 
car, they reduced price on one variety of apples, of which 
there were two hundred boxes in the car, 25 cents per box. 

They contend that the decay of the apples was caused by 
overheating in transit. It was necessary for us to go through 
and assort these apples, entailing considerable expense and also 
loss of approximately 100 boxes apples. 

The local agent of the Y Railroad made this notation on 
the original freight bill: “300 boxes more or less decayed, to 
be reworked.” 

We have the original inspection certificate of the United 
States Department of Agriculture showing these apples were 
in good condition when loaded. Would you advise filing claim 
against the transportation company for the loss of the apples 
and labor charge for assorting and repacking same? 

Answer: If the assorting of the apples resulted in an in- 
creased sale price for the apples, the cost thereof should be 
borne by the carrier, provided the price received exceeded 
the price which would have been received from the sale of the 
apples in the condition in which received by at least the cost of 
reconditioning. See P. & S. F. R. Co. vs. Shell, 265 S. W. 
758; St. L. S. W. Ry. Co. vs. Tucker, 255 S. W. 553; P. C.C. & 
tS. L. vs. Wood, 84 N. E. 1009; 88 N. EB. 709; Wilson Poultry 
Egg Co. vs. Mo. Pac. R. Co., 215 Pac. 1020. 

Such damages are not special damages requiring notice to 


the carrier to fix liability therefor. Davis vs. Clement Grain 
Co., 251 S. W. 545. 


Routing and Misrouting—Terminal Delivery vs. Road Haul for 
Delivering Carrier 

Kentucky.—Question: 
reference to U. S. Supreme Court or Interstate Commerce 
Commission decisions defining the terms “care of” and “for 
delivery” as used in routing traffie. 

To illustrate what I have in mind, suppose a shipper routes 
a carload shipment from “A” to “B” via S. & W. c/o XYZ. 
Consignee at B, a common point, is served by rails of XYZ 
delivery is required, it is shipper intention to route so that 
shipment would be handled from “A” to “B” by S & W and 
turned over to the XYZ for a switch movement only. 

Did shipper instruct routing consistent with this purpose, 
or should he have routed shipment via “S & W” for XYZ 
delivery? 

Answer: The Commission, in its opinions makes a distinc- 
tion between the mere naming of a carrier in the routing in- 
structions and the naming of such carrier for delivery pur- 
poses only. 

Where the word “delivery” or words to that effect are not 
used in connection with the routing via the terminal line, the 
Commission holds that it is the duty of the carrier to forward 
the shipments over the route which will afford the terminal 
carrier a road haul. See Fechheimer Iron & Steel Co. vs. Pa. 


R. R., 51 I. C. C. 183 and Prentiss & Co. vs. Pa R. R., 19 
ie oa ame . 


THE TRAFFIC WORLD 


Will you be kind enough to advise. 





Vol. XXXV, No. 4 


Where, however, such words are used in connection with 
the routing via the terminal carrier the delivery of the ship. 
ment to that line for switch delivery at destination is a fy} 
compliance with the carrier’s duty as to routing the shipment, 
subject, of course, to the duty to forward via the cheapest 
reasonable route. (See Trexler Lumber Co. vs. Southern Ry., 42 
I. C. C. 710; F. S. Basher vs. Sou. Ry., 42 I. C. C. 327; McCoach 
& Co. vs. N. Y. P. & N., 42 I. C. C. 171; Northern Lumber (Co, 
vs. Sou. Ry., 40 I. C. C. 68; Ramsey-Wheeler vs. S. A. L., Un. 
reported Opinion A-541). 

In its opinion in Alabama Lumber & Export Co. vs. L. & N, 
23 I. C. C. 84, the Commission holds that where the term 
“Care of” a certain named line is used in a bill of lading rout- 
ing instructions that the initial carrier has not misrouted 
the shipment in delivering it to that carrier for a road haul 
instead of a switch movement at point of destination. 
Limitation—Extension of Limitation Periods for Filing of Com. 


plaint With Commission Through Carrier’s Action for 
Charges 


New York.—Question: Do you interpret Section 16 of the 
Interstate Commerce Act to limit the granting of the 90-day 
extension for filing formal complaints with the proviso that the 
suit filed by the carrier must be instituted within the statutory 
period of three years from the time of the accrual of the cause 
of action? 

It has been contended in a recent case of ours that because 
the carriers did not file suit for the collection of certain under- 
charge within the three year period prescribed by the Act, the 
complaint was barred from having the reasonableness of the rate 
considered by the Commission, even though his complaint was 
filed within the 90-day period after the institution of suit. 

Answer: Inasmuch as, under submission (a) of paragraph 3 
of Section 16 of the Act, a carrier must bring an action for the 
recovery of its charges, or any part thereof, within three years 
from the time the cause of action accrues, that portion of subdi- 
vision (d) thereof which state that, if on or before expiration 
of the three year period of limitation in subdivision (c) a car- 
rier begins action under subdivision (a) for recovery of charges 
in respect of the same transportation services, said period of 
limitation shall be extended to include ninety days from the 
time such action is begun, can have no effect so far as it re- 
lates to suits begun on expiration of the three year period, if 
the carrier is correct in its contention. 

While this does not apply to the two year period of limi- 
tation in subdivision (b), there is nothing in subdivision (d) 
which directly supports the carrier’s view, which view is evi- 
dently based upon the ground that inasmuch as a shipper may 
plead the three year limitation of subdivision (a) in defense 
of the carrier’s action for charges this precludes the view that 
the institution of a suit by the carrier will extent for ninety 
days the limitation periods within which a shipper may file a 
complaint with the Interstate Commerce Commission, either in 


respect to the reasonableness of the rate charged or for recovery 
of an overcharge. 


However, inasmuch as the shipper may or may not plead 
the provisions of the statute in defense of the carrier’s action, 
we see no reason why the shipper should not receive the benefit 
of the ninety day period for bringing a complaint before the 


Commission, particularly in the event that he does not elect to 
plead the statute. 


Liability of Express Company After Arrival of Goods at 
Destination 


Missouri.—Question: The early part of last year we made 
an express shipment to a point in Louisiana. It arrived there 
three days later. Postal notice was sent to the customer and 
the customer, who lived four miles away at an inland point, 
claims he never received the postal notice. The depot was 
burglarized five days later. We filed a claim against the 
express company but it was declined because they claimed to 
be acting as warehouseman. 

We have been hunting through the law trying to find some 
place where an authority has stated when an express company 
is a common carrier and is liable as such and when they are 
warehousemen and only liable as such: On page 1014 of The 
Traffic World of November 12, 1921, is the only thing we can 
find and that is not very definite. 

Answer: The answer to which you refer is a general state- 
ment as to the transition of the liability of an express company 
from that of a common carrier to that of a warehouseman. 

What constitutes a reasonable time for the removal of 
goods will in general depend on the circumstances of each pal- 
ticular case, unless the time for the removal is definitely fixed 
by statute. A rule laid down by a large number of decisions 
in which the question has arisen is that the reasonable time 
to which the consignee is entitled, for the purpose of taking 
away the goods after their arrival at their destination has no 
reference to the peculiar situation or circumstance of the con- 
signee; that a reasonable time is such time as’ will enable one 
residing in the vicinity of the place of delivery and informed 
of the usual course.of business on the part of the carrier, to 
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come to the place of delivery, inspect the goods, and take them 

away. This rule, however, has not received universal approval. 

In determining what is a reasonable time, no consideration 
is to be given to the distance from the place of delivery 
at which the consignee lives. And the convenience or the accom- 
modation of the consignee, or his means or facilities for remov- 
ing the goods, or the fact that his inability to remove the goods 
results from causes that he did not produce and could not avoid, 
are not to be considered. He cannot defer taking the goods 
away in order to attend to other matters of his own, no matter 
how important they may be. The liability of a common carrier 
for goods in transit is an extraordinary liability and although 
founded on sound principles of public policy, is not to be ex- 
tended beyond the point where necessity for its existence con- 
tinues. 

Where the facts are not in dispute, the question as to 
whether the time in a particular case was reasonable is ordi- 
narily one of law for the court. And on the other hand, the 
question is for the jury when the facts are in dispute, or the 
inference to be drawn from them is in doubt. 

The duty of the carrier to give notice, and the continuance 
of its inability as such until a reasonable time after such 
notice for the removal of the goods, may be established by 
proof of a custom or usage to that effect, and when such usage 
or custom is clearly established, the carrier’s liability is that 
of an insurer until such notice has been given and a reasonable 
time allowed for the removal of the goods, unless its observance 
is disipensed with by an express stipulation to that effect in the 
contract of shipment. This is so notwithstanding a general 
rule in the jurisdiction where the custom or usage is relied on, 
dispensing with notice and a reasonable time thereafter for the 
removal of goods. However, in order to establish such a duty, 
it must bexproved that the usage is of an established nature 
and the notices theretofore given are of such character as to 
indicate that the company intended to remain liable as a com- 
mon carrier until the consignee had had reasonable time to 
teceive the goods. 

On the other hand, the duration of the carrier’s liability as 
earrier after the goods have reached their destination may be 
festricted by usage, or by “any other circumstances from 
which an intention of the parties can be clearly gathered ta 
change the usual incidents of the contract, so as to put an end 
to responsibility of the carrier as soon as the articles are trans- 
ported by him to a particular terminus, and to substitute in its 

lace the less stringent obligation of a depositary and of custo- 
ian of property intrusted to him for safe keeping.” But where 
usage or custom is relied on, it must be clear and notorious 
to afford a presumption that all parties acted with an under- 
standing of its character and application. One who ships goods 
to an agent at a place where such custom prevails is bound 
by such custom, although he has no actual knowledge thereof. 

Because of the exceptional and arbitrary character of the 
insurance feature of the contract of carriage, it necessarily 
follows that the consignee is bound to observe diligence in 
removing the goods. The duty of the consignee to receive the 
goods, it is said, is as imperative as is the duty of the carrier 
to deliver. The stringent liability of the carrier cannot be 
continued at the option or to suit the convenience of the con- 
signee. The rule is well settled in jurisdiction where the shipper 
is allowed a reasonable time within which to remove the goods 
before the carrier’s liability as insurer terminates, whether this 
time is to be estimated from the date of the arrival of the 
of the goods or from notice of their arrival, that the liability of 
the carrier, as such, ceases after the expiration of such time 
and becomes that of warehouseman only. Bufton vs. Express 
Co. (Mo.), 212 S. W. 74. 

With respect to the matter of consignee receiving the notice 
of arrival, see Peavey vs. P. B. & W. R. Co., 277 Fed. 333, 
holding that the sending of a notice is a sufficient compliance 
with the bill of lading provisions. 

See in this connection, however, our answer to “Wisconsin” 
on page 126 of the Jan. 10, 1925, Traffic World, under the cap- 
tion “Notice to Consignor of Refused or Unclaimed Shipments,” 
which matter may have a bearing on the carrier’s liability in the 
instant case, 

Tariff Interpretation—Limitation Resulting from Listing of Par- 
ticipating Carrier Under Heading “Intermediate Carriers” 
Alabama.—Question: We have had a movement of white- 

stone from Whitestone, Georgia, to Montgomery, Ala., and thé 

Louisville & Nashville Railroad Montgomery Local Tariff No. 6 

I. C. C. A-15347, publishes on page 93, at station No. 8, a rate 

of $2.14 per net ton on whitestone (crushed), powdered, from 

Whitestone, Ga., to Montgomery, Ala. The bills of lading only 

show in the route column “c/o Western Railway of Alabama,” 

and the shipments actually moved Louisville & Nashville Rail: 
road to Atlanta, Ga.; Atlanta & West Point Railroad to West 

Point, Ga.; Western Railway of Alabama to Montgomery, Ala. 

On page A-l of the tariff under participating carriers it shows 

the Western Railway of Alabama only as an intermediate 

carrier, under concurrence number FX8-54. 

The carriers will not protect the $2.14 per net ton rate, 
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via route shipments moved, claiming that the Western Railway 
of Alabama is only an intermediate carrier, and while concur. 
rence number FX3-A-54 is either an intermediate or delivering 
concurrence, notice that the tariff within itself limits the par. 
ticipation of these lines to that of an intermediate carrier. 

It is impossible for the Western Alabama to be an inter. 
mediate carrier to and from Montgomery, Ala., to and from any 
of the points named in this tariff, and as it can only be an 
originating or delivering carrier; we contend that the $2.14 
per net ton rate is legally applicable via route the shipments 
moved; first account of the bills of lading only showing route 
care of Western Railway of Alabama, which is the delivering 
line, and second the concurrence FX3-A-54 is also delivering 
concurrence. 

We will appreciate your advising us in this case, and quote 
citations, if any, governing the legal status of same. 

Answer: While we do not locate an opinion of the Com- 
mission in point, it is our opinion that the listing of a carrier 
under the heading of “Intermediate Carriers” limits the applica- 
tion of the rates therein via that line to that extent. 

As to the shipment in question, it is our opinion that, if the 
route and rate published in the tariff referred to by you were 
shown in the bill of lading, the initial carrier is liable for mis- 
route under the Commission’s ruling in Conference Ruling No, 
474-C, that carrier having executed a bill of lading containing 


‘conflicting provisions. 


If, however, routing only via the Western Railway of Ala- 
bama was shown in the bill of lading, the initial carrier per. 
formed its full duty in sending the shipment via the cheapest 
route which included the Western Railway of Alabama. 
Demurrage—Cars Placed On Sidings Constructed On Carrier's 

Right of Way 

Colorado.—Question: Contracting firm doing road paving 
desired to unload their crushed rock and cement on sidings at 
two non-agency stations and carrier receiving the road haul 
granted contractor permission to erect cement storage houses 
on right-of-way, under terms and rental prescribed in usual 
right-of-way lease, also to excavate on right-of-way for unloading 
crushed rock on sidings at these two non-agency stations. No 
contract was entered into for latter arrangement but was 
covered by verbal permission granted contractor to use without 
charge, right-of-way, on which to dump the rock for loading 
into trucks. 

Carrier did not send any written notice of arrival of cars to 
consignee (contractor) and did not keep regular demurrage 
record. However, carrier has now assessed demurrage charge 
on practically all cars, using dates, etc., which they obtained 
from conductor’s blind siding reports and train record sheets. 

Would the sidings at these non-agency stations be consid- 
ered “industry tracks’ in view of the fact that contractor had 
erected cement storage houses and excavated for rock storage 
pits on carriers right-of-way? 

Also would contractor be liable for demurrage charge, in 
view of the fact that carrier failed to keep demurrage record 
and rendered bills from dates obtained from conductor’s blind 
siding reports and train record sheets? 

Answer: We cannot locate a ruling of the Commission in 
point with respect to this matter. 

It is our opinion, however, that the carrier may assess de- 
murrage for the time the cars were held beyond the period of 
free time, the sidings in question to be considered as industry 
tracks, provided the consignee had notice of the arrival of the 
cars. 

With respect to the matter of arrival notices, while the 
Commission in general holds that a condition precedent to the 
assessment of demurrage by a carrier is the sending of arrival 
notices (American Radiator Co. vs. L. V., 44 I. C. C. 361; Meeker 
vs. C. R. R. of N. J., 46 I. C. C. 657; Rossie Tron Ore Co. vs. 
N. Y. C. & H. R. R. Co., YL C.-C. 392), it has also held that 
where the consignee has a general knowledge of the arrival of 
cars, demurrage may be assessed, even though no specific notice 
of arrival was given by the carrier. Fitzgerald Co. vs. B. R. & 
P. Ry. Co., Unreported Opinion 1985; John Hawkins & Sons vs. 
Director General, 80 I. C. C. 225 (227) Virginia Iron, Coal & 
Coke Co. vs. Director General, 69 I. C. C. 501. 

Routing & Misrouting—Carrier Duty to Ship by Cheapest Route 


But Duty Is Not Absolute 

Delaware.—Question: Has the principle laid down in North- 
ern Pacific Ry. Co. vs. Solum, 247 U. S. 477 been modified, or 
enlarged, in any way? Kindly advise us as to the court iu 
which this was tried, and if it has been changed in any respect 
or further held, kindly give us the cases in which so done. 

Answer: In the case to which you refer it was held that 
the duty is upon the carrier to select the cheaper route only 
‘if other conditions are reasonably equal.” There has been, 
so far ag we are aware, no modification of the principle by the 
Supreme Court and the ‘Commission is following it in its reports 
involving the reasonableness of a particular routing of traffic. 
See F. R. Woodbury Lumber Co. vs. Director General, 57 I. C. C. 
324 and Calivada Fertilizer Co. vs. Southern Pacific Company, 
73 I. C. C. 496 (502). 
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THE CHESAPEAKE & OHIO 
RAILWAY COMPANY 


Double Track — Rock Ballast — Automatic Signals 
The Scenic Line Between 


The EAST—The WEST 
THROUGH PULLMAN CARS 
New York - Philadelphia - Baltimore - Washington - Richmond 
Newport News and Norfolk 


; AND 
Chicago - Cincinnati - Louisville - St. Louis - Indianapolis 
Three Fast Daily Trains Each Way 


Dining cars serve all meals 


Vir inia AllYer WHITE 
ee Resorts @*ULPHUIe 
Prings on c<o SPRINGS 


On your way north from Florida stop over at the famous all-year resorts 
Hot Springs, Va. and White Sulphur Springs, W. Va. The Homestead 
at Hot Springs, Va. and The Greenbrier at White Sulphur Springs,W.Va. 
are hotels comparable with the best. Three golf courses at both resorts. 
Most delightful climate during the mid-winter season. The C&O allows 
stop-over on all tickets. Through pullman cars between Richmond, 
Hot Springs and White Sulphur and between Hot Springs, White 
Sulphur, and New York. 





JNO. D. POTTS O. N. SPAIN GEO. COOMBS 
Passenger Traffic Manager Eastern Passenger Agent Asst. General Pass. Agent 
T. H. GURNEY Washington, D. C. and Cincinnati, O. 
General Passenger Agent 299 Broadway, New York City 

Richmond, Va. 


F. E. LANDMEIER J. B. EDMUNDS R. E. PARSONS F. W. CURD 
Western Passenger Agent General Agent District Passenger Agent District Passenger Agent 
St. Louis, Mo. Washington, D. C. Louisville, Ky. Norfolk, Va. 
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Digest of New Complaints 


No. 15550, Sub. No. 2. Hannibal Shippers’ Association et al., Hannibal, 
Mo., vs. Ashland Coal & Iron et al. 

Alleges that rates on bituminous coal from the Inner and Quter 
Crescents to Hannibal, Mo., are unjust, unreasonable, prejudicial 
to Hannibal interests, and preferential of interests at St. Louis, 
Chicago, Peoria and Quincy. Asks cease and desist order, and 
reasonable rates. 

No. 16282, Sub. No. 1. McEwing & Thomas Clay Products Co., St. 
Louis, Mo., vs. C. R. I. & P. et al. 

Rates in violation of sections 1 and 6 of the act on numerous 
shipments of common brick from Albion, IIl., to St. Louis, Mo. 
Asks reparation. $ 

No. 16460, Sub. No. 2. Milne Lumber Co., St. Louis, Mo., vs. Detroit, 
Grand Haven & Milwaukee et al. 

Charges in violation of section 6 of the act and of defendants’ 
demurrage rules on shipment of yellow pine lumber from Boyd, 
Fla., to Marine, Ill., and reconsigned to Detroit, Mich. Asks 
reparation. 

No. 16501. Sub. No. 1. Board 6f Trade of Kansas City, Mo., vs. 
Abilene & Southern et al. : 

Unjust,’ unreasonable and prejudicial rates on grain and grain 
products from points in South Dakota and Minnesota, from points 
in Nebraska north of the Platte river and in Iowa north of and 
on main line of Rock Island to Kansas City, Mo.-Kan., and from 
same points of origin to Omaha, Council Bluffs and Sioux City, Ia., 
also rates on grain from Sioux City to Omaha and Kansas City 
as unjust and unreasonable; also attacks other rates on grain 
and grain products. Asks cease and desist order, just and 
reasonable rates. 

No. 16506, Sub. No. 5. Parker Corn Co., Kansas City, Mo., vs. Santa 
Fe et al. 

Rates in violation of sections 1 and 6 of the act, on numerous 
shipments of grair from points in Arkansas, Colorado, Illinois, 
Iowa, Kansas, Minnesota, Missouri, Nebraska, New Mexico, Okla- 
homa, South Dakota, and Texas, to points in various states. 
Asks reparation. 

No. 16506, Sub. No. 6. C. D. Williams Grain Co., et al., Kansas City, 
Mo., vs. Santa Fe et al. 

Same complaint and prayer with respect to shipments of hay 
— grain from points in western states to points in various other 
states. 

No. 16506, Sub. No. 7. Moore-Lawless Grain Co., Kansas City, Mo., 
vs. Santa Fe et al. 

Same complaint and prayer with respect to shipments of grain 
from points in western states to points in various other states. 

No. 16506, Sub. No. 8. The Leavenworth Milling Co., et al., Leaven- 
worth, Kan., vs. Santa Fe et al. 

Same complaint and prayer with respect to shipments of grain 
from points in western states to points in various other states. 

No. 16506, Sub. No. 9. The Midland Flour Milling Co., Newton, Kan., 
vs. Santa Fe et al. 

Same complaint and prayer with respect to shipments of grain 
from points in Iowa, Colorado, Kansas and other states, to points 
in various other states. 


No. 16506, Sub. No. 10. Domestic Milling Co., Kansas City, Mo., vs. 
Santa Fe et al. 


Same complaint and prayer with respect to shipments of flour 
and by-products of grain. 


No. 16506, Sub. No. 11, Hoyland Flour Mills Co., et al., Kansas City, 
Mo., vs. Santa Fe et al. 


Same complaint and prayer with respect to shipments of grain 
and grain products. 


No. 16506, Sub. No. 12, Dilts & Morgan et al., Kansas City, Mo., vs. 
Santa Fe et al. 


Same complaint and prayer with respect to shipments of grain 
and grain products. 


No. 16506, Sub. No. 13. The Baker Milling Co. et al., Pleasanton, Kan., 
vs. Santa Fe et al. 


Same complaint and prayer with respect to shipments of grain 
and grain products. 


No. 16506, Sub. No. 14. Boonville Mills Co. et al., Boonville, Mo., vs. 
Santa Fe et at. 
Same complaint and prayer with respect to shipments of grain 
and flour and other products of grain. 


No. 16506, Sub. No. 15. Neosho Milling Co., Neosho, Mo., vs. Santa 
Fe et al. 


Same complaint and prayer with respect to shipments of grain 
and grain products. 


No. 16572. Weatherford, Crump & Co., Houston, Texas, vs. Aber- 
deen & Rockfish et al. 

Alleges that defendants publish rates on cotton from various 
points in the cotton belt, such rates applying on cotton when 
concentrated or warehoused at various points within said terri- 
tory, shipments having as a final destination mill points in the 
various states of the United States or when such shipments are 
destined to foreign countries, and that rates and privileges that 
are now published and applied by the defendants are in violation 
of sections 1 and 3 of the act. Asks cease and desist order, rea- 
sonable rates, and warehousing and concentration rules. 

No. 16572, Sub. No. 1. Same vs. Same. 

Unreasonable rates on cotton from southeastern producing 
points to mill points in the various states of the United States 
and the Dominion of Canada. Asks cease and desist order, rates 
and rules, and reparation. 

No. Pew —- Shale Brick Co. et al., Bradford, Pa., vs. B. 
. et al. 

Rates in violation of Sections 1, 3 and 4, on brick and clay 
products between points in Pennsylvania, New York and Mary- 
land, and points in New England, eastern trunk line territory, 
Virginia and other states, and the District of Columbia. Asks 
cease and desist order, reasonable and nondiscriminatory rates. 

No. 16574, Milne Lumber Co., St. Louis, Mo., vs. New York, Chicago 
& St. Louis et al. 

Charges in violation of sections 1 and 6 of the act and of 
defendants’ demurrage rules on shipment of yellow pine lumber 
from Monroe, La., to Herrick, Ill., and reconsigned at East St. 
Louis to Detroit, Mich. Asks reparation. 

No. e's Sub. No. 1. Same vs. Detroit, Grand Haven & Milwaukee 
et al. 

Same complaint and prayer with respect to shipment of yellow 
Pine lumber from Haslam, Tex., to Herrick, Ill., and reconsigned 
to Detroit, Mich. 
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No. 16575. Milne Lumber Co., St.. Louis Mo., vs. New York, Chicago 
& St. Louis et al. 

Charges in violation of section 6 of the act and of defendants’ 
demurrage rules on shipment of yellow pine lumber from Haslam 
Tex., to Herrick, Ill., and reconsigned to Detroit, Mich. Asks 
reparation. ; 

No. 16576. Delmar Co., Minneapolis, Minn., vs. Great Northern, 

Rates and charges in violation of section 6 on grain from points 
in South Dakota, North Dakota and Minnesota to Minneapolis, 
there inspected and graded, and reconsigned to other destinations, 
Asks cease and desist order, reasonable rates, and reparation, 

No. 16577. Milne Lumber Co., St. Louis, Mo., vs. Wabash et al. 

Charges in violation of sections 1 and 6 of the act on shipment 
of yellow pine lumber from Stamps, Ark., to Carpenter, Ill., and 
reconsigned to Glen Falls, N. Y. Asks reparation, 

No. 16578. South Side Wood & Coal Co., Oshkosh, Wis., vs. St. 
Louis-San Francisco et al. 

Illegal and unlawful rates and charges on numerous shipments 
of soft coal from Huntington, Ark., and other Arkansas points 
taking the same rates, to Oshkosh, Wis. Asks cease and desist 
order and reparation. 

No. 16579. Gross and Jacobs, Stevens Point, Wis., vs. Green Bay & 
Western. 

Illegal and unlawful rates and charges on soft coal from points 
in West Virginia and Kentucky to Stevens Point, Wis. Asks cease 
and desist order and reparation. : 

No. 16580. Carnegie Dock & Fuel Co. et al., Minneapolis, Minn., vs. 
Minneapolis, St. Paul & Sault Ste. Marie. 

Illegal and unlawful rates and charges on soft coal from points 
in Illinois, Kentucky and West Virginia to points in Wisconsin 
and Minnesota, including St. Paul and Minneapolis, Waupaca 
and Marshfield. Asks cease and desist order _and reparation. 

No. 16581. V. S. Barnes, Chicago, Ill., vs. C. & N. W. et al. 

Rates and charges in violation of sections 1, 3 and 6 of the act 
on lumber from Mile Post 45, Minnesota, to Sparta, Wis., because 
of delivery instead at Chicago, and reshipped to Sparta. Asks 
reparation. 

No. 16582. Milne Lumber Co., St. Louis, Mo., vs. B. & O. et al. 

Charges in violation of section 6 of the act and of defendants’ 
demurrage rules and tariff rates on yellow pine lumber from 
Grant, La., to Marine, Ill., and reconsigned to Coverdale, Pa, 
Asks reparation. : 

No. 16583. Los Angeles Warehousemen’s Assoc., Los Angeles, Calif, 
vs. Santa Fe. : 

Alleges that the Santa Fe, through a subsidiary corporation 
known as the Western Improvement Company, has begun the 
construction of a building for the California Truck Company and 
also a building for the Starr Truck Company in the city of Los 
Angeles, and has leased said building under terms that directly 
give the said truck companies a subsidy or rebate in order to 
control freight to the lines of the Santa Fe; petitioner alleges. 
that private warehouse companies, such as constitute the mem- 
bership of petitioner, cannot finance warehouse construction as 

cheaply as the transcontinental railroads with their large financial 
reserve and that the result of permitting the defendant or other 
railroads to build warehouses in the city of Los Angeles and 
lease the same at low rentals will create competition that the 
members of petitioner’s association cannot meet on an even basis. 
Asks cease and desist order, or that defendants be required to 
bring about a revision of the rates of rental covered by said 
leases in order that its net revenue or rate of return, after a 
fair allowance for depreciation and all other proper items of 
expense, shall be not less than 5% per cent, based on the present 
day value of the ground of $2.50 to $3 a square foot. 
No. 16584. Federated Metals Corporation, New York City, vs. New 
York, Ontario & Western et al. c ; 

Unreasonable rates on by-products, such as dross, skimmings, 

and ashes of tin, from stations in the Pittsburgh district and 


near Pittsburgh to eastern points such as Baltimore, Philadelphia, | 


Newark, and New York, and intermediate points and_ stations 

taking the same rates. Asks cease and desist order, lawful rates, 

and _ reparation. : sed 
No. 16585. Spencer Kellogg & Sons, Inc., New York City, vs. Erie. 

Unlawful charges on numerous carload shipments of flaxseed 
from New York Harbor points to Buffalo, N. Y. Asks cease and 
desist order, reasonable rates, and reparation. 

No. 16586. Three Forks Portland Cement Co., Denver, Colo., vs. 
Cc. B. & Q. et al. 

Rates in violation of sections 1, 2 and 3 of the act, on Portland 
cement and wall plaster from Hanover and Trident, Mont., to 
points in the Dakotas. Asks cease and desist order, reasonable 
rates, and prescription of just, reasonable and non-discriminatory 
relationship of rates as between Hanover and Trident, on_the 
one hand, and competing points in Iowa, Indiana, Illinois, Mis- 
souri, Minnesota, Kansas, Oklahoma, Nebraska and South Dakota, 
on the other, to destination points in the Dakotas, and reparation. 

No. ae iy Lever Brothers Co., Cambridge, Mass., vs. D. L. & W. 
et al. ; 

Unreasonable and discriminatory rates on cocoanut oil from 
Jersey City to Cambridge, Mass. Asks cease and desist order, 
reasonable and non-discriminatory rates, and reparation. 

No. 16588. Summittville Drain Tile Co., Summittville, Ind., vs, Director 
General as agent. . 

Seeks refund of $1.03 with interest as overcharge on shipment 

of drain tile from Summittville, Ind., to New Buffalo, Mich. . 
No. 16589. H. and R. Mining and Manufacturing Co., East St. Louis, 
Ill., vs. Alton & Southern et al. ; 

Rates in violation of sections 1, 2 and 3 of the act on articles 
in the uniform brick list from East St. Louis to St. Louis, Mo. 
Asks cease and desist order, reasonable rates. 

No. 16590. C. W. Zaring & Co., Jacksonville, Fla., vs. Clyde Steam- 
ship Co. et al. ’ a 

Charges in violation of sections 1, 2 and 3 of the act on canne! 
goods from St. Louis to Miami, Fla., moving by water from Jack- 
sonville to Miami. Asks cease and desist order, reasonable rates, 
and reparation. ; : 

No. hg Milne Lumber Co., St. Louis, Mo., vs. Missouri Pacific 
et al. b 

Charges in violation of section 6 of the act and defendants 
demurrage rules on yellow pine lumber from Wilmar, Ark., to 
Thebes, Ill., reconsigned to Buffalo, N. Y. Asks reparation. 

No. 16592. Milne Lumber Co., St. Louis, Mo., vs. Detroit, Grand 
Haven & Milwaukee et al. e 

Charges in violation of section 6. of the act and defendants 
demurrage rules on pine lumber from Meridian, Miss., to Marine, 
Ii., and reconsigned to Detroit, Mich. Asks reparation. 

No. he Milne Lumber Co., St. Louis, Mo., vs. Missouri Pacific 
et al. 

Charges in violation of section 6 of the act and defendants’ 
demurrage rules on pine lumber from Bon Ami, La., and other 
Louisiana points to Carpenter, Ill., and reconsigned to other 
destinations. Asks cease and desist order and reparation. 
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The OPEN DOOR 
AST FREIGHT SERVICE 


Transfers of traffic at 
Peoria between the 16 
line-haul carriers are 
made within a few 
hours by the use of 
the facilities of the 
Peoria and Pekin 
Union, instead of the 
much longer period re- 
quired in some of the 
larger and congested 
terminals. 


Peoria is located half- 
way between Chicago 
' oe and St. Louis, and, 
PRA being a rate-breaking 
as well as a terminal 
point, it has a con- 
siderable advantage 
over other cities in the 
mid-west in the mat- 
ter of freight rates and 
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NOTE—FIGURES 1-2-3-4 DENOTE FIRST, SECOND, THIRD AND FOURTH MORNING OF DELIVERY FROM PEORIA 


transportation service. 


=»: PEORIA & PEKIN UNION RY. CO. #22 
MEORILLL. ~=INQUIRIES SOLICITED UNION STATION, PEORIA, ILL. fsteninnt 


You will find 


our booklet 


Mr. Traffic Manager, “Peoria, the Two Hundred 


Million Dollar 


If you are not fully acquainted 


Market” of 


with Central Illinois territory this 
book will give you a valuable fund 
of information on the wealthiest 
section of this rich agricultural 
territory. ‘This book is free. 


Peoria has an enviable location as a dis- 
tribution point, by reason of relative 
inbound freight rates and a favorable 
outbound basis, combined with excellent 
transportation service both in and out. 


The existing freight rate structure per- 
mits these commodities to be brought 
into Peoria for transit and the same 
commodity or product then later re- 
shipped to destination at the through 
rate from point of origin to destination. 


vital interest to you. 





Modern Fire-proof Building, 7 Spacious Floors Containing 
135,000 Square Feet Floor Space 


FEDERAL WAREHOUSE CO., peoriA, ILLINoIs 


Branches: CHICAGO, 427 W. Erie St. NEW YORK, 100 Broad St. SAN FRANCISCO, 625 Third St. 
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No. 16594. Milne Lumber Co., St. Louis, Mo., vs. Illinois Central et al. 
Charges in violation of section 6 of the act and defendants’ 
demurrage rules on pine lumber from Haslam, Tex., to Marine, 
and reconsigned to Detroit, Mich. Asks cease and desist 
order, and reparation. 
No. ee. ane Lumber Co., St. Louis, Mo., vs. Louisville & Nash- 
ville et al. 
Charges in violation of section 6 of the act and defendants’ 
demurrage rules on pine lumber from Estelle, Ala., to Louisville, 
Ky., and reconsigned to Cleveland. Asks cease and desist arder 


and reparation. 
St. Louis, Mo., vs. St. Louis-San 


16596. Milne Lumber Co., 
Francisco et al. 

Charges in violation of section 6 of the act and defendants’ 
demurrage rules on pine lumber from Grayburg, Tex., to East 
St. Louis, and reconsigned to other points. Asks cease and 
desisti order, and reparation. 
16597. The Wabash, Chester & Western R. R. Co. et al. vs. 
Illinois Central et al. . 

Alleges that complainant has been subjected to payment of 
charges for car service which were and will be unjust, unreason- 
able and unlawful. Asks cease and desist order, just, reasonable 
rules and regulations for the interchange of cars between the 
complainant and defendants, and reparation. 

— _ Naval Stores Supply Co., Inc., New Orleans, La., 
vs. L. & e 
Illegal charges on shipment of batting dross from Lumberton, 
Miss., to New Orleans, La. Asks reparation. : 

No. 16599. Thilmany Pulp & Paper Co., Kaukauna, Wis., vs. Nelson 
& Albemarle et al. . 
Rates and charges in violation of Section 6 on soapstone fur- 
nee linings from Schuyler, Va., to Kaukauna, Wis. Asks rep- 
aration. 


No. ~—— Lafayette Lumber Co., Uniontown, Pa., vs. Pennsylvania 
et a 


No. 


No. 


No. 


Rates in violation of Sections 1, 2, 3 and 4 of the act on lumber 
and crossties from various points in Pennsylvania to Buffalo, 
Black Rock, North Tonawanda and Lockport, N. Y. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. -16601. Samuel Rinelli, Lockport, N. Y., vs. New York Central. 

Unjust and unreasonable charges on plums from Sanborn, N. Y., 
to Lockport, N. Y., and ordered diverted to Philadelphia. Asks 
separation, and just and reasonable refrigeration charges for the 
uture. 


No. se 5 or a Lumber & Export Co., Birmingham, Ala., vs. 

‘ . et al. 

Rates in violation of Sections 1 and 6 of the act on yellow 
pine lumber from Atmore, Ala., to Manchester, Ky. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. 16603. Utah-Idaho Sugar Co., Salt Lake City, Utah, vs. Director- 
General as agent, 

Unreasonable rates on coke from Benham, Ky., to points in 
Utah and Idaho and from Chattanooga, Tenn., to points in 
Utah and Idaho, because defendant exacted specific increase to 
each factor under General Order No. 28, whereas but one increase 
should have been added to the rates in effect June 24, 1918. 
Asks reparation. 


No. A gh apuateng Cork Co., Pittsburgh, Pa., vs. Western Mary- 
and et al. 

Complains of handling charges on imported cork waste in bales 
at Western Maryland pier at Port Covington, Baltimore, con- 
signed to Beaver Falls, Pa. Asks refund. 

16605. Staso Milling Co., Chicago, Ill., vs. Maryland & Penn- 
sylvania et al. 

Rates in violation of Sections 1, 2 and 3 of the act on crushed 
slate from Whiteford, Md., to New Orleans, La. Asks cease and 
desist order and reasonable rates. 


Nathan Schweitzer Co. et al., New York, N. Y., vs. 
Director-General as agent. 

Rates and charges in violation of Section 6 on shipments of 
dressed poultry from Chicago to New York; from Moulton, Iowa, 
to New York; on shipments of dressed poultry, butter and eggs, 
in straight and mixed carloads, from Oklahoma City to points 
in Official Classification territory; and on same commodities be- 
tween other points. Asks reparation. 

No. 16607. Saxony Mills, St. Louis, Mo., vs. Missouri Pacific. 
Transportation and demurrage charges, in violation of Sec- 
tion 6, on flour from St. Louis to Havana, Cuba, by way of New 


Orleans; shipments stoppeé at New Orleans and returned on 
complainant’s instructions to St. Louis. Asks cease and desist 
order and reparation. 


No. 16608. Crook Son & Co., Hicksville, Ohio, vs. Kalamazoo, Lake 
Shore & Chicago et al. 

Unreasonable, discriminatory and prejudicial charges on 11 car- 

nl Bh from Paw Paw, Mich., to Hicksville, Ohio. Asks 


No. 16609. Memphis Freight Bureau, for Tayloe Paper Co., Mem- 
phis, Tenn., vs. C. & O. et al. 
Rates in violation of Sections 1 and 6 of the act on wrapping 
paper from Piercefield, N. Y., to Memphis, Tenn. Asks cease 
and desist order, reasonable rates and reparation. 


No. 


No. 





Note. items In the Docket marked with an asterisk (* 
having been added since the fast issue of The Traffic World. Cancel- 


lations and postponements announced too fate to show the change In 
this Docket will be noted elsewhere. 


January 26—Argument at Washington, D. C.: 
Finance No. 1332—In re deficit status of the Minneapolis, Northfield 
& Southern Ry. under Section 204, Transportation Act, 1920. 
January 26—Washington, D. C.—Director Mahaffie: 
Finance No, 3859—Excess income of New York Central Lines. 
January 26—Oklahoma City, Okla.—Examiner Disque: 
16113—Oklahoma City Live Stock Exchange et al. vs. Santa Fe et al. 
15686—American National Live Stock Association et al. vs. A. T. 
& S. F. Ry. et al. 
Janua 26—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 367—In re tentative valuation of the property of the 
Nashville, Chattanooga & St. Louis Railway et al. 
January 27—Denver, Colo.—Examiner F1 ; 
16339—T 


hree Forks Portland Cement mpany vs. C. M. & St. P. 
Ry. et. al, 
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No. 16610. Wm. D. Lane, doing business as W. D. Lane & Co., et aj, 
Detroit, Mich., vs. Southern Pacific et al. F 
Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates, rules and regulations on apples and other deciduous 
and citrus fruits from points in California to Detroit. Asks 
cease and desist order, just and reasonable rates, charges, ruyles 
and regulations, and reparation. 


No. 16611. Citizens Gas Company of Indianapolis, Indianapolis, Ing, 
vs. Alabama Central et ‘ 


Unjust. unreasonable, preferential and prejudicial rates on coke 
from Indianapolis to points in Mlinois, Iowa, Kansas, Missouri, 
Nebraska, North Dakota, South Dakota, Minnesota and Wiscon. 
sin. Asks cease and desist order and reasonable rates. 


TELEPHONE EARNINGS 


Operating income of 72 large telephone companies having 
annual operating revenues in excess of $250,000 totaled $14,299. 
410 in November, an increase of $2,521,428, or 21.4 per cent, 
as compared with November, 1923, according to compilations 
made by the Bureau of Statistics of the Commission. For the 
eleven months ended with November the operating income 
totaled $136,980,403, an increase of $11,865,020, or 9.5 per cent, 
as compared with the income for the same period of 1923, 
At the end of November there were 12,124,247 company sta- 
tions, an increase of 828,882, or 7.3 per cent, over the number 
at the end of November, 1923. 





ABANDONMENT AUTHORIZED 


The Louisiana & Pacific Railway Company has been author. 
ized to abandon, as to interstate and foreign commerce, a 
branch line of railroad in Beauregard Parish, La., extending 
from a connection with the main line at DeRidder Junction to 
Longacre, a distance of 8.7 miles. 

The Commission has issued a certificate authorizing the 
Central New England to abandon those portions of its line 
between Shekomeko and Millerton, N. Y., embracing 7.73 miles 
of track, and between Ancram Lead Mines and Boston Corners, 
N. Y., embracing 5.97 miles of track. The town of Ancram, 
N. Y., objected to abandonment of the latter line. Ancram is 
served by another line of the applicant’s railroad. 


CONDITION OF EQUIPMENT 


Class I railroads on January 1 had 11,266 locomotives in 
need of repair, 17.5 per cent of the number on line, according 
to reports filed by the carriers with the car service division 
of the American Railway Association. This was a decrease of 
743 locomotives under the number in need of repair on Decem- 
ber 15, at which time there were 12,009, or 18.7 per cent. Of 
the total number, 5,927, or 9.2 per cent, were in need of classi: 
fied repairs, a decrease compared with December 15 of 421, 
while 5,339, or 8.3 per cent, were in need of running repair, a 
decrease of 322 during the same period. 

Class I railroads on January 1 had 4,849 serviceable loco- 
motives in storage, an increase of 41 over the number in storage 
on December 15. The railroads in the last half of December 
repaired and turned out of the shops 38,742 locomotives, the 
greatest number ever repaired in any semi-monthly period on 
record, the previous high mark having been established in the 
last half of October, 1924, when the number repaired totaled 
36,233. 

" Freight cars in need of repair, on January 1, totaled 190,979 
or 8.3 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 1,875 over the 
number reported on. December 15, at which time there were 
189,104 or 8.2 per cent. 

Freight cars in need of heavy repair, on January 1, totaled 
148,962 or 6.3 per.cent. This was a decrease of 1,279 compared 
with December 15. Freight cars in need of light repair totaled 


47,017 or two per cent, an increase of 3,154 compared with De- 
cember 15. 


January 27—Washington, D. C.—Examiner Wagner: 
bs afew Manchester Railroad Company vs. N. Y. N. H. & H. 
0. 
January 27—Washington, D. C.—Examiner Griffin: 
16236—Mineral Point Zinc Company vs. C. & A. R. R. et al. a 
16238—Grasselli Company vs. A. C. & Y. Ry. et al (adjourné 
hearing). 
January 27-28—Argument at Washington, D. C.: 


14771 Ny) Sub. Nos. 1 and 2)—John Morrell & Company et al. v% 
N R. et al 


14981 (and Sub. No. 1)—Amour & Company et al. vs. Santa Fe et al. 


Portions of Fourth Section Apps. Nos. 469, filed by Agent Leland, 
and 2073, filed by Agent Tucker. 


ee cea ys gg Slaughterers’ Traffic Association vs. N. Y. ©. 


et 
January 29—Charleston, W. Va.—Examiner Hunter: 
16260—Fenimore Collieries Company vs. C. & O. Ry. et al. 
January 30—Duluth, Minn.—Examiner Mackley: 


16374—Minnesota-Atlantic Transit Company vs. C. St. P. M. & 0. 
Ry. et al. 
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Missouri Pacific and Allied Lines 
Prepared to Handle Record-Break- 
ing Volume of Traffic in 1925 


CQUISITION of controlling interest in the New Orleans, Texas & 
Mexico Railroad (known as the Gulf Coast Lines), which carries with 
it ownership of the International-Great Northern Railroad, makes the 

Missouri Pacific one of the largest railroad properties in the United States. 
Together with its interest in the Texas & Pacific and joint ownership with 
the Western Pacific in the Denver & Rio Grande Western Railroad, the 
Missouri Pacific mileage now exceeds that of any other railroad system in 
the United States and places this company in a very favored position for 
the production of adequate and dependable service to the entire territory 
west of the Mississippi River, south of Omaha, and north of the Gulf of 
Mexico from New Orleans to Brownsville. 


Approval by the Interstate Commerce Commission of plans of the 
Missouri Pacific along this line marks the conclusion of one of the first of 
the railroad groupings contemplated in the consolidation provisions of the 
Transportation Act of 1920. That this movement is in the best interest of the 
whole public there can be no question. Likewise, there is no question but that 
it will prove of advantage to the several railroad properties involved. It 
will result in increased and improved service to shippers and travelers 
throughout the entire territory served by the several lines. 


The Missouri Pacific alone has purchased $23,100,000 worth of new 
equipment in the last five months, which includes; 


100 Locomotives, 
2,000 Standard box cars, 
1,000 Automobile cars, 
1,000 Automobile Furniture cars, _ Pe ally 
2,000 Refrigerator cars, : - 
1,000 All-steel, 50-ton coal cars, 

115 Steel-underframe cabooses, 

40 All-steel passenger train cars. 


In addition to this, the Gulf Coast Lines have purchased 1,250 freight 
cars. 


It is with genuine pleasure that we find ourselves in a position to assure 
our patrons and friends that the Missouri Pacific and allied lines will be 
able to take care of the traffic expected in 1925. 


Understanding and appreciation of what is being accomplished, together 
with the friendship, confidence and co-operation of patrons and citizens 
generally—all of us working hand-in-hand—will help to make this year the 
greatest in every way in our history. 


I solicit your co-operation and suggestions. 


: President 


\ PACIFIC / : 
——e Missouri Pacific Railroad Company 
Gulf Coast Lines 
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January 30—Argument at Washington, D. C.: 
13345—Divisions of joint rates, fares and charges on traffic inter- 
changed between Missouri & North Arkansas Railroad Company 
and its connections. 
coneey 30—Kansas City, Mo.—Examiner Disque: 
i oe National Live Stock Association et al. vs. Santa 


t al. 
+16112—klatioma City Live Stock Exchange et al. vs. A. T. & S. F. 


January 31—Huntington, W. Va.—Examiner Hunter: ji 
16338—The West Virginia Rail Company vs. C. & O. Ry. et al. 


Pebruary 2—Washington, D. C.—Examiner Davis: 

* Finance No. 4579—In the matter of the joint omy of the Moun- 
tain States Telephone & Telegraph and J. E. Allen for a certificate 
that the proposed acquisition by the former®of the property of 
the latter, etc., will be of advantage and in the public interest, etc. 


* Finance No. 45680—In the matter of the joint petition of the Sun 


Telephone & Telegraph Co., and others, for a certificate of ad- 
vantage and public interest. 


Peery 2—Washington, D. C.—Examiner oeae: zs 
16483—Kirby Mutual Coal Company vs. C., B & Q. R. R. et al. 


February 2—Loulisville, Ky.—Examiner Smith: 
* 1. and S. No. 2314—Coking in transit of coal at stations in Alabama. 


vecwery 2—Terre Haute, Ind.—Examiner Weaver: 
16243—Indiana Coke & Gas Company vs. A. & Ww. Ry. et al. 
February 2—Minneapolis, Minn.—Examiner Mackley. 
16145—Lewiston Elevator Company et al. vs. C. G. W. R. R. et al. 
16229—Watab Paper Company vs. Nor. Pac. Ry. et al 
February 2—New York, N. Y.—Examiner Sharp: 
16444—Federated Metals Corporation vs. N. ¥. N. H. & H. R. R. 
16516—Federated Metals Corporation vs. P. R. R. et al. 
February 2—Wichita, Kansas—Examiner Knowlton: 
16436—C. F. Bunte et al. vs. C. R. I. & P. Ry. et al. 
February 2—Chicago, Ill.—Examiner Gaddess: 
i, and S. No. 2289—Transit privileges on grain at Chicago, Peoria 
and Pekin, Ill. . 
Pebeuery, 3—Minneapolis, Minn.—Examiner Mackley: 
16466 (and Sub. Nos. 1 to 5, Incl.)—International Grain Company 
vs. Northern Pacific Ry. 
February 3—Wichita, Kansas—Examiner Knowlton: 
Poa he Wichita Chamber of Commerce et al. vs. A, & V. Ry. 
eta 
February 3—New York, N. Y.—Examiner Sharp: 
16419—Federated Metals Corporation vs. C. R. R. of N. J. et al. 
Pebemory 9—Lovievilie, Ky.—Examiner Smith: 


16473—Kosciusko a South Eastern Railroad Company vs. Illinois 
Central R. R. Co. 


February 4—Minneapolis, Minn.—Examiner Mackley: 

16314—Northern Potato Traffic Association vs. B. & O. R. R. et al. 
February 4—Lansing, Mich.—Michigan Utilities Commission: 

Finance No. 3171—In re application of the Detroit, Bay City & 


Western Railroad for authority, under Section 1, parastaph, 18, 
to abandon a line of road. 


February 4—St. Louis, Mo.—Examiner Weaver: 
16282. 


—McEwing & Thomas Clay Products Company et al. vs. C. & 
E. I Ry. et al. 


Fourth Section App. No. 12632—Filed by Mo.-Ill. R. R., in re rates 
for transportation of diverted coal traffic from mines in Illinois to 
points in Missouri, etc. 
Peroery, 4—Cincinnati, Ohio—Examiner Hunter: 

16330—Winifrede Coal erage 4 et al. vs. C. & O. Ry. et al. 
February 4, 1925—Washington, C.: 

15879—Eastern Class Rate - panasornannl evidence). 
Pepeuary 4—Wichita, Kansas—Examiner Knowlton 

16507—The Western Brokerage vs. A. C. L. bo ™R. et al. 
February 4—New York, N. Y.—Examiner Shar 

16333—Barr & Dougherty, Inc. vs. Georgia Sathorn Ry. et al. 

es 2 “oy Ill.—Examiner Gaddess: 

I. ane 5 No. 2290—Grain from Iowa, Minnesota and Missouri to 

exas. 
gy’ 4—Argument at Washington, D. C.: 


I. and S. No. 2125—Vegetable ak between points in Trunk Line Ter- 
ritory and to points in C. F. territory. 
bey ag ge! pasos Pestuate ¢ Company vs. Director General, West 
ore 


1. and S. No, 1619—Linseed oil from Edgewater (Undercliffe) N. J. 
to C, F. A. points. 
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veneeary oe ge tee at Washington, D. C.: 


5618—Jackson Traffic Bureau for Case-Teel Co 
A & Y. By, et al. wepoudingtbe: 


—— Of t wy section App. No. 373, filed by Morgan’s La, 4 


Tex. R S. Co. et al., In re rates on salt Fe Louisiana 
points to a LM, Vicksburg and Natchez, Miss., 


15822—Indian Refining Company vs. C. C, C. & St. L. oS. 
February 5—St. Louis, Mo.—Examiner Weaver: 
= _s. Sub. No. 1)—Milne Lumber Company vs. C. & N. yw. 


16402 Ay ‘Sub. No. 1)—G. H. Dolle Milling Company vs, Mi 
sco” ummenaas os 


February 5—New York, N. Y.—Examiner Sharp: 
16396—International Paper Company vs. B, & O. R. R. et al, 

Fenreery 6—Argument at Washington, D. C. 

13992—Cream of Wheat Company vs. A. T. & S, F. Ry. et al. 

14996—Borden’s Farm Products Company, Inc., vs. N. Y. N. H, & 
H. R. R. et al. 

February 5—Salt Lake City, Utah—Examiner 7: 
16325—Utah-Idaho Sugar Company vs. C. B. & Q. R. R. et al. 
16373—Bergin-Price Company et al. vs. Sante Fe et al. 

February 5—Wichita, Kan.—Examiner Knowlton: 
16315—Tisdale Farmers Union Co-operative Association vs. Missouri 

Pacific R. R, Co. 

February 6—Austin, Texas—Examiner Seal: 

Finance No. 4499—In the matter of the joint application of the 
Southern Pacific Company and the Galveston, Harrisburg & San 
Antonio Ry. Co. for authority to acquire control of the San 
Antonio & Aransas Pass Ry. Co. 

February 6—Salt Lake City, Utah—Examiner Flynn: 

1. and S. No. 2311—Routing of live stock from Colorado, Wyoming, 
Idaho, etc., to W. T. L. points. 


Peacuery 6—St. Louis, Mo.—Examiner Weaver: 
16405—The Carter Oil Company vs. Santa Fe Ry. et all, 


Paeuery 6—New York, N. Y.—Examiner eve: 
16403—United Zinc Smelting Corporation vs. P. R. R. et al. 
Paruery 6—Memphis, Tenn.—Examiner take 


16481—Memphis Freight Bureau for Standard Rice Company Inc, 
et al. vs. Ann Arbor R. R. et al. 


Portions of fourth section App. No. 2045, filed by Ill, Cent. R. R,, 
In re rates on clean rice from New Orleans, La., to Hamiiton; 
— and Ste, Catherines, etc., in the province of Ontario, 

anada, 


February 6—Greenville, Ohio—Examiner Hunter: 
1. and S. No. 2308—Switching, sand and gravel at Richmond, Ind. 
Februar tt hg 5a S. D.—Examiner Mackley: 


1. an No. 2277—Glucose, syrup, etc., from "Chicago, Ti., St. 
Louis, Mo., Clinton, Ia., and related points to South Dakota. 


ows eo 7—C hicago Ii.—Examiner Gaddess: 


8—Transit on hogs at Watertown, N. D. 
February FP tadinnapetie, Ind.—Examiner Hunter: 


1. oo gg No. 2306—Crushed stone between Indiana and Illinois 
Points. 

I. — > No, 2307—Sand and gravel between Indiana and Illinois 
po 


Pare 9—Philadelphia, Pa.—Examiner Fuller: 
6356—Krupp Foundry Company vs. Southern Ry. et al. 


R. R. RATE INCREASES OPPOSED 


The Brooklyn Chamber of Commerce has sent notices to 
large concerns of Brooklyn calling their attention to the pro- 
posed increase in freight rates by trunk line railroads out of 
New York to New England and asking contributions toward 
a fund to fight the proposal. The chamber declares that, if 
the increases, ranging “anywhere from 10 per cent to 60 per 
cent,” go into effect, the concerns “will find their merchan- 
dise will be unable to compete in present markets because of 
greater landed costs of these markets.” 


New England shippers, the notice says, have already raised 
$6,000, “with more pledged, to protect their interests.” Buf- 
falo and Rochester have contributed $25,000, Manhattan $20, 
000,. and Queens $5,000. The chamber asks $10,000 from 
Brooklyn concerns. The first hearing in the case will be held 


February 4 at Washington. The money will be used to employ 
counsel. 
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AND COMMERCE EXPERTS AND SPECIALISTS 


INDUSTRIAL SHIPPERS SERVICE, INC. | INTERSTATE TRAFFIC COMPANY 
Public Traffic Managers 


Insurance Building 


TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 


Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bldg., Detroit DALLAS 
Visualized Demurrage 

J. HUNTER ROSS 
Demurrage Specialist for Railroad 


Administration) 
Street N. W., Washington, D. C. 
Dian that visualizes 
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You can reach Traffic World 
readers each week 
Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 

a cent per subscriber. 


GEORGE W. OLIVER 


Railroad Analyst 


1814 Harris Trust Building 
CHICAGO o ILLINOIS 


Specializing in Transportation Costs 
and Statistics 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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ervice to the following 
Missouri River Points 


Effective February 2nd 


KANSAS CITY 
OMAHA 
MINNEAPOLIS 
ST. PAUL 


At an early date we will 
extend our service to 


ST. LOUIS 


and territory South and West. 


Write for details 


USE 


Trans- Continental Freight Company 
SERVICE 


General Offices: 203 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York City 


Detroit Buffelo 

Les Angeles Cleveland 

San Francisco Cincinnati 
Portland Salt Lake City 
Seattle Kansas City 
Denver Omaha 

Boston Minneapolis 
Philadelphia St. Paul 


Consolidators of Merchandise, Machinery, 
Automobiles, Household Goods, etc., for 
Domestic and Foreign Shipment 
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Freight Service—Express Speed—Freight Rates 


GOODS IN TRANSIT EARN NO MONEY 





Freight Service via Traction 
is a great boon to 
Manufacturers, Dealers, Wholesalers and Retailers 


53 Electric Lines with 4,728 miles of track form network for — 
Fast Freight Service in the Heart of Industrial Middle West. 


Central Electric Traffic Association 
L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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Southwestern Buyers. 


The location is a time-saving ele- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 


UNIT 1—Nineteen-story modern 
office building and adjoining ten- 
story display room portion. 


UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 


UNIT 3—Cold storage warehouse 
for perishable products—1,500,000 
cubic feet capacity. 


UNIT 4, to be occupied by National 
Distributors. 


With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 


























Contract for space by applying to 


DALLAS TRANSFER COMPANY, 


THE TRAFFIC WORLD 


SANTA FE $5,000,000 TERMINAL BUILDING 


The Best Known Business Address in Dallas 


Its appearance, exterior and interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 
this structure the logical location from which to serve this Trade Area—A Centralized Market for 






DALLAS 


SOUTHERN ICE & UTILITIES COMPANY, DALLAS 


TERMINAL BUILDING CORPORATION OF DALLAS 
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Ri, “FOLLOW THE FLAG” 


Wabash Railway Co. 


REGULAR DEPENDABLE SERVICE 


DIRECT SERVICE BETWEEN THE FOLLOWING CITIES: 


CHICAGO — EAST ST. LOUIS — ST. LOUIS — KANSAS CITY — OMAHA — DES 
MOINES — OTTUMWA — QUINCY — HANNIBAL — KEOKUK — SPRINGFIELD 
DECATUR — DANVILLE — LAFAYETTE — LOGANSPORT — PERU —HUNTING- 
TON — FT. WAYNE — SOUTH BEND — TOLEDO — DETROIT — BUFFALO 


















SHORT LINE BETWEEN THE MISSOURI RIVER AND THE NIAGARA FRONTIER 


The Wabash Railway is the only road operating over its own rails between Kansas 
City, Mo., Omaha, Nebr., Des Moines, Ia., St. Louis, Mo., Chicago, IIl., Detroit, 
Mich., Toledo, Ohio, and Buffalo, N. Y., serving the gateways to the West, Southwest, 
North and Northwest bringing the great producing fields of these territories in direct 
connection with the Great Lakes Cities, Eastern Canada, Canadian and North 
Atlantic ports, and the great industrial sections of the Central and Eastern States 
and is the only railroad serving these sections of the country operating direct 
through service between the Missouri River and Eastern territory. 
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PARKER ENGRAVING CO,, ST. LO 


WABASH FREIGHT TRAFFIC AGENCIES 


BIRMINGHAM, ALA., 1507 Jefferson Bank FORT WAYNE, IND., Freight Station NEW YORK, N. Y., 815 Singer Bldg. 
Bldg. HANNIBAL, MO., Freight Station OMAHA, NEB., 1909 Harney St. 

BOSTON, MASS., 331 Chamber of Commerce HOUSTON, TEX., 1029 Bankers’ Mortgage OTTUMWA, cA... Passenger Station 
Bldg. Bldg. PEORIA, ILL., 1117 Jefferson Bldg. 



















BUFFALO, N. Y., 972 Ellicott Square Bldg. INDIANAPOLIS, IND., 413 Roosevelt Bldg. PHILADELPHIA, PA., 1206 Widener Bldg. 
CHICAGO, ILL., McKinloch Bldg. KANSAS CITY, MO., 318 Railway Exchange PITTSBURGH, PA., 400—230 Fifth Ave. 
CINCINNATI, 0., 1007 Neave Bldg. Bldg. QUINCY, ILL., Passenger Station 
CLEVELAND, 0., 804 Park Bidg. pare ede ~~ Sg or = ee ST. LOUIS, MO., 324 Pierce Bldg. 
DALLAS, TEX., 1516 Magnolia Bldg. ° “9 azette g- SALT LAKE CITY, UTAH, 206 Judge Bidg. 
DECATUR, ILL., Passenger Station LOS ANGELES, CAL., 930 Van Nuys Bldg. ST. THOMAS, ONT., Passenger Station 
“ty MEMPHIS, TENN., 728 Exchange Bldg. SAN FRANCISCO, CAL., 917 Monadnock 
a ke ajestic Bldg. 
DES MOINES, IA., Union Station “ SEATTLE, WASH., 561 Stuart Bldg. 
’ MINNEAPOLIS, MINN., 616 Metropolitan SPRINGFIELD, ILL., 406 S “ 
‘ ° ° outh Sixth St. 
DETROIT, MICH., 1716 First National Bank Bldg. TOLEDO, 0O., 440 Spitzer Bldg. 
Bldg. MOBERLY, MO., Passenger Station TORONTO, ONT., 1101 Royal Bank Bldg 
EAST ST. LOUIS, ILL., 211 Arcade Bldg. NEW ORLEANS, LA., 1113 Hibernia Bldg. TULSA, OKLA., 319 Kennedy Bldg. 7 


GENERAL OFFICES, RAILWAY EXCHANGE BUILDING, ST. LOUIS, MO. 


EAST - WEST - NORTH - SOUTH jgpmmmmeme 
ROUTE YOUR FREIGHT . We | 


CARE WABASH a 
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the shortest “ 
“Your consuming Markets 


WE BRIDGE THE GAP 


ME TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your — or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


\ 


ENN LVS Ay, 
\ RAILROAD 4 
SYSTEM 


amnRasoersrs: com 


Duquesne Warehouse Co., Pittsburgh, Pa. Western Warehousing Co., Chicago, Ill. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Ps. 
Keystone Warehouse Co., Buffalo, N. Y. 


Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Pan Handle Storage Warehouse, Cincinnati, O. 
Philadelphia Tidewater Terminal. Philadelphia, Pa. 
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Where to reach them 


“WANTED—A PILOT” 















 iergns were two applicants. One said he had never i 

had an accident. The other said he had been on a | 
every rock in the harbor, so he knew where they r, 
were. He was hired, and, assuming he was a man iF 
who learned from mistakes, the choice probably was 
a wise one. | 








The SOUTHERN PACIFIC has weathered many 
storms, coming stronger out of each experience. It 
maintains an organization that knows how to meet 
difficulties and possesses a willingness that is inspiring. 


When you feel you are “up against” a transporta- 
tion problem, see us before you give up. 


® Address ‘‘General Agent, Southern Pacific Lines”’ ® 
— The Postman Knows Him 





